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145-h.p. Ford F-7 Big Job shown has G.T.W. rating of 35,000 Ibs. Over 175 other models available, down to 95-h.p. Pickups. 


Over (00,000 niles of. service and 


weve always had power to spare” 


— Says LEO E. WEA VER, Kansas City-Wichita Motor Freight, Wichita, Kansas 


SAVE WITH FORD / 
AMERICAS NO.] TRUCK VALUE J 


% SAVE GAS with Ford Loadomatic ignition and High Tur- 
bulence combustion chambers. 


% SAVE OIL with Ford Flightlight aluminum alloy pistons, 
cam ground for oil-saving fit at operating temperatures. 


% SAVE WEAR with pressure lubricated main and crankpin 
bearings, Double Channel frame, extra heavy duty 
axles, big brakes (up to 16 in. by 5 in.). 


*% SAVE ON REPAIRS with demountable brake drums, 
brake inspection hole, engine-top setting of accessories, 
plus nationwide service from over 6,400 Ford Dealers. 


% SAVE TIME with Ford reliability and performance. Only 
Ford gives you a choice of economy-proved V-8 or 
6-cylinder truck engines. 





Using latest registration data on 6,592,000 trucks, 
life insurance experts prove Ford Trucks last longer! 


Ford Trucking Costs Less Because — 


ORD TRUCKS 
AST LONGER 


HE PERFORMANCE and economy of our 145-h.p. 

Ford F-7 Big Jobs has exceeded our expectations,” 
says Leo E. Weaver of Kansas City—Wichita Motor 
Freight. 


“Our F-7 trucks have been pulling 30-ft. trailers with 
average payloads of 25,000 lbs. for over 100,000 
miles. Largest payloads run several tons more. And 
it’s always had power to spare. To us the Ford Big Job 
means fast and efficient freight service between Kansas 
City and Wichita.” 


This is the kind of truck-worthy performance and 
economy that is switching more truck users to Ford 
than to any other make. Join the Big Switch to Ford 
economy. Choose from over 175 models—95-h.p. 
Pickups to 145-h.p. Big Jobs. Get your choice of V-8 
or 6-cylinder power. See your Ford Dealer today. 


MAIL THIS COUPON TODAY! 


FORD Division of FORD MOTOR COMPANY 
3207 Schaefer Rd., Dearborn, Mich. 
Send me without charge or obligation, detail 
specifications on Ford Trucks for 1950. 
FULL LINE [] HEAVY DUTY MODELS oO 
LIGHT MODELS () EXTRA HEAVY DUTY MODELS (] 
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TERMINALS 


ALBANY, Albany 4-1129; BOSTON, Hancock 
6-4180; BUFFALO, Fairview 3137; CHICAGO, RE- 
liance 5-0800; CLEVELAND, Endicott 1-7362; IN- 
DIANAPOLIS, Market 8377; KANSAS CITY, Victor 
7790; JERSEY CITY, Delaware 2-4402; NEWARK, 
Humbolt 2-4762; NEW HAVEN, New Haven 
4-2581: NEW YORK, Worth 4-4576; PHILADEL- 
PHIA, Stevens 4-1777; PROVIDENCE, Stuart 1-1200; 
ROCKFORD, Rockford 5-7580; TOPEKA, Topeka 
2-5861; WICHITA, Wichita 7-5351; WORCESTER, 


Worcester 7-4593. 


MID-STATES 


FREIGHT LINES, Inc. 


5200 S. PULASKI ROAD, CHICAGO 372, ILL. 
REliance 5-0800 









In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
We do not desire to take the place of the traffic man, but to help him in his 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 


complex for the kind of investigation herein contemplated. 


Damages— 


Storage Charges Resulting from 
Delay in Returning Tank Cars for Loading 


Question—Colorado 


Some time ago we had occasion to re- 
lease three empty tank cars which were 
to move via a railroad to the West Coast 
for re-loading at that point. The cars 
were released on the 9th of the month, 
but, through apparent neglect on the part 
of the carrier, did not move from the 
classification yard until the 21st of the 
same month. Normally, this would not 
have affected anyone to too great an ex- 
tent, except that we had 30,000 gallons of 
a material in storage on the West Coast 
and these three tank cars were to with- 
draw that 30,000 gallons of material, thus 
emptying the tank in time to avoid pay- 
ment of additional storage for the fol- 
lowing month. 

Because of this delay in moving the 
cars out of the classification yard, the 
cars did not arrive at destination until 
the second of the following month, and 
since the 30,000 gallons were not with- 
drawn by the first, we were forced to pay 
an additional month’s storage. 

Our claim for the ensuing charge levied 
against us for storage was declined by 
the carrier, stating that they never did 
guarantee the handling of any given car 
in a prescribed time. 


We would appreciate, therefore, the 
consideration of this problem to deter- 
mine whether or not a delay of twelve 
days within the classification yard of the 
city in which the shipment originated, 
and on the original line, constitutes nor- 
mal handling, or whether it may be con- 
strued to be a negligent method of mov- 
ing equipment, thereby making the car- 
rier responsible. 


Answer 


We have been unable to find any de- 
cision of the courts wherein the question 
of damages resulting from delay in the 
transportation of an empty car to point 
of loading was involved. 


There are decisions relating to dam- 
ages to the owner of tank cars in the 
amount of the rental value of the tank 
cars (Empire Refineries, Inc. v. Guaranty 
Trust Co. of New York, 271 Fed. 668; 
Gustafson v. Michigan Cent. R. Co., 129 
N. E. 515; Jameson v. Davis, Agent, 144 
N. E. 291), and conceivably damages 
might be awarded in the amount of the 
additional storage charges incurred as 
the result of delay in the transportation 
of an empty car to the loading point. 


UESTIONS AND 


A. ee 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. 
attention will be paid to anonymous communications or questions from nonsubscribers. 
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The right is reserved to refuse to answer any 





However, damages in the amount of 
the additional storage charges which 
you paid would be, in our opinion, in the 
nature of special damages. Such dam- 
ages are recoverable only when notice is 
given the carrier at or before the time 
the contract of transportation is entered 
into that delay in transportation will 
result in such damages, or where the cir- 
cumstances of the transportation are 
such that the carrier might have known 
of the consequences which would follow 
a delay in transportation of the car. See, 
Pomona Products Co. v. Sou. Ry. Co., 294 
Fed. 982; Peyton v. Railway Express 
Agency, 158 Fed. 2d 671; 330 U. S. 846, 
331 U. S. 864, 331 U. S. 868; Clyde Coal 
Co. v. Pittsburgh, etc. R. Co., 226 Pa. 391, 
75 A. 596; Detmar Wallen Co. v. Dela- 
ware, etc. R. Co., 153 N. Y. S. 287; Alton 
R. Co., v. Oklahoma Furniture Mfg. Co., 
122 Pac. 2d 152; Morrow v. Mo. Pac. R. 
Co., 123 S. W. 1034. 








Motor Carriers— 





Operating Rights—Definition of Term 
“Structural Steel” 







Question—Texas 


I was very much interested in reading 
the article entitled “Truck Line’s Struc- 
tural Steel Right Interpreted” on page 
41 of the TRAFFIC WoOrLD of October 7th, 
reporting the Commission’s findings in 
a report in MC-93003, Sub. 15, Carroll 
Trucking Company’s Interpretation of 
Certificate. We note that the Commis- 
sion by Division 5 stated that this car- 
rier’s certificate, which authorized trans- 
portation of “structural steel”, does not 
include steel channels or channel steel,f 
when transported for use as frames forf 
trucks, but will include such commodi-f 
ties when transported for use as struc-f 
tural materials in the construction of 
buildings, bridges, or other similar} 
structures. : 

It appears that the above is in direct} 
conflict with decisions rendered many,} 
many times by the Commission in which 
they stated it was not the use to which 
an article was put but the inherent na- 
ture of the article itself which deter- 
mines its classification, etc. It appears 
to us that this same line of reasoning 
would be logical with respect to the 
commodities authorized in a certificate 
as much so as with respect to the rating 
applicable on the article. 

We would appreciate your advising if 
you know of provisions in Section I 
of the Interstate Commerce Act which 
















































project. 


We fi 
nels, wl 
ufactur 
are not 
transpo} 


Rates- 


Mot 
Exe 


Questi 


A nu 
entered 
tion of 
operate 
ern sta 


In m 
plants 
service 
plying 
rials, t! 
good m 
ices of t 
confron 
plicatio 
ments | 
in a go 
publishs 
carriers 
than th 
plying 1 

It is 
he illeg: 
carrier ; 
the com 
Comme! 
provides 
applied, 
the sun 
do not ] 
cisions 
apprecis 
decision 
on this 


Answe 


In its 
Transp. 
Said: 

The ta 
no provis 
or differs 
of appro} 
trary, a 
Points is 
commodi 
those poi 
of interr 
Charges, 
construct 
Dart I of 


No 
bers. 


rest. A 
| furnish 
yles and 
m in his 
wer any 
r or too 


unt of 
which 
in the 
. dam- 
tice is 
e time 
ntered 
n will 
he cir- 
mn are 
known 
follow 
r. See, 
Y0., 294 
IXpress 
S. 846, 
e Coal 
2a. 391, 
- Dela- 
Alton 
fg. Co., 
Pac. R. 


‘eading 
Struc- 
n page 
er 7th, 
ngs in 
Carroll 
ion of 
ymmis- 
is car- 
trans- 
yes not 


1 steel, 
nes forf 
nmodi-f 
struc-f 
sion of} 
similar} 


- direct} 


many, 
| which 
which 
nt na- 
deter- 
uppeals 
ysoning 
to the 
tificate 
rating 


ising if 
tion Il 
which 


November 18, 1950 


would justify this decision as opposed 
to other decisions of the Commission. 


Answer 


The Commission’s finding in the re- 
port to which you refer is, in our opin- 
ion, based upon the nature of the article 
and not the use to which it is put. In 
this report the Commission said: 

In our opinion, there is no hard and fast 
rule to apply in every case to determine 
whether steel channels or channel steel are 
embraced in the term “structural steel.” 
But in the light of the above precedent, and 
rationally also, authority to transport 
“structural steel” does not include steel 
channels or channel steel which admittedly 
is to be used in the construction of auto- 
mobile frames. Automobiles are not “struc- 
tures” as that term is commonly understood. 
On the other hand, applicant lawfully may 
under its authority to transport “structural 
steel” transport steel channels or channel 
steel whenever it can be shown that the 
channels transported are at the time in- 
tended for use and incorporation as a build- 
ing material in a structure of the type indi- 
cated, either building, bridge, or similar 
project. 


We find that channel steel or steel chan- 
nels, when transported for use in the man- 
ufacture of frames for trucks or automobiles 
are not within the applicant’s authority to 
transport “structural steel’. 


Rates— 


Motor Carriers—Joint Through Rate 
Exceeding Aggregate of Intermediates 


Question—Missouri 


A number of years ago our company 
entered into a program of decentraliza- 
tion of our plants, and, as a result, now 
operate various factories in six midwest- 
ern states. 


In moving material to and from these 
plants common carrier motor freight 
service is used quite extensively. In sup- 
plying these plants with certain mate- 
rials, the motor truck movement in a 
good many instances involves the serv- 
ices of two motor carriers. We have been 
confronted with a problem as to the ap- 
plication of rates on interstate move- 
ments between some of these plants and 
in a good many cases through rates are 
published for the account of the various 
carriers which, in many cases, are higher 
than the sum of combination rates ap- 
plying via the same carriers. 


It is our understanding that it would 
be illegal and in violation of the motor 
carrier act to maintain rates higher than 
the combination, although the Interstate 
Commerce Commission Tariff Circular 
provides that the through rate must be 
applied, even though it is higher than 
the sum of the combination. While we 
do not have any record of any court de- 
cisions involving such cases, we would 
appreciate very much if you will cite any 
decisions which might have been made 
on this subject. 


Answer 


In its report in Kingan & Co. v. Olson 
Transp. Co., 32 M.C.C. 10, the Commission 
Said: 

The tariffs naming the joint rates contain 
no provision requiring or permitting a lower 
or different rate to apply. In the absence 
of appropriate tariff provisions to the con- 
trary, a specific joint rate between two 
Points is the only legal rate on the particular 
commodity over authorized routes between 
those points, even though some combination 
of intermediate rates may produce lower 
charges. This is the established rule in the 
construction of rate tariffs of railroads under 
Part IT of the act. Ingalls v. Maine Central 
R. Co., 24 Fed. 2d 113; Morgan v. Missouri, 
K. & T. Ry. Co., 12 I.C.C. 525; North Ameri- 
can Cement Corp. v. Western Maryland Ry. 
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Safety Conscious MAYFLOWER VAN OPERATORS 
Mean Safe, Dependable Moves For You! 


You’re safer with Mayflower on your personnel moves! Mayflower van 
operators participate in the American Trucking Association’s Safety 
Program, The National Safety Council’s Safety Program and the great 
majority of them are safety award winners. Their records represent 
millions of miles without chargeable accidents. For each year of 
accident-free driving, Mayflower, as a part of the program, makes 
regular cash awards, and in addition, makes special awards for long 
term records. Regular safety meetings, special safety events, safety 
slogan contests, and continuous safety bulletins are combined with 
periodic safety checks on all equipment to keep your employees’ goods 
—SAFE WITH Mayflower 


AERO MAYFLOWER TRANSIT COMPANY « Indianapolis 


Mayflower’s organization of selected warehouse agents provides on-the-spot 
representation at the most points in the United States and Canada. Your local 
Mayflower agent is listed in the classified section of your telephone directory. 
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SHIPPERS 
OF EVERYTHING 
from a 2700 Ib. come 
like this to a single 
small package, find 
economies in FTL 
Air Freight. 








Traffic Manager Discovers Flying Tiger Air Freight is 


Cheapest Way to Ship 


EVEN WHEN SPEED IS NOT A FACTOR 


PROBLEM: A California air- 
craft manufacturer shipping pro- 
pellers from New York by rail 
had to use heavy specially de- 
signed crates to prevent damage 
enroute. SOLUTION: When 
smooth, shock-free air freight was 
tried, it was only necessary to 
wrap the blades in felt and pack 
the hub in a light plywood box. 
DISCOVERY : slow surface 
transportation was actually cost- 
ing 62% more than air. 

In explaining why he now in- 






A SCHEDULED AIRLINE 


WORLD'S LARGEST OPERATOR OF FREIGHT AIRCRAFT 


LOS ANGELES 
Lockheed Air Terminal 
STanley 7-3411 


FREE advisory service 


To have an experienced transporta- 
tion expert show whether economies 
of FL Air Freight may be applied 
to YOUR business, just call or write 
nearest office — 


vestigates air freight for every- 
thing, regardless of size, weight 
or urgency, this Traffic Manager 
states: “‘. . . it. would be a serious 
mistake to stop with a mere com- 
parison of rales. The big saving by 
air is usually in reduced weight 
and packing costs.” 


COMPARE ACTUAL FIGURES! 


Per Crating Gross Crating Plus 
Propeller Cost Weight Transportation 
SURFACE $110 762\bs. $164.94 
AIR $25 482 Ibs. $101.64 
SAVING BY FTL AIR FREIGHT $63.30 
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Co., 129 I.C.C. 90. No provisions of part II 
of the act require a departure from this 
long-established rule. 

Complainant submitted no evidence con- 
cerning the reasonableness of the assailed 
rates except the fact that they exceeded 
the corresponding aggregate of intermediate 
rates. Part II does not contain an aggre- 
gate of intermediate-rates provision as does 
part I (section 4). But prior to the enact- 
ment of that provision in 1910 (Mann-Elkins 
Act) the Commission held that the burden 
of proof was upon rail carriers to defend 
the reasonableness of a joint through rate 
that exceeded the aggregate of intermediate 
rates between the same points over the par- 
ticular route. See Patterson v. Louisville & N. 
R. Co., 269 U.S. 1. The same principles that 
governed rail rates under such circumstances 
prior to the 1910 amendment are applicable 
to similar conditions involving motor-carrier 
rates. Therefore, the assailed joint rates are 
presumed to have been unreasonable to the 
extent that they exceeded the corresponding 
aggregate of intermediate rates. Defendants 
submitted no evidence to rebut this pre- 
sumption. 


See, also, to the same effect, Victory 
Granite Co. v. Central Truck Lines, Inc., 
44 M. C. C. 320, which cites the report in 
Bell Potato Chip Co. v. Aberdeen Truck 
Line, 43 M. C. C. 337, which latter report 
sets forth the procedure for enforcement 
of the Commission’s findings with respect 
to the unreasonableness of a rate. 

As you will observe, a joint through 
rate which exceeds an aggregate of in- 
termediates is not illegal but is presumed 
to be unreasonable. 























FROM OUR 
READERS 


No anonymous communications will be pub- 
lished and writers must identify themselves. 
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Why ‘Solicitor’? 










Little Rock, Ark. 


I have just read Mr. Homer Pease’s 
letter in Trarric Worip, Nov. 4, 1950, 
raising the question, why “solicitor” in- 
stead of “salesman” for representatives 
of transportation lines. 

Having “solicited” my revered friend 
for a long time and “sold” him much 
transportation service, I think I can ex- 
plain to his satisfaction the difference 
in application of the two terms. 

I’m sure he well remembers my 
“solicitation” (or entreaties or canvass- 
ings) of him for a share of the Bridge- 
port Brass Company business, and of my 
failure to get any of it for pretty near 
to two years after my first contact with 
him. 

All of that time I sure was a “solici- 
tor” in the pure sense of the word. He 
did not know that daily during that 
whole period I searched eagerly for 
record of hoped for shipments in the 
files of my company, and of the recur- 
ring disappointment at finding none. He 
did not know that his failure to give me 
some of his business developed in me 
the realization that upon my next “so- 
licitation” I would have to “entreat” 
him more earnestly to give me a sho 
at handling some of his business, but 
that was so. It is interesting to seé 
from his inquiry that he has not learned 
of the misgivings with which “solicitors”, 
including myself, have approached him, 
never to be turned down, yet never t0 
be promised. 

Well, after the two-year struggle, then 
came the business, and after that initial 


(Continued on page 11) 
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They can’t come too big for us now! 


Supersize open loads and big box cars now move as 
fast as any other freight over the Pennsylvania’s 
Panhandle Division, an important link in the short, 
direct route between the East, West, South and 
Southwest. 


We've wiped out four old tunnels near Steubenville, 
Ohio . . . tunnels that restricted the movement of big 
box cars and extra high and wide open loads. Open 
cuts now replace those tunnels. Much of the right- 
of-way has been relocated, grades and curves reduced. 


\/ PENNSYLVANIA RAILROAD W 


No more detouring . . . no more extra switching ... 
no time-loss ‘n transit. Everything travels direct. 


This improvement alone has cost nearly $9 million. 
But that’s only part of the over-all improvement pro- 
gram. Altogether, we’re spending $81 million for 
improvements between Pittsburgh and St. Louis to 
save shippers time and money. 


It’s this kind of progress that gives life to the policy 
of the Pennsylvania to keep pace with the meteoric 
growth of the South, the Southwest and West and 
to provide the finest, fastest kind of freight service. 





WEVE BROKEN! 


Pennsylvania Railroad replaces 4 old tunnels} wi 
between the East, West, South and Southwest} fo! 
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OLD DETOUR 
FOR BIG BOX CARS 
AND OVERSIZE 
OPEN LOADS 


OLD TUNNELS 
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NEW ROUTE 
THROUGH OPEN CUTS 
TAKES BIGGEST BOX CARS 
AND OVERSIZE OPEN LOADS 
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"our new WHITE 3000 
earns £Y7TRA REVENUE’ 


... HL. Willett, Jr., 


— 


IT’S THE PERFECT ANSWER to 
today’s hauling problems! 
That’s the report of Howard 
L. Willett, Jr., executive vice- 
president, The Willett Com- 
pany, Chicago, who has three 
good reasons for preferring 
the new White 3000. 
“Because of the White 3000 
weight distribution,” he re- 
ports,“ wecanload up to 3,000 
pounds more on the front 
axle, and this extra weight 
means extra revenue for us. 
“The extremely short wheel- 
base and better maneuverabil- 
ity mean time savings. With 
our 50 foot special steel haul- 
ing trailer, we make turns in 
one swing that used to take 


extra ‘stopand back-up’ time.’ 

“The driver is very pleased 
with the visibility and ridin 
comfort land the all-roun 
powerful feel of this White 
3000,” he says. 

Here’s an on-the-job report 
—just like many others you’ve 
been hearing across the coun- 
try—which tells an amazing 
story of greater usefulness... 
more delivery capacity... 
lower delivery costs... with 
this great new White 3000. 

Your White Representative 
will be glad todemonstratethe 
advantages of the new White 
3000 as they apply to your 
exact transportation needs. 
Ask for a demonstration! 


THE WHITE MOTOR COMPANY 


Cleveland 1, Ohio, U. S. A. 


SUPER POWER 
3000 


VICE PRESIDENT, 
THE WILLETT CO. 
CHICAGO, ILL. 


Tips its cab to service 
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From Our Readers 
(Continued from page 6) 


shipment, there came more and more 
pusiness. Then I became a “salesman”, 
I HAD a service to sell. I did not 
“solicit” Homer Pease any more; I sold 
him the kind of transportation that he 
was seeking to buy. Our relations de- 
veloped and business friendship grew 
and I am sure that I never had to “en- 
treat” with him in the latter years of 
our associations. 

Another phase of the “solicitor” situa- 
tion is well defined by the quoted dic- 
tionary. “The solicitor is distinguished 
from the barrister in not having the 
right of audience (the right to plead in 
open court), except in a few minor 
courts.” Surely that is the position of 
the “solicitor”. Considering transporta- 
tion management to be the “court”, his 
right to “plead” is surely limited. His 
job is “to get the business” and his power 
to direct or control the handling or 
“render service” is nil, even though that 
is all he has to “sell.” 

I hold in very high regard Homer 
Pease’s friendship, developed through 
this related experience and am pleased 
at knowing I successfully passed from 
“solicitor” to “salesman” without him 
realizing the transition. 

The successful “solicitor” of today will 
be the “salesman” of tomorrow.— 
R. K. Hacarty, District Director, 515 
East Second St. 


Transportation Selling 


Miami, Fla. 
Your series on “Freight Transporta- 
tion Selling’ by Schuyler Hopper has 
been a long time coming, and I believe 
it serves a long felt need among rail- 
road traffic salesmen. Plenty of sales 
helps of a general nature have always 
been available but specific help for our 
profession seems to have been over- 
looked. Congratulations on your usu- 
ally fine ability to recognize and supply 
the needs of the traffic industry. C. C. 
VaucHn, Commercial Agent, Louisville & 
Nashville Railroad Company. 


Air Freight Articles 


Montreal, Canada 


I would like to congratulate your 
Magazine for the publication of eight 
articles on traffic management (the air 
freight series) written by Professor 
Lloyd Wilson. We, in the International 
Civil Aviation Organization, believe that 
these articles are of an immense value 
and use, and hope that in some future 
date you reprint the series of nine ar- 
ticles under one cover. I would like 
to enquire whether this suggestion may 
be in fact with what you intend to do, 
and if so, to be placed on the mailing 
list to receive a few copies of such a pub- 
lication. 

I might also add that these articles 
have created additional international in- 
terest. I have been referring them to the 
French Council Member of this Organi- 
zation, who has sent them regularly to 
“Institut francais de Transport Aerian” 
in Paris, France, now a subscriber to 
TRAFFIC WoORLD.—EDWaRD M. Kriz, Chief, 
Economic Analysis Unit, International 
Civil Aviation Organization. 


As previously announced the articles will be 
published in booklet form.—Editorial Director. 


YOUR ALLIED AGENT 


= long- -distance 


Your local Allied pane is the No. 1 Specialist in local and ies 
distance moving, storage and packing. See your classified tele- 
phone directory. Agents from coast to coast. 


NO.1 ON U. S. HIGHWAYS e NO.1 IN SERVICE ¢ NO.1 IN YOUR COMMUNITY: 
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Here's What You Get Bes: 


es a Irailer 


When You Buy a FRUEHAUF ! 


HERE are more factors to be sur- 

veyed when buying a Trailer than 
just the unit itself. What it offers you 
in the way of earning power is vitally 
important. Equally important, also, is 
the willingness of the manufacturer to 
stand behind his product: 

1. With service. 

2. With factory-trained men to ren- 
der this service. 

3. With a factory guarantee against 
defective workmanship. 

4. With a forthright and sensible 
financing plan. 

Fruehauf offers you all of these 
things, plus the best built Trailer in 
the world — one that’s engineered to 
earn more, last longer and cost less to 
operate than any other Trailer on the 
road today! 


Fruehauf guarantees free replacement of defec- 
tive parts within 90 days after purchase of a 
new Fruehauf Trailer: We guarantee a free in- 
spection every 30 days or 5000 miles for the com- 
plete life of your Fruehauf at any Branch or dis- 
tributor. Maintenance Manual and Parts Catalog 
goes with all Fruehauf Trailers. 


ANation-wide Serviee System 


Fruehauf’s nation-wide network of 80 Branches 
is fully equipped for every type of Trailer re- 
pair and maintenance. Each Branch is stocked with 
genuine parts and accessories. Every Branch, a 
Factory in itself, has the facilities to provide faster 
service at lower cost. 


ASensible Financing Plan | 


Fruehauf’s Financing Plan allows you up to 5 
years to help you pay while you earn with the 
world’s best Trailer. Financing your Trailer, and 
aying for it out of profits, is only one of the 
ig ‘“‘pluses’’ offered you in buying from Fruehauf. 


Factoty-Teained Trailermen ! 


All Fruehauf Servicemen are specially schooled in 
every aspect of Trailer service and repair. Each 
Serviceman, an experienced specialist, is equipped 
with the finest in modern tools to get your equip- 
ment back on the road in short order... to 
stay there, rolling and earning. 


FRUEHAUF. 


Troilers 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


Demurrage Charges Held Applicable 
For Car Detention in and After Strike 


1.C.C. Holds Applicable Charges Not Shown Unreasonable in 


Armstrong Cork Co. Case, But Finds Certain Charges on 


Run-Around Cars Inapplicable and Awards Reparation. 


The Commission, division 3, has found 
applicable, with exceptions, demurrage 
charges collected for detention of freight 
cars at one of the Armstrong Cork Co. 
plants at Lancaster, Pa. during and 
after a strike of the company’s employes 
which occurred from May 28 until July 
15, 1947. 

The exceptions were demurrage 
charges collected on run-around cars 
held beyond the fourth debit day, which 
were found inapplicable. Reparation 
was awarded. The applicable charges 
were held not shown unreasonable. 

A report was issued in No. 30293, Arm- 
strong Cork Co. v. Pennsylvania Rail- 
road Co. et al., in which the commission 
said the complainant corporation al- 
leged that $8,944.10 demurrage charges 
collected for detention of 506 freight 
cars between July 5 and July 31, 1947, 
were unreasonable, and, with respect to 
21 of the cars, that the complainant 
also sustained damages as a result of 
the defendant railroads’ failure to ob- 
serve an embargo against the Armstrong 
plant. 

The Commission said that at least 
six of the 21 cars were shipped from 
others of its plants by the complainant. 
Embargoes were placed for the benefit 
of the carriers and not the shippers, it 
continued, adding that if the shipments 
were forwarded to their destinations, as 
were those involved in the instant pro- 
ceeding, the carrier had performed its 
contract of transportation and had ful- 
filled its duty to the shipper. 

“The proximate cause of. the demur- 
rage is the failure of the complainant 
to unload or release the cars,” the Com- 
Mission said. “A carrier’s acceptance 
and delivery of cars during an embargo 
has no relevancy in determining the ap- 
plicability or reasonableness of demur- 
rage charges. National Truck & Stor- 
age Co., Inc. v. Pennsylvania R. Co., 277 
IC.C. 109. 


Due Diligence’ Ruling 


“No evidence was presented as to the 
unloading and loading facilities at com- 
Plainant’s plant. No determination 
therefore can be made as to whether or 
hot such facilities were being used to 
their full capacity. Approximately 20 
per cent of the cars as to which com- 
Plaint is made were shipped by the 
complainant from one of its other plants. 

“The Commission has recognized in a 
Number of recent proceedings that cir- 
cumstances attending the accrual of de- 


murrage because of a strike may war- 
rant relief from penalty charges imposed 
by reason of service orders. Such charges 
have been found unreasonable where due 
diligence in the attempt to release cars 
was established. 


“Complainant continued to ship cars 
to itself at Lancaster during the period 
of the strike despite the embargo, and 
immediately thereafter with full knowl- 
edge of the congestion at its Lancaster 
plant. Exercise of due diligence would 
have prevented the billing of cars until 
the complainant was in a position to 
handle them.” 


The Commission said that Armstrong’s 
employees were on strike from May 28 
until July 15, 1947; that a small group 
of workers returned to work on July 14, 
but that it was not until the morning 
of the sixteenth that the plant was 
“restored to a semblance of its normal 
operation.” 


Strike Demurrage Rule Applied 


The railroads, it said, applied the so- 
called strike demurrage rule, and as- 
sessed demurrage charges at a rate of 
$1.20 a car a day on the cars that were 
detained for the actual period of the 
strike. After termination of the strike, 
it continued, demurrage charges were 
assessed under an average agreement 
and in accordance with the Commis- 
sion’s service orders No. 369, as amended, 
covering demurrage on closed box cars, 
and No. 653, as amended, covering de- 
murrage on gondola and open and cov- 
ered hopper cars, published in Agent 
Jones’ demurrage tariff I.C.C. No. 3963. 

“Normally,” the Commission continued, 
“demurrage charges on an_ average 
agreement. basis for the detention of cars 
beyond the 48-hour period of free time 
are computed as follows: One credit is 
earned for each car released to the rail- 
road during the first 24 hours of free 
time. Neither a credit nor a debit at- 
taches to cars released during the second 
24 hours of free time, but one debit 
accrues for each car-day, or fraction of 
a day, on those cars which are released 
during the next 4 days beyond the free 
time. At the end of the calendar month 
the total number of such debits are 
subject to cancellation at the rate of two 
credits for one debit, and $2.20 per debit 
is charged for the remainder. After a 
car has been detained 4 chargeable days 
beyond the free time, a charge of $5.50 
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IN THIS ISSUE 


per car-day, or fraction thereof, is made 
for all subsequent detention. 

“Service orders Nos. 369 and 653 re- 
quired the railroads to establish and 
collect increased demurrage charges. 
The purpose of the increased charges 
was to obtain prompt release of cars. 
Thus, the average agreement charge for 
the detention of cars beyond the free 
time was made $2.20 for the first two 
days, $5.50 for the third day, $11 for the 
fourth day, and $16.50 for each succeed- 
ing day. The $2.20 per day debit charges 
could still be off-set by credits at the 
rate of two credits for one debit. 


“Because of the previous good man- 
agement-labor relations experienced by 
the complainant at its plant in Lan- 
caster, it was encouraged to believe that 
the dispute between it and its employees 
would be reconciled without resort to 
strike action. On the day that the strike 
materialized, the complainant notified 
its suppliers of the strike and instructed 
them not to ship any goods until further 
notice.” 


Fifty Cars Diverted 


The Commission said that the com- 
plainant, realizing that congestion and 
undesirable detention would result with 
the arrival during the strike of cars then 
in transit, diverted 50 cars. It said the 
complainant also reconsigned 6 cars from 
Lancaster. At the conclusion of the 
strike, it said, the complainant was faced 
with an accumulation of 354 cars of in- 
bound raw materials which had to be 
unloaded. Of this number, it said, 41 
cars were placed within the plant area 
when the strike started and 45 were on 
constructive placement outside the plant 
area. It said 247 cars arrived in the 
strike period which had been shipped 
prior to the placing of the embargo 
against the plant, and 21 thereafter. 


Within two days-after termination of 
the strike, it said, more cars containing 
materials essential to the restoration of 
full-scale production began to arrive at 
the plant, and by July 31, which marked 
the end of the time covered by the in- 
stant complaint, 152 additional ship- 
ments had arrived, including 41 cars 


‘shipped by the complainant. It said the 


unloading of all of the cars, including 
those arriving after the strike was over, 
was completed on July 31, or within 16 
days after the end of the strike. In 
order to accomplish this, it said, the 
complainant contended that it utilized 
all the labor which it could employ, 
practically working 24 hours a day, in- 
cluding Saturdays and Sunday. 

For the 13-day period from May 15 to 
27, inclusive, the Commission continued, 
the complainant released 420 inbound 
cars or a daily average of 32.3, and 217 
outbound cars, averaging 16.7 a day. For 
the 17-day period from July 15 until 
July 31, inclusive, the period immediately 
subsequent to the strike, it said, the 
complainant released 490 inbound cars, 
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averaging 28.8 a day, and 307 outbound chairman of Division 1. 


cars, averaging 18 a day. 
Complainant’s Contention 

It said the complainant contended 
that if its cars had been placed as 
ordered, detention to cars and resultant 
demurrage charges would have been re- 
duced. 

“When ordering cars into its plant 
for unloading,” said the Commission, 
“the complainant’s practice is to order 
older cars placed before newer arrivals. 
That procedure is alleged to have been 
observed in connection with the cars in- 
volved herein. There are occasions when 
a newly arrived car containing ma- 
terials urgently needed to maintain pro- 
duction or, prevent a shutdown is 
ordered placed for unloading ahead of 
older cars containing other materials, 
but a newer car of any given material 
never is ordered placed before an older 
car of the same material. The com- 
plainants’ records with respect to the 
ordering of inbound cars for placement 
have been destroyed and are not avail- 
able for proof of the actual order of 
placement requested. The defendants, 
however, failed to offer any evidence to 
indicate that ‘run-arounds’ of the newer 
cars, as shown of record, were caused 
by the complainant. 

“The average basis for computing car 
detention is a concession favoring the 
shipper or receiver of freight. It per- 
mits carriers to handle cars without 
regard to the exact order of their arrival 
by allowing the shipper or consignee 
the advantage of using unexpired free 
time on some cars to offset detention 
on other cars. There is, however, a 
limit as to the amount of the demurrage 
charges which may be made against 
cars not placed in the order of their 
arrival. Section E of rule 8 of the ap- 
plicable demurrage tariff provides: 

‘Section E.—Error. of any railroad 
named in the bill of lading contract or 
participating in the _ transportation 
transaction, which prevents proper 
tender or delivery. 

‘1. Under this rule, demurrage will be 
charged on the basis of the amount that 
would have accrued but for such error. 
This also applies in the case of con- 
structively placed cars being ‘run-around’ 
by actually placing recent arrivals ahead 
of previous arrivals; but on cars subject 
to rule 9, Average Agreement, * * *, 
allowance will be made only on those held 
beyond the fourth debit day.’ 

“Under this rule any charges collected 
for the detention of cars beyond the 
fourth debit day were inapplicable to the 
extent that they exceeded those that 
would have accrued but for such error. 
See Armour Grain Co. v. Chicago, M. & 
St. P. Ry. Co., 155 I.C.C. 415.” 


1.C.C. Housekeeping Duties 
Assigned to Division Head 


The Commission has announced that, 
under authority of section 17 of the 
interstate commerce act, the assignment 
of work to Division 1 has been amended 
so as to transfer the duties sometimes 
referred to as housekeeping duties, set 
forth in the notice, from Division 1 to 
the chairman of Division 1. 

Those housekeeping functions now 
brought to the attention of the Com- 
mission by Division 1 for decision, it 
said, would be brought to the attention 
of the Commission for decision by the 
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It added that 
Division 1, other than the chairman 
thereof, would be advisory to the chair- 
man of Division 1 with respect to such 
housekeeping duties; and that the pres- 
ent relationship between the Commission 
and Division 1 would be maintained be- 
tween the Commission and the chairman 
of Division 1. 


Housekeeping Duties 


The housekeeping duties were de- 
scribed as follows: : 

“(1) Salaries and Personnel. All ap- 
pointments (except directors and as- 
sistant directors of bureaus), transfers, 
promotions, changes in grade for all em- 
ployes, and other personnel matters now 
submitted to Division 1 by director of 
personnel. 

“(2) Finance. Approval of the Com- 
mission’s estimates of appropriations, 
annual, supplemental or deficiency, for 
submission to the Bureau of the Budget, 
including the allocation of available 
funds to the various bureaus and other 
activities. 

“(3) Organization. Changes in organi- 
zation, merger of activities and delega- 
tion of new or additional duties assigned 
to the Commission by legislation or 
otherwise, except major changes in or- 
ganization. 

“(4) Building and assignment of space. 

“(5) Reporting. Awarding of annual 
contracts for official reporting of hear- 
ings and arguments. 

“(6) Annual report. To bring forward 
the various chapters of the annual re- 
port for consideration and disposition by 
the Commission.” 


As presently organized, the Commis- 
sion’s Division 1 consists of Commis- 
sioner Mahaffie, chairman; Commission- 
ers Johnson, (ex officio, as I.C.C. chair- 
man), Lee, Mitchell, and Aitchison. 
Commissioner Aitchison participates in 
the work of Division 1 only with respect 
to matters relating to I.C.C. practi- 
tioners. 


Eastern Carriers Hope to 
File 4 Per Cent Increase 


Petition by November 25 


The eastern railroads, it has been 
learned, are aiming at November 25 as the 
date for filing their petition with the 
Commission for a 4 per cent general in- 
crease in freight rates. They will file it 
at an earlier date if circumstances permit. 

The increase would apply within East- 
ern Territory, and to and from that 
territory.-to the extent the railroads in 
that area participated in interterritorial 
traffic. 


In arriving at the 4-per-cent basis, it is 
understood, the eastern roads considered 
only increases in fuel and material costs 
to October 10. They did not allow for 
the effect of the demands of the non- 
operating groups for increased wages, 
nor did they include any factor for the 
possible results of the element suggested 
by the White House and written into the 
settlement between the railroads and 
switchmen, providing for a one cent an 
hour increase for each one-point increase 
in the cost of living index as a quarterly 
adjustment (T.W., Sept. 9, p. 57). 

The proposal has been circulated 
among all railroads in Official Territory, 
including those not members of the Traf- 
fic Executive Association, which, it is 
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understood, hopes that non-member car- 
riers will join in the petition to the Com- 
mission. Chairmen of the Illinois Freight 
Association, the Western Trunk-Line 


Committee, and of the Canadian Freight 
Association also received copies of the 
proposal as representing carriers inter- 
ested in traffic to, from, or via Official 
Territory. 


(See earlier story on page 25) 


Change in Overflow Rule 
Opposed by Shippers 
At C.S.M.F.B. Hearing 


Dockets Nos. 14179 and 14194, two 
carrier proposals to cancel the present 
overflow rule on joint-line traffic and 
on all traffic, were opposed by A. J. 
Maurer, assistant traffic director, Chicago 
Association of Commerce and Industry, 
at the November 15 monthly hearing of 
the Central States Motor Freight Bu- 
reau’s standing rate committee, in the 
Palmer House, Chicago. 

Docket No. 14179 would amend the 
overflow rule to provide for a charge on 
the overflow portion of a shipment based 
on the truckload rate subject to the 
truckload minimum weight applicable 
or the less-truckload ‘rate, whichever 
produced the lowest rate. Stated jus- 
tification was that the railroad overflow 
rules had been suspended by service or- 
ders of the Commission because of the 
tight equipment situation, and that 
motor carriers also had an acute equip- 
ment shortage. 

Mr. Maurer said it was untrue that 
rail overflow rules had been suspended. 
The Commission’s service order No. 868 
was to have cancelled Rule 24 of the 
Consolidated Freight Classification on 
October 4, but that order was suspended 
before its effective date, he said, adding: 

“Shippers advise us that there is a 
wide variance in the sizes of vehicles in 
operation in Central Territory. Vehicles 
range in length from 22 feet to 32 feet, 
and there are also differences in height 
and width. Because of these variances 
in the sizes of vehicles, it would be im- 
possible for shippers to quote prices on 
their truckload traffic since they have 
no advance knowledge as to the size of 
vehicle that the carrier will furnish.” 

Elimination of the present truck over- 
flow rule would result in demands by§ 
many shippers for only the largest equip- 
ment for their truckload shipments, he 
said. 


“Since the excess space in a vehicle 
transporting the overflow portion of 4 
truckload shipment can and is being 
used to stow other freight,” he continued. 
“It is difficult to understand why the 
revenue on overflow shipment, as 4 
whole, should be inadequate. There are 
instances where a truckload shipment 
results in an overflow, not because the 
loading capacity of the first vehicle is 
fully utilized, but to avoid overloading 
the vehicle in violation of state weight 
laws. In such cases it would appear 
unreasonable to ask the shipper to pay 
the less-truckload rate on the overfiow 
portion of the shipment.” 


Minimum Charge Proposal 
Other carrier dockets of general inter- 
est, having to do with the minimum 
charge rule, pick-up and delivery charges, 
general rate increases, and emergency 
charges, were opposed by Mr. Maurer 
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for the life of your trucks 


They increase truck life ... they last the life 
of the truck—that’s what operators say 
relefol tim t-biels myo) -1-1-1- m6 ae 

They give extra vehicle miles because the 
driver has twice the conventional number 
of gear ratios at his command. He selects 
the ratio best suited to operating conditions, 
with less strain on engine and power trans- 
mitting parts. The engine runs at peak 
efficiency, saving gasoline and oil. 

Eaton Axles match the truck for durability. 
The exclusive planetary system permits 
rugged construction and minimizes load on 
any one gear or bearing. Wear is reduced 
by another exclusive feature—forced-flow, 
positive lubrication. 

Get full information about Eaton 2-Speed 
Axles (on most 112 ton and larger trucks) 
from your truck dealer. 


et nat POO 


& 


Axle Division 
EATON MANUFACTURING COMPANY \ 


CLEVELAND, OHIO ‘ 


<a SODIUM COOLED, POPPET, AND FREE VALVES e TAPPETS e HYDRAULIC VALVE LIFTERS e VALVE SEAT INSERTS e¢ JET ENGINE 
PARTS e ROTOR PUMPS e MOTOR TRUCK AXLES e PERMANENT MOLD GRAY IRON CASTINGS e HEATER-DEFROSTER UNITS e SNAP RINGS 


SPRINGTITES e SPRING WASHERS e COLD DRAWN STEEL e STAMPINGS e LEAF AND COIL SPRINGS ¢ DYNAMATIC DRIVES, BRAKES, DYNAMOMETERS 





WHEN THIS 50-TON G-E DIESEL-ELEC- 
TRIC SWITCHER replaced a 65-ton steam 
locomotive at a-plant of the Kelley Island 
Lime and Transport Company, operating 
costs were greatly reduced $1000 a 
month! Fuel costs alone were down $12.66 
daily. In one nine-hour trick per day, the new 
diesel-electric does the work the steamer took 
two eight-hour tricks to do. 

No working time is lost in firing up, refuel- 
ing is required only about twice a week and 
maintenance is done when the locomotive is 
off duty. Acceleration is faster, locomotive 
operation is easier. In two years of continuous 


Free Bulletin—Facts on 
Low-cost Switching 
Operating Results 
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SAVES $12.00 


service over the plant’s seven miles of track, 
with grades up to 1.4 percent and curves up to 
25 degrees, this locomotive hasn’t lost a day. 
Fuel savings, reduced operating time and high 
availability are producing a return on Kelley 
Island’s investment that will pay for the loco- 
motive in less than three years. 

Are you getting smooth, economical per- 
formance like this from your own locomotive? 
G-E diesel-electrics are reducing costs in your 
industry, too. A G-E transportation specialist 
can tell you how much you can save in ad- 
vance. See him today. Apparatus Dept., Gen- 
eral Electric Co., Schenectady 5, N. Y. 


Section 4909D 

General Electric Co. 

Schenectady 5, N. Y. 

Please send me your fact-filled locomotive bulletin 
I need it: 
For reference purposes 


To make a survey of our own locomotiv 


requirements. 


Company 


ELECTRIC: ~~ 


120-50 | 
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and by C. I. Davidson, Carter Carburetor 
Corporation, St. Louis, and Charles 
Manelli, traffic manager, Sterling Alu- 
minum Products, Inc., St. Louis. Mr. 
Manelli presented a written statement 
prepared by M. J. Milsark, traffic man- 
ager, McQuay-Norris Manufacturing Co., 
St. Louis, on behalf of the Shippers’ 
Conference Committee of the St. Louis 
Chamber of Commerce. 

In the course of the hearing, Dan 
Ryan, chairman of the standing rate 
committee, announced that the C.F.A.- 
central rate committee, at its meeting 
November 14, had rescinded its recom- 
mendations in dockets Nos. 12799 and 
13575, general rate increase proposals, 
and had approved a straight 10 per cent 
rate increase across the board, with 
railroad rates to be the maximum on 
commodity rates. 

Mr. Davidson asserted that docket No. 
14185, a carrier proposal to amend the 
minimum charge rule in all bureau class 
tariffs, to provide that the minimum 
charge for any shipment less than a 
capacity load should be for 200 pounds 
at the first class rate, but in no case 
should be less than $2, would discrimi- 
nate against small shippers and re- 
ceivers, who were not in a position to 
ship in larger quantities. “In the event 
a shipper or customer can only ship a 
minimum amount of merchandise, car- 
rying a classification rating less than 
first class, then they will be assessed a 
freight charge amounting to 200 pounds 
at the first class rate regardless of the 
applicate rate on the commodity,” he 
said, terming the provosal unreasonable. 

Mr. Maurer said Chicago shippers had 
always taken the position that a mini- 
mum charge should be based on a unit 
of 100 pounds. 


“To base the minimum charge on a 
unit of 200 pounds would result in the 
minimum charge on a fourth class ship- 
ment being equivalent to the charges on 
a 400-pound shipment,” he said. “The 
proposal would result in a higher min- 
imum charge for hauls within Central 
Territory than would be applicable for 
longer interterritorial hauls into Central 
Territory.” 


Rate Increase Proposals 


The representative of the Chicago As- 
sociation of Commerce and Industry 
briefly discussed dockets Nos. 14188, 
14190, and 14191, proposals to add an 
emergency charge of 50 cents a 100 
pounds per shipment, to increase all rates 
by 10 per cent, and to increase all class 
rates to the basis ordered for intrastate 
application in Michigan, respectively. If 
the proposals were in lieu of rate in- 
creases previously adopted by the bureau, 
action should be deferred until shippers 
could study them, he urged. 

Speaking on the emergency charge 
proposal, Mr. Manelli said he opposed 
use of the word “emergency” because it 
was often abused. 


“We know of no emergency existing 
at the moment in the motor carrier in- 
dustry, requiring such a charge,” he said, 
adding that such a charge assessed 
against truckload shipments would be 
inconsistent with the contention of motor 
carriers that truckload traffic was prof- 
itable traffic. 


Mr. Davidson, referring to the general 
rate increase proposals, said that “we 
feel that if the carriers can approach the 
shippers with a reasonable proposal 
properly supported, the shippers may go 
along with the carriers.” — 
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“If these proposals are adopted as now 
submitted, we shippers will be compelled 
to resist with every means at our dis- 
posal,” he added. 

When Mr. Maurer began to speak on 
docket No. 14158, a proposal to amend 
the pick-up and delivery allowance rule 
in Tariff 247-H by restricting the allow- 
ance to articles classified fourth class or 
higher, Chairman Ryan agreed that the 
proposal had been improperly docketed, 
inasmuch as no justification was shown. 


Stalemate in ‘48-for-40’ 


Rail Dispute Continues 


Though there were signs of activity 
in Washington, the week of November 
13, on the part of leaders of three unions 
of railroad operating employes in sup- 
port of their demands for a 40-hour 
week with pay for 48 hours, information 
from frail labor and management 
sources on November 16 indicated no 
new developments had materialized. 


Negotiations between the railroads’ 
wage conference committees and officials 
of the Brotherhood of Locomotive Fire- 
men and Enginemen over that union’s 
demand for a wage increase of 35 cents 
an hour for all its members and a 40- 
hour week with 48 hours’ pay for yard 
service employes were continuing at the 
Statler hotel, with D. B. Robertson, 


president of the brotherhood, participat- . 


ing. 

W. P. Kennedy, president of the 
Brotherhood of Railroad Trainmen, and 
R. O. Hughes, president of the Order of 
Railway Conductors, were in Washing- 
ton and were preparing for meetings of 
their regional committees in Washing- 
ton the week of November 20. At those 
meetings, it was said, the Trainmen 
and Conductors would prepare a formal 
demand for transmittal to the railroads, 
calling for a wage increase of 35 cents 
an hour for all employees represented 
by them. It was understood that the 
stalemate of the controversy between the 
B.R.T. and O.R.C., on the one hand, 
and the railroads, on the other, over 
the demand of those unions for a 40- 
hour week, with no reduction in the pay 
now received for 48 hours a week, for 
yard service employes, was unresolved 
and that John R. Steelman, the assist- 
ant to the President, was still awaiting 
overtures by the parties that might re- 
sult in resumption of negotiations. The 
nation’s railroads are being operated by 
the government through the Department 
of the Army while this dispute remains 
unsettled. 


From a spokesman for the _ labor- 
management relations subcommittee of 
the Senate labor and public welfare 
committee, which was directed to inves- 
tigate the B.R.T.-O.R.C. dispute with 
the railroads that led to government 
seizure of the roads (T.W., Sept. 16, p. 
58, and Sept. 23, p. 47), it was learned 
that the subcommittee’s staff had pre- 
pared a confidential report for transmit- 
tal to the subcommittee members No- 
vember 27, the date set for the recon- 
vening of the Eighty-first Congress. The 
subcommittee staff had conferred with 
representatives of the parties to the 
dispute in assimilating the information 
presented in its report, it was stated. 
According to the subcommittee spokes- 
man, there was a strong possibility that 
hearings in furtherance of the investiga- 
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tion would be held after the subcommit- 
tee members had had opportunity to 
read the staff report. 


Carloadings Totaled 839,612 
In Week Ended Nov. 11 


Loading of revenue freight the week 
ended November 11, 1950, totaled 839,612 
cars, the Association of American Rail- 
roads has announced. This was an in- 
crease of 203,789 cars or 32.1 per cent 
above the corresponding week in 1949, 
but a decrease of 32,067 cars or 3.7 per 
cent below the corresponding week in 
1948. 

Loading of revenue freight the week 
ended November 11, decreased 22,572 
cars or 2.6 per cent below the preceding 
week. 

Coal loading amounted to 153,412 cars, 
an increase of 39,796 cars above. the 
corresponding week a year ago, but a 
decrease of 393 cars below the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 404,- 
353 cars, an increase of 92,807 cars above the 
corresponding week last year, but a decrease 
of 12,295 cars below the preceding week this 

ear. 
- Loading of merchandise less than car- 
load freight totaled 86,734 cars, a decrease of 
476 cars below the corresponding week last 
year, and a decrease of 1,462 cars below the 
preceding week this year. 

Grain and grain products loadings totaled 
55,629 cars, a decrease of 387 cars below the 
corresponding week in 1949, and a decrease 
of 3,021 cars below the preceding week this 
year. In the Western Districts, grain and 
grain products loading for the week of No- 
vember 11; totaled 36,662 cars, an increase 
of 2,070 cars above the same 1949 week but 
a decrease of 1,148 cars below the preceding 
week this year. 

Livestock loading amounted to 12,451 cars, 
a@ decrease of 961 cars below the same week 
in 1949, and a decrease of 2,018 cars below 
the previous week this year. In the Western 
Districts, loading of livestock for the week 
of November 11, totaled 9,883 cars, a de- 
crease of 1,226 cars below the same week a 
year ago, and a decrease of 2,075 cars below 
the preceding week this year. 

Forest products loadings were the highest 
for any corresponding week since 1929, 
totaling 48,224 cars, an increase of 6,443 cars 
above last year, and an increase of 1,657 
cars above the previous week this year. 

Ore loading amounted to 62,764 cars, an 
increase of 55,118 cars above last year, but 
a decrease of 5,219 cars below the previous 
week this year. 

Coke loading amounted to 16,045 cars, an 
increase of 11,449 cars above the same week 
last year, and an increase of 179 cars above 
the previous week this year. 

Coke and ore loadings were the highest 
for any corresponding week on record. 

All districts reported increases compared 
with the corresponding week in 1949. All 
reported decreases compared with the same 
week in 1948, except the Southern and 
Northwestern. . 


Cumulative Loadings 
1950 1949 1948 


2,393,330 2,844,511 3,136,602 
2,288,272 2,767,048 3,076,653 
3,445,513 3,344,752 3,612,357 
2,875,395 3,078,518 3,210,586 
2,980,125 3,098,799 3,511,166 
3,603,454 4,280,146 
2,762,064 3,423,684 
2,923,318 3,562,252 
3,390,514 4,411,589 
2,338,579 3,662,557 
862,184 578,981 843,586 
839,612 635,823 871,679 


33,731,890 31,366,361 37,602,857 


*Includes week ended April 1. 
#Includes week ended July 1. 


Four weeks of 
January 

Four weeks 
February 

Five weeks 


May 
Five weeks of 

June # 3,904,628 
Four weeks of 

July . 3,017,877 


Four weeks 
August 

Five weeks oO 
September .. 

Four weeks of 
October 
Week of No- 
vember 4 ... 
Week of No 
vember 11... 


3,374,137 
4,219,985 
3,530,832 
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EXPRESS HAULERS CALL THIS BABY 


‘THE HOTTEST JOB|C 


Compare these Extra-Value Features 


Cushioned Radiator Mounting « Easy-Turn Ball- 
Bearing Steering * Synchro-Mesh Transmission ¢ 
Hypoid RearAxle* Heavy-Steel Bumper-BarGrille 
* One-Piece Weathersealed ‘’Six-Footer’’ Cab. 


177-Horsepower Valve-In-Head Engine « Full- 
Pressure Lubrication of all bearings, piston pins 
and rocker arms « Tocco-Hardened Crankshaft ® 
Pressure-Sealed Cooling * Independent Rubber- 

Available in conventional and cab-over-engine models—121 to 201 inch wheelbases. 
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ON THE ROAD! 


It has more power, more stuff than any gas truck in 
the middleweight class-and handles like a convertible. 


F you’re hauling loads weighing up to 45,000 
pounds gross on a tight night-and-day schedule 
where every minute counts, you want a power unit 
with a lot on the ball — if you want to make money. 


You want a puller that’s specially engineered from 
the wheels up to withstand this rough-tough ex- 
press service year after year — and that’s exactly 
what you get in the stalwart GMC Series 640 gaso- 
line truck-tractor pictured here. 


It’s Got What You Need 


To give you extra “sock” when the going gets hard, 
the “640”? has GMC’s big rugged 177-horsepower 
valve-in-head truck engine under its hood. This 
gives it the highest power-to-weight ratio of any 
tractor in its class — power to highball a tull load all 
day without straining! 


It’s safe power, because the “640” has clash-free 
five-speed Synchro- Mesh transmission — another 
GMC exclusive feature in trucks of this size. 
Synchro- Mesh eliminates double-clutching slow- 
downs and accident hazards on steep grades — 
permits you to make faster, safer trips. 


You get greater load-safety, too, in the ‘‘640’s” big 
double-acting front shock absorbers, extra-long 
front springs and Wide-Track front axle that 
insure greater stability and easier riding. 


It’s All Truck! 


Remember, the GMC “640” is no braced-up 
flimsy truck. It’s designed for its job with a deep, 
rigid, truck-built frame that’s tops in strength with- 


Your key to greater hauling profits 


out useless dead weight. It easily carries maximum 
pay loads without twisting and weaving. 


Even its all-steel Six- Footer Cab is special, with 
built-in ventilation, foam rubber seat and plenty of 
seat-, head- and elbow-room for a big man. Full ball- 
bearing steering makes it a sweetheart to handle. 


One Price Covers All 


And mark this! All these features are standard on 
the GMC ‘‘640”—you don’t have a lot of extra 
charges tacked on to get equipment you need. Ask 
your GMC dealer for the facts and you’ll see why 
truckers call this “the hottest job on the road’”— 
and why it’s the best buy for your money. 


GMC Truck & Coach Division of General Motors 


Ah 


GASOLINE & DIESEL TRUCKS 


FROM 2 TO 
20 TONS 


GENERAL 
MOTORS 








VAN SERVICE 
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Your money goes farther 


... your work goes faster! 


These are the famous Advance- 
Design features that help make 


CHEVROLET TRUCKS 
AMERICA’S FIRST CHOICE! 


TWO GREAT VALVE-IN-HEAD ENGINES: 
the 105-h.p. Loadmaster or the improved 
92-h.p. Thriftmaster—to give you great- 
er power per gallon, lower cost per load 
e POWER-JET CARBURETOR—smoother, 
quicker acceleration response ¢ DIA- 
PHRAGM SPRING CLUTCH for easy- 
action engagement ¢ SYNCHRO-MESH 
TRANSMISSIONS for fast, smooth shift- 
ing © HYPOID REAR AXLES—for de- 
pendability and long life « DOUBLE- 
ARTICULATED BRAKES—for complete 
driver control « WIDE-BASE WHEELS 
for increased tire mileage « BALL-TYPE 
STEERING for easier handling ¢ UNIT- 
DESIGN BODIES—for greater load pro- 
tection ¢ ADVANCE-DESIGN STYLING 
—for increased comfort and modern 


appearance. 


CHEVROLE 


You’re money ahead with Chevrolet trucks, for 
Chevrolet is the lowest priced line of all—and offers 
exceptional savings in on-the-job operating cost and 
in cost of maintenance, too. 


And, you’re money ahead with Chevrolet’s special 
features. Chevrolet features like Valve-in-Head engine, 
Power-Jet carburetor and many others exclusive in 
the field. 


You’re money ahead because Chevrolet has a model 
built for your job . ..a truck engineered to the 
special requirements of that job and built to do it 
faster, better, more efficiently. 


Yes, your money goes farther . . . your work goes 
faster with Chevrolet trucks. Let your dealer tell 
you all the details. Let him prove that you’re money 
ahead with Chevrolet. 


CHEVROLET MOTOR DIVISION, General Motors Corporation 
DETROIT 2, MICHIGAN 
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THE WEEK IN TRANSPORTATION 


News of Significance lo Traffic and Transportation Mon 


Practitioners, in Annual Meeting, Receive 


Proposals for Improving I.C.C. Procedure 


Commissioner Aitchison Notes Increased Interest in Traffic 


Education. La Roe Discusses I.C.C. ‘Weaknesses.’ Attorney 


General, Others Heard. Turney Is New Head of Association. 
By ROBERT J. BAYER 


The “statutory scheme” represented by 
the evolution of federal regulation of 
transportation in the United States had 
“placed heavy duties on the Department 
of Justice,” said Attorney General J. 
Howard McGrath, in an address at a 
luncheon session of the Association of 
Interstate Commerce Commission Prac- 
titioners, held in connection with the 
association’s twenty-first annual meet- 
ing, at the Jefferson Hotel, St. Louis, 
Mo., November 9. 

Lawyers for the department, he con- 
tinued, appeared regularly before the 
Commission, where they worked with 
the practitioners; they appeared as 
counsel in the courts to defend the de- 
cisions of the Commission, and some- 
times, “in the position of differing with 
the Commission,” they “opposed its de- 
cisions.” The speaker gave examples of 
the work of the department in these 
varying capacities. 

He cited the government’s wartime 
reparation cases against the railroads 
as “a good example” of the department’s 
work “similar to the type of litigation 
handled” before the Commission by 
members of the practitioners’ associa- 
tion. The department, he continued, 
expected “some decision with reference 
to these matters in the near future,” all 
evidence in five of the cases having been 
submitted and “steady progress” being 
made in the other twelve. 

As an example of the department act- 
ing as counsel for the Commission, he 
cited appearances before the Supreme 
Court of the United States to uphold 
the Commission’s order against the Ala- 
bama Great Southern and others, pre- 
scribing differential joint rail-barge 
rates. In that case, said he, it was the 
contention of the justice department 
“that relative transportation costs, while 
relevant as one of the many factors 
which enter into the process of rate 
making, were not intended by Congress 
to be the sole controlling test.” The 
position of the department, he added, 
was that “Congress imposed no obliga- 
tion on the Commission to sound the 
death knell of rail-barge transportation 
by requiring parity of rates for services 
which, though competitive, are economi- 
cally unequal.” 

“There are thus issues in this case 


of greater importance to the transpor- 
tation industry and to the nation than 
the mere technical legal issues involved,” 
he asserted. 

Sometimes, he continued, the depart- 
ment assisted the Commission in its ad- 
ministrative functions “by employing 
other laws which are under the depart- 
ment’s jurisdiction.” A case in point, 
he added, was its invoking of the anti- 
trust laws in the Pullman case. 


Reed-Bulwinkle Act Interpretation 


The responsibilities of the department 
had been augmented by the enactment 
of the Reed-Bulwinkle act, said the At- 
torney General, adding: 


“The Reed-Bulwinkle law must now 
be interpreted and applied. Applications 
for approval of agreements have been 
filed by railroads, motor carriers, and 
water carriers with the Interstate Com- 
merce Commission. The Department of 
Justice has intervened in a large num- 
ber of these proceedings; we have par- 
ticipated at hearings, and filed briefs. In 
some proceedings, carrier agreements 
have been approved by the Commission. 
In others, the applications have been 
dismissed or withdrawn after the pre- 
sentation of our views. In still other 
cases, the Commission, while approving 
the agreements, has imposed conditions 
requiring amendment of certain pro- 
visions to meet objections raised by the 
Department of Justice. 


“We believe serious questions remain 
to be resolved as to the scope of the 
Reed-Bulwinkle law and as to the in- 
terpretation of several of its provisions. 
Such questions, which it seems must 
ultimately be determined by the courts, 
affect not only the appropriate adminis- 
tration of the interstate commerce act; 
their resolution is also of prime im- 
portance in defining the area in the 
field of transportation to which Con- 
gress intended the antitrust laws to 
apply.” 

Most publicized of the Justice Depart- 
ment cases were those in which it op- 
posed the Commission, continued the 
Attorney General. He cited the rail- 
barge grain case, the so-called Mechling 
case, as an “interesting example.” In 
that case, he said, the Secretary of Agri- 
culture opposed the Commission’s order 


upholding the right of the railroads to 
grant rates on grain eastbound out of 
Chicago lower when the grain ar- 
rived at Chicago by rail than when it 
arrived by barge. The Department of 
Justice agreed with the Secretary of 
Agriculture and, when the barge lines 
went into court to have the Commission’s 
order set aside, “the Attorney General 
admitted the allegations of the com- 
plaint,” Mr. McGrath said. That admis- 
sion against the Commission, he insisted, 
“resulted in direct benefits to the farmer 
and to the consuming public arising out 
of transportation savings effected 
through the continued use of river barge 
supplemented by rail transportation.” 


Other ‘Opposition’ to I.C.C. 


Similarly, he continued, although his 
department was accused of failing to 
“cooperate with and support another 
agency” when it-opposed the Commission 
in the so-called Henderson case, involv- 
ing alleged discrimination against Ne- 
groes, he felt that “it would be a violation 
of our duty to our country and to the 
court to take a position which we were 
convinced was in conflict with the Con- 
stitution and the laws of the United 
States.” He was gratified, he continued, 
with the Supreme Court’s decision, 
“which vindicated our position and 
proved to be another heartening indica- 
tion that we are slowly but surely loosen- 
ing the paralyzing grip of racial dis- 
crimination which has stood in the way 
of extending opportunities equally to all 
Americans.” 

He complimented the association as 
“the pioneer among organizations of 
practitioners before administrative 
bodies” and said its code of ethics was 
a “lasting contribution” and a “model 
for other similar associations.” On the 
subject of non-lawyer practice, he said: 

“The valuable assistance which can be 
rendered to administrative agencies by 
lay technicians of fine attainments 
would be sorely missed by those agencies 
in the discharge of their important 
duties, should any enactment confine ap- 
pearances before them to lawyers alone. 
Moreover, the specialized problems and 
experience of governmental administra- 
tive agencies make it desirable to permit 
those agencies to pass upon the qualifi- 
cations of persons who seek to practice 
before them.” 


Morning Session 


At the opening business session, the 
morning of November 9, Roland Rice, 
Washington, D.C., attorney, president of 
the association, presided. The practi- 
tioners heard addresses by G. Lloyd 
Wilson, professor of transportation, Uni- 
versity of Pennsylvania, Philadelphia, 
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and Benjamin Miller, director of indus- 
trial relations, American Trucking As- 
sociations, Inc., presently acting as man- 
power advisor to the Defense Transpor- 
tation Administrator. 


Dr. Wilson spoke on “Some Problems 
in Transportation Which Must Be 
Faced.” He said there existed some 
tendencies likely to impair the effective- 
ness of transportation regulation, enum- 
erating some of them as “the danger of 
clogging the regulatory agencies charged 
with quasi-legislative and quasi-judicial 
functions with detailed work, much of 
which is executive in character;” the 
danger of executive governmental in- 
fluence on the quasi-legislative and 
quasi-judicial functions of such agen- 
cies; the possibility of “overlapping 
functions” of agencies causing a con- 
flict of authority among them, and the 
paramount danger of government 
ownership of the means of transporta- 
tion if public regulations proved in- 
effective. 


He advocated, in meeting’ these 
threats, the keeping of the regulatory 
agencies “free from executive domina- 
tion or even influence,” and the admin- 
istration of the executive functions of 
the agencies “by an executive agency 
which should be separate from and in- 
dependent of the quasi-legislative and 
quasi-judicial agency.” He said that, 
“in cases before the regulatory agency, 
the executive officers interested in 
transportation should be required to 


appear themselves or by representatives 
as witnesses so that their interests may 
be presented in an orderly fashion by 
testimony on the record, and the wit- 
nesses subject to examination and cross- 
examination.” 


“The danger of conflict among regu- 
latory agencies exercising jurisdiction 
over various instrumentalities of trans- 
portation,” he said, “should be elimi- 
nated by placing the quasi-legislative 
and quasi-judicial regulation of all in- 
terstate carriers in one regulatory agency 
of this type, and the quasi-executive 
functions in a separate organization.” 


Advice to Carriers 


He said that, in the making of rates, 
the practices of various carrier agencies 
did “not appear to square with either 
economic principles or with the law as 
stated in the national transportation 
policy.” He advocated that “railroads, 
water carriers of various types and in 
different trades, motor freight carriers 
and air freight carriers should seek the 
commodities, types of hauls and unit 
quantities of goods to be moved as ship- 
ments in which they can offer superior 
services or satisfactory services at rates 
which are fully compensatory to them.” 
He said their rates should not be based 
on the rates charged by carriers of other 
types. 

Mr. Miller warned of impending man- 
power shortages. He compared the avail- 
able supply of unemployed today with 
the vastly greater supply at the begin- 
ning of World War II, and spoke of the 
disinclination of governmental agencies 
concerned with military exemptions to 
classify transportation workers as es- 
ential. He suggested to his listeners 
that they concern themselves with this 
situation before, as in the earlier crisis, 
the time came when transport vehicles 


actually could not be moved for the lack 
of the necessary men to tend them. 


After a discussion of costs as factors 
in rate-making and some consideration 
of the compilation of “standard dis- 
tances” between points in this country, 
with passing reference to the adoption 
of such distances in England, Dr. Wil- 
son spoke of the need for the simplifying 
of tariffs. They had become complicated 
enough in earlier years, he said, but the 
addition of multiple general increases 
had added to the confusion. 

“Rates can no longer be ascertained 
from the examination of tariffs,” said 
he. “They must now be calculated. The 
equipment of a rate clerk consists of 
tariffs, supplements, stretcher supple- 
ments and calculating machines, and 
telephones to check the rates they cal- 
culate with others who are in the same 
general state of confusion and frustra- 
tion.” 

He looked for no relief in this respect, 
he concluded, until major tariffs were 
reissued; and that would be very expen- 
sive. However, he added, “the expense 
of using obsolete tariffs, with numerous 
supplements and increase supplements 
and calculating aids to obtain current 
rates from obsolete rate data. is much 
greater.” 


Symposium on Costs 


At the afternoon session, A. H. 
Schwietert, director of traffic, Chicago 
Association of Commerce and Industry, 
presided at a panel discussion on “Cost 
Finding in Rate Cases.” Participants 
included Ford K. Edwards, formerly 
head of the Commission’s Bureau of 
Cost Finding, and presently director of 
the bureau of economics of the National 
Coal Association, Washington; E. S. 
Root, chief of research, Erie Railroad, 
Cleveland, O.; John R. Turney, at- 
torney, Washington, and Gilbert J. Parr, 
director of costs and research, Waterman 
Steamship Corporation, Mobile, Ala. 

Mr. Edwards discussed costs from the 
viewpoint of the user of transportation. 
He described the total out-of-pocket 
cost of transportation as a combination 
of constants and variables, and said 
that such facts as the effort of the 
seller to maximize profit and of the 
buyer to “maximize his satisfactions,” as 
well as the “value of service,” were in- 
cluded in rates made partly on the basis 
of costs. 

“Ever so often someone comes out 
with the suggestion that all rate-making 
could be greatly simpiified and traffic 
helped by sweeping aside all considera- 
tions of demand and basing rates wholly 
or principally on the fully distributed 
costs,” said he. “Often the sponsor of 
this suggestion doesn’t even stop to de- 
fine which basis of fully distributed 
costs he would use, which is very im- 
portant, as cost men tend to have their 
own pet ideas on how to apportion these 
costs. Needless to say, such proposals 
misconceive the problems of pricing the 
product in a field where constant and 
joint costs are important. They mistake 
the analytical tool for the real thing.” 

Mr. Root spoke on costs from the 
viewpoint of the railroad. Much of what 
he said was in agreement with Mr. Ed- 
wards. He warned that the danger in 
most cost studies lay “in the use of in- 
adequate, incomplete or obsolete statis- 
tics rather than in methods.” There 
were, however, some points about costs 
and rates on which all could agree, he 
said. These included the axiom that 
“out-of-pocket costs should be the floor 
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for rates; that, in seeking adjustments 
of individual rates or particular groups 
of rates, knowledge of out-of-pocket 
costs is important, and it is desirable to 
include an apportionment of constant 
costs; that when the entire rate struc- 
ture is under review . . . the question is 
primarily whether the rates cover all 
costs and yield a fair return,” and that 
the cost of service was only one element 
in rate-making. 

Transportation cost data, he conclud- 
ed, had other uses than merely in rate- 
making. 

“We believe the practical everyday use 
of our studies has justified the expense 
of their development,” he said. “Ob- 
viously, they can be put to other uses 
than measuring the reasonableness of 
rates, and we have done so...” 

He did not however, go into detail on 
on the point. 


Turney’s Views on Costs 


Mr. Turney, speaking on cost finding 
and costs as applied to highway trans- 
portation, warned against over-empha- 
sis on those subjects. That was par- 
ticularly important to motor carriers, 
he added, which, generally, were small 
organizations. 


“They can not recoup losses caused 
by errors,” said he. “They just must go 
out of business.” 

He objected to using average out-of- 
pocket unit costs in rate-making be- 
cause, he said, “there ain’t no such ani- 
mal.” Applying such averages to the 
rates for light and bulky articles placed 
an unjust burden on the heavier and 
bulkier traffic, said he, arguing that such 
averages were “statistically unsound and 
economically destructive.” He warned 
that lodgement of responsibility for cost 
determination in the hands of the regu- 
latory body was to invite dictatorship in 
the transportation industry. Value of 
service, he insisted, was of great import- 
ance in rate-making. To base rates 
mathematically, he said, was to “Bal- 
kanize our nation.” 

Cost analysis in transportation, he 
concluded, was “not a sword with which 
to smite the competitior, but a shield to 
guard against losses by the carriers and 
extortion of shippers.” 

Mr. Parr, speaking for water trans- 
portation, said that “the cost for each 
agency involved in a rate proceeding 
should be introduced so that the regula- 
tory bodies and others may be informed 
as to the economy and fitness of the 
various transport agencies to handle the 
traffic.” He added that, in such cases, 
“both out-of-pocket and _ fully-dis- 
tributed costs should be introduced,” 
because both were useful in judging “the 
compensatory level of a rate and the 
relative contribution made by the traf- 
fic to the carrier’s overhead burden.” 
Finally, he said, cost data could only be 
made fully useful if they were supple- 
mented with economic data “dealing 
with the volume of the movement, the 
value of the commodity, market and 
carrier competition, and the _ effect 
which the rate itself may have on the 
movement of the traffic and the carrier’s 
earnings.” Only in this way, he con- 
cluded, could “an intelligent disposition 
of all the issues in a proceeding be 
made.” 

After the panel discussion there was 
a period of questions and answers. 

Commissioner Clyde B. Aitchison spoke 
on “What Can Be Done to /Improve the 
Administrative Efficiency of the Inter- 
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state Commerce Commission?” Answer- 
ing his own question, he dealt with two 
objectives: (1) that of guarding admis- 
sions to practice before the Commission, 
and (2) that of producing cleaner and 
more understandable records in formal 
cases. 

As to the first, he discussed the in- 
crease in recent years of the number of 
those taking the Commission’s bar ex- 
amination. He said that “interest en- 
gendered by the wide-spread offering 
of courses in traffic and transportation 
by many institutions of learning and 
study groups has been a strong con- 
tributing factor.” On that. point, he 
added: 

“It is apparent this has resulted in 
better preparation of the applicants. In 
the last several examinations a growing 
proportion of applicants have claimed 
credit for taking courses designed to 
cover the study of traffic and to prepare 
them for practice before the Commis- 
sion. In the examination held in July, 
1950, 27 different institutions were listed 
as giving courses taken by applicants. 
Only 15 persons out of the 295 applicants 
had not taken courses in some of these 
institutions. These courses are now 
available in all the larger cities and 
also throughout the country at leading 
universities. Some traffic schools are 
privately owned and controlled, and 
others are sponsored by local traffic or- 
ganizations. Other institutions beside 
the particular 27 mentioned are now of- 
fering such courses, and others are con- 
templating entering the field. The re- 
sults of the training given are not even. 
Some institutions are turning out a 
high proportion of well qualified stu- 
dents, while others have too many 
graduates that flunk examinations that 
seven out of 10 persons pass successfully. 

“This general development is all to 
the good, but it now has an element of 
haphazardness about it that is not 
healthy. ‘The profession should show 
more interest in the training that is 
being given to the young men who are 
coming on as our. successors. 

“It seems to me that it is as much 
the province of this association to inter- 
est itself in the educational work that 
is being done in this field as it is for 
the American Bar or Medical Associa- 
tions to interest themselves in the law 
and medical schools of the country. Of 
course, the approach must be made tact- 
fully, and in a thoroughly constructive 
spirit, recognizing the right of academic 
freedom each institution must maintain 
against all comers. 

“This suggestion ties in closely with 
the work the Association of Practitioners 
has itself been doing in the preparation 
and dissemination of recommended 
study courses.” 


Judicial Conference Committee 


His discussion of the need for cleaner 
and more simple records in formal cases 
was based on the appointment of an 
advisory committee on administrative 
proceedings recently by the Chief Justice 
of the United States, as head of the 
Judicial Conference. Said Commissioner 
Aitchison: 

“The Judicial Conference of the 
United States, a statutory body con- 
sisting of the chief judges of the United 
States courts of appeal for the several 
circuits and the District of Columbia, 
with the Chief Justice of the United 
States presiding, at its fall session in 
1949, appointed a committee to inquire 
into the length, volume, expense and 


delay in certain classes of court cases 
and administrative proceedings. The 
committee was made up of five circuit 
judges and five district judges, with 
Judge E. Barrett Prettyman, of the 
United States Court of Appeals for the 
District of Columbia, as chairman. Judge 
Prettyman’s committee has examined in 
a preliminary, although a somewhat de- 
tailed way, the procedure in court cases 
for the review of the action of adminis- 
trative agencies such as the Interstate 
Commerce Commission. But it also has 
as its objective the making of recom- 
mendations concerning the practice of 
the administrative agencies. It recom- 
mended to the Chief Justice that an 
advisory committee be appointed to con- 
sider this latter subject, and to make 
recommendations to the committee of 
judges. With the approval of the Chief 
Justice such an advisory committee has 
been set up, composed of a number of 
members of or counsel for leading fed- 
eral administrative agencies and.also a 
few attorneys who practice before them. 

“At the suggestion of Judge Pretty- 
man, the District of Columbia subcom- 
mittee of the American Bar Association’s 





John R. Turney 


John R. Turney, the new president of the 
Association of Interstate Commerce Commission 
Practitioners, was born at Nashville, Tenn., on 
July 4, 1887. He received his LL.B. degree from 
Vanderbilt University in 1908 and was ad- 
mitted to the bar, following which he practiced 
at Nashville from 1908 to 1910 and at Jonesboro, 
Ark., from 1910 to 1917. From 1917 to 1922 
he was general solicitor of the St. Louis South- 
western Railway Lines. He was promoted to vice- 
president in charge of traffic of that railroad in 
1929 and remained in that position until 1933. 
He was one of the first practitioners to be ad- 
mitted to practice before the Interstate Com- 
merce Commission in 1929. From 1925 to 1933 
he was a member of the law firm of Carter, 
Jones & Turney, St. Lovis, Mo. In 1933 he was 
appointed Director of the Section of Transpor- 
tation Service under Joseph B. Eastman, then 
Federal Coordinator of Transportation, and 
served in that capacity until 1935. In 1935 he 
entered the general practice of law in Washing- 
ton, D.C. In 1940 he formed the law firm of 
Turney, Rives and Turney. In January, 1942, 
he was appointed Director of Traffic Movement, 
Office of Defense Transportation, and remained 
with the O.D.T. until January, 1943, when he 
resumed the practice of law. His present law 
firm is Turney, Carpenter & Turney, Washington 
6, D.C. 
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Committee on the Improvement of the 
Administration of Justice has appointed 
a subcommittee on the same topic. I 
am personally particularly interested, 
as the honor of being a member of the 
advisory committee has come to me. It 
is contemplated that each member of the 
adwisory committee, in its deliberations, 
will present the results of his own in- 
vestigations, embodying the worthwhile 
ideas of others consulted, rather than 
an expression of the official view of any 
agency or organization. 

“The ultimate objective of the com- 
mittee is to prepare, for public issuance 
by the Judicial Conference, a statement 
suggesting practical methods for mini- 
mizing the expense and delay in admin- 
istrative proceedings, and for facilitating 
prompt and correct decision and review, 
by excluding from the record of such 
proceedings material not essential for 
fully informed disposition of the issues. 


“The individual members of the com- — 
mittee are called upon to make reports 
concerning agencies with which they are 
familiar, and a rather elaborate memo- 
randum outlining the facts about exist- 
ing practices and suggestions for 
changes, as to which comment is desired. 


“As a member of the committee, I 
shall consult with the personnel and 
staff of the Commission, and our practi- 
tioners so far as practicable within the 
limited time available. 


“I do not think that I need do more 
than to state these facts to show you 
that what is in progress has both poten- 
tialities of very great good, and poten- 
tialities of danger to the independence 
and efficiency of the federal adminis- 
trative regulatory agencies. 


“Time does not permit any detailed 
discussion of the problem. It seems to 
me obvious that the thought and atten- 
tion of a small body of our practitioners 
will be invaluable to me as a member 
of the advisory committee. We can all 
concur in the objective, and experience 
will make us concur with Judge Pretty- 
man in his statement: 


““Improvements in technique always 
come slowly, but I think that if we keep 
hammering away, we will eventually get 
administrative proceedings into such 
form as that they will truly be expedi- 
tious and efficient. It is amazing to one 
who examines into the subject how much 
time is consumed in analyzing worthless 
masses of material in order to get at a 
few grains of fact.’ 


“While we must all do what we can 
to make these efforts successful, I can- 
not escape a certain feeling of humilia- 
tion which I think you must share, that 
it has been considered necessary for the 
Judicial Conference of the United States 
and the American Bar Association to 
undertake a reformation that has at all 
times been within the power of the 
members of the Commission’s bar to 
undertake by themselves, without such 
foreign help. The records before the 
Commission, we know, are made up of 
what is offered by the parties through 
their representatives. We cannot over- 
look that the impact of the suggestions 
or recommendations of the Judicial Con- 
ference of the United States practically 
will be scarcely less. cogent that an act 
of Congress, especially when orders of 
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an administrative body are before a fed- 
eral court for review.” 

President Rice, commenting on Com- 
missioner Aitchison’s address, said the 
association stood ready to assist him in 
any way it could, and that it would un- 
doubtedly create a committee for that 
purpose should he so desire. 


Efficiency of Commission 


Earlier in the session there was a dis- 
cussion of the question, “What can be 
done to improve the administrative effi- 
ciency of the Interstate Commerce Com- 
mission?” Wilbur La Roe, Jr., Wash- 
ington, D.C., attorney, presented a paper 
dealing particularly with the need for 
an administrative head on the Com- 
mission. He began with high commenda- 
tion for that body and its work, char- 
acterizing it as a “model to which other 
government agencies should conform,” 
and adding that many agencies in 
Washington envied the reputation it had 
built up through the years. 

It had to be said, however, he con- 
tinued, that the Commission did not 
handle its administrative affairs effi- 
ciently. The result was, he said, that 
there were delays in reaching decisions 
and “unfairness in the treatment of 
personnel, and other evils which would 
be eliminated if the Commision had an 
administrative setup similar to that of 
many successful corporations.” The evils, 
he asserted, were the result of divided 
responsibility and the “lack of a cen- 
tralized coordinated administration.” An 
attempt at a cure had been made, he 
recalled, by setting up divisions in the 
Commission, with one of them in charge 
of administration, but the very necessity 
of calling the members of that division 
into conference to make decisions was 
a handicap. 

This dividing of the Commission into 
“principalities,” he contended, was a 
basic difficulty in getting things done, 
because each member of a division had 
“a great deal to say about the personnel 
in his particular bureau and in recom- 
mending their salaries.” Those func- 
tions, he argued, should be centralized, 
or more centralized than they were 
under the present personnel officer, be- 
cause that officer had to submit many 
problems to one or more of the com- 
missioners. He contrasted this with the 
manner in which personnel matters 
were handled in corporations. Citing 
one such corporation, he remarked: “I 
wonder how this would work if this 
little corporation were divided into 
eleven departments with a _ different 
personnel officer or a different president 
in charge of each.” 

Some of the results of the present sys- 
tem on the Commission were “really 
bad,” said Mr. La Roe. Commissioners 
were required to spend much time in 
attention to details that ought to be 
spent on “important phases” of its work, 
which involved “hundreds of millions of 
dollars.” “Bad delays” were also among 
the results, he added, noting that re- 
cently, at the Commission, “several hun- 
dred decisions were held up for too long 
a time merely because of the lack of 
typists to get them out.” 

“If the administration were of good 
quality such a condition would not be 
permitted to exist,” he said. 

Continuing, he said: 

“T hear it said frequently within the 


Commission that Congress is at fault for 
not appropriating sufficient funds. There 
is no doubt that this is true. No gov- 
ernment agency and no corporation can 
possibly produce efficiency without the 
money to attract the right personnel. 
We have had a good illustration recently 
of the salutary effect that can be pro- 
duced by increasing the appropriation 
for the Commission’s work. I refer to 
the additional money that was made 
available for the Bureau of Motor Car- 
riers, the expenditure of which has pro- 
duced splendid results in increasing the 
efficiency of the Motor Carrier Bureau. 
Also, the Commission has been able of 
late to step up the grades of a number 
of its examiners, increasing the morale 
in that very important part of the Com- 
mission’s work. It simply is not fair 
when we have such a splendid agency 
as the Interstate Commerce Commission 
to be so parsimonious with money to 
finance its operation that inefficiency 
and bad morale result. I have seen 
more than one instance where stinginess 
on the part of Congress has produced 
a bad morale within the Commission 
and you cannot have efficiency if you 
have a bad morale. I wish that we 
practitioners could be more alert in 
seeing to it that Congress is more liberal 
in its treatment of the Commission, but 
I do not believe that any amount of 
Congressional liberality would completely 
overcome the basic evil which I have 
mentioned, namely, lack of a centralized 
and coordinated handling of administra- 
tive matters. There is no solution of 
this problem, in my opinion, short of 
a surrender by each commissioner of 
the administrative matters that have 
been assigned to him and transfer of 
all of them into the hands of an ad- 
ministrative expert employed for that 
purpose. 

“If this condition is not improved it 
is apt to lead, in my opinion, to the 
transfer of the Commission to one of 
the government departments, probably 
the Department of Commerce. This 
would cause a much greater evil than 
the one I have discussed. If there is 
any real danger in Washington today 
it is the danger of destroying the in- 
dependence of our administrative agen- 
cies. As you know, the U. S. Maritime 
Commission, which was an independent 
agency, has been abolished and in its 
place the Federal Maritime Board has 
been set up under the Department of 
Commerce. There is constant danger 
that the Interstate Commerce Commis- 
sion will be transferred to the Depart- 
ment of Commerce. This danger will 
be lessened if the Commission can prove 
it is capable of administrative efficiency 
while still being independent. 

“You and I have no greater respon- 
sibility as practitioners than to see to 
it that the independence of the Inter- 
state Commerce Commission is safe- 
guarded. There is already too much 
tendency in Washington to transfer 
powers to the Executive. My definition 
of Fascism is very simple: Fascism is a 
type of government in which so much 
power has been vested in the Executive 
that he becomes autocratic and arbi- 
trary. Secretary Sawyer already rules 
over an empire greater than many kings 
have claimed and there is no public in- 
terest that requires an expansion of that 
empire. The Interstate Commerce Com- 
mission has through all the years been 
responsible only to Congress and through 
Congress to the “American people. I 
hope that this condition will continue 
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and that the independence of this splen- 
did agency may be preserved.” 

A paper on the subject of the Commis- 
sion’s procedure in suspension Cases, 
prepared by Harry C. Ames, of Washing- 
ton, association past president, who was 
unable to be present, was read by S. S. 
Eisen, of New York. It took the posi- 
tion the present rules, requiring protests 
against filed tariffs to be in the hands 
of the Commission ten days before their 
effective dates, dates, and answers to 
the protests to be filed six days before 
those dates, worked hardships on ship- 
pers. Complaints varied, some asserting 
that the Suspension Board was too leni- 
ent and others that it was too strict, 
Mr. Ames wrote. Some suggested that 
the filing period be extended from the 
existing 30 to 40 days, but it was noted 
that that would take Congressional ac- 
tion. Others thought shortening the 
protest period would be better, but 
against that the paper cited the ob- 
jection that, in so short a period, tariffs 
might “slip through” without coming to 
the Commission’s notice. It was sug- 
gested for consideration by the associa- 
tion and the Commission that, under 
section 17 of the interstate commerce 
act, the Commission delegate decisions in 
suspension matters to the Suspension 
Board, eliminating the time required for 
submittal to and consideration by the 
appropriate division of the Commission. 

Commissioner Aitchison suggested from 
the floor that much of the cause of 
the “log jam” of tariffs, discussed in 
the paper, came about because of a 
tendency of transportation companies 
and publishing agencies to file tariffs 
for effective dates either on the first 
or the fifteenth day of each month. 
Spreading the filings over the interven- 
ing days would help, he said. What 
was needed, he said, was “cooperation 
all around.” From the floor, it was sug- 
gested that currently deteriorating postal 
service had something to do with delay 
in receipt of tariffs by shippers, neces- 
sitating filing protests at the last pos- 
sible moment, and another cause was 
said to be the practice of tariff-filing 
agencies of mailing tariffs to shippers 
in bundles on so-called “sailing days,” 
instead of mailing them individually as 
they were sent to the Commission. 


Annual Dinner 


The association’s annual dinner was 
held the evening of November 9 at the 
Jefferson Hotel. About 400 were present. 
The speaker was Joseph F. Holland, at- 
torney, of St. Louis, former city corpora- 
tion counsel, whose talk was humorous, 
with many topical allusions to the work 
of the Commission and the careers of 
men prominent in the affairs of the 
society. Carl Giessow, director of the 
transportation bureau, St. Louis Cham- 
ber of Commerce, presided. 


The session the morning of November 
10 included reception of the reports of 
Charles E. Bell, association treasurer, 
and J. K. Hiltner, secretary. The report 
of a special committee, headed by Mr. 
La Roe, recommending an increase in 
the association’s membership annual 
dues from $6 to $10, and amendments 
to the constitution and by-laws neces- 
sitated by that change, was adopted 
unanimously, after numerous remarks 
from the floor as to the value of the 
association to its members and com- 
mendations for the work of its executive 
secretary, Mrs. Sarah F. McDonough. A 
section of the special committee’s re- 
port, dealing with inadequacy of time 
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allowed in the Commission’s rules of 
practice for the filing of replies, and 
with alleged laxness in notifying parties 
when extensions of time for filing briefs 
were granted, was received as informa- 
tion. 

The association unanimously elected a 
slate of officers submitted by the nomi- 
nating committee, of which Charles W. 
Braden, New York, was chairman. It 
was as follows: 


President, Mr. Turney; secretary, Mr. 
Hiltner; treasurer, Mr. Bell. District 
vice-presidents: District No. 2, Mr. 
Eisen, New York; No. 4, Frank H. Cole, 
Jr., Cincinnati, O.; No. 6, Paul H. Har- 
din, Atlanta, Ga.; No. 8, Mr. Schwietert; 
No. 10, Ernest Porter, Des Moines, Ia.; 
No. 12, Frank A. Leffingwell, Dallas, 
Tex.; No. 14, I. N. Early, Billings, Mont.: 
No. 16, Howard G. Freas, San Francisco, 
Calif. The district vice-presidents were 
elected for two-year terms, those from 
districts bearing uneven numbers being 
held over. 


Arrangements for the meeting were 
made by a committee headed by George } 


W. Holmes, chairman, and W. M. Boring, 
vice-chairman, both of St. Louis. 


Views of Eastern Rails 
Asked on 4 Per Cent 


Freight Rate Increase 


The Traffic Executives Association of 
the eastern railroads has. circulated 
among member lines, to obtain their 
views, a proposal for a general increase 
of 4 per cent in freight rates in the 
east, with an exception as to coal. 


A copy of the tentative proposal was 
furnished the National Industrial Traffic 
League, it was said, so that shippers 
“would not be taken by surprise,” and 
was available for discussion at its forty- 
third annual meeting in San Francisco, 
Calif.. November 16 and 17. 

Increases of 12 cents a net ton and 
of 13 cents a gross ton on coal were 
included in the proposal. It was said 
that a complication existed in connec- 
tion with coal rates on the Nickel Plate 
between Ohio points because of an out- 
standing 13th-section order of the Com- 
mission, but it was thought possible that 
the complication could be worked out. 

Circulation of the proposal among 
the eastern railroads followed a two- 
day meeting in Chicago, November 1 and 
2, when chief traffic officials of eastern, 
southern and western railroads dis- 
cussed the possibility of applying for a 
new general freight rate increase. 

Some of the western railroads ob- 
jected to the proposal and asked time 
for “more thinking” on the subject. It 
was stated at the conclusion of the 
meeting that no definite conclusion had 
been reached (T.W., Nov. 11, p. 17). 

A spokesman for the eastern carriers 
described the situation in connection 
with the proposal circulated among those 
lines as “in a state of flux,” with noth- 
ing as yet solidly determined. “Known 
costs” were said to be the basis of the 
proposal, which would include the in- 
crease of 23 cents an hour granted yard 
service employes represented by the 
Switchmen’s Union of North America, in 
September (T.W., Sept. 9, p. 57). 

At the Chicago meeting of the traffic 
Officials, rising costs of railroad sup- 
plies, especially iron and steel, were 


cited as posing a problem for the rail- 
roads. 

Also mentioned were demands for 
new wage increases described as a boost 
of 35 cents an hour for the conductors 
and trainmen, a 20 per cent increase for 
engineers, and a 40-hour week at 48 
hours’ pay for firemen and enginemen 
in yard service, plus a 35-cent general 
hourly increase. 

A traffic official estimated that the 
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demands of the non-operating unions, 
if granted, would cost the railroads about 
$525,000,000 a year, and that the de- 
mands of the operating brotherhoods 
would mean an additional cost of $350,- 
000,000, for a total added cost of more 
than $800,000,000 a year. 


World War Il Transportation Control 
Policies to Be Followed in Emergency 


Defense Transport Administrator Tells Practitioners That, Based 
On Experiences in Last Two Wars, Best Means of Assuring Adequate 
Transport in Emergency is Private Operation Under Regulation. 


.C.C. Commissioner James K. Knud- 

n, who is also Administrator of the 
Defense Transport Administration, said 
at a meeting of the Washington (D.C.) 
chapter of the Association of Interstate 
Commerce Commission Practitioners 
that the philosophy of government 
transportation controls exercised in 
World War II, giving as much free play 
to private enterprise as possible, would 
be followed in the present emergency. 

After comparing the results of govern- 
ment operation in World War I, and of 
the controls exercised in World War II, 
Mr. Knudson said: 


“The contrasting experiences of World 
War II with those of World War I show 
the far greater effectiveness, simplicity, 
and economy, and the far less disrup- 
tion to the normal American way of life 
brought about by the philosophy and 
practice in World War II. In the lat- 
ter case a global war was fought involv- 
ing shipping movements from the three 
continental coasts, with unprecedented 
numbers of ton-miles and passenger- 
miles of service to perform. The result 
was a magnificent success. 


“In view of these contrasting exper- 
iences, it is only natural that Col. John- 
son (Commissioner J. Monroe Johnson, 
who was director of the Office of De- 
fense Transportation in World War II 
after the death of Commissioner East- 
man, who first headed O.D.T.) and his 
advesers, practically all of whom had 
experience in World War II, should ad- 
here strongly to the pattern which 
proved so successful... .” 


f) Control Principles 


ndamental principles” appearing in a 

port made by Commissioner Johnson 
to the National Security Resources 
Board before the D. T. A. was set up: 

“Fundamental Considerations: It is 
recommended that the temporary (war- 
time) mobilization and supervision of 
domestic transportation and storage be 
conducted in accordance with certain 
fundamental considerations which serve 


“He said that philosophy had been 
\ sue into the following set of 


‘ to insure the maximum effectiveness of 


the nation’s transport systems in sup- 
port of the direct (war) effort and the 
essential civilian economy, and to in- 
sure the prompt restoration of such sys- 
tems to their normal peacetime status 
after the cessation of hostilities. 


“These fundamental considerations are 
clearly stated in the following outline: 


“1. It is recognized at the outset that 
transportation systems and operations in 
the United States are, in the large ma- 
jority, provided and conducted by private 
enterprise. 

“2. Based upon the contrasting experi- 
ences in the operation of the nation’s 
transportation systems during World 
War I and World War II, the best means 
of assuring adequate transportation dur- 
ing another such conflict would be 
throught private operation under war- 
time emergency government regulation. 


“3. For greater efficiency in the exer- 
cise of powers, for public convenience, 
for reasons of economy, and to prevent 
the overlapping of regular peacetime and 
temporary wartime regulations, existing 
agencies of government dealing with 
transportation and their powers should 
be utilized to the maximum possible ex- 
tent, under the guidance and direction 
of a central civilian wartime transporta- 
tion agency. (During the emergency, 
some of such powers, including the 
emergency powers of the peacetime 
agencies, and some of the personnel of 
such agencies, should be transferred to 
the wartime agency.) 

“4, Such added emergency powers as 
are necessary for transportation to play 
its part in the successful prosecution of 
the war and the maintenance of the 
essential civilian economy should be 
given to the temporary wartime agency 


rather than to regular peacetime agen- 
cies. 

“5, All temporary wartime regulations 
should be removed at the conclusion of 
hostilities, or as soon thereafter as 
practicable. It should be an obligation 
of the temporary (wartime) agency to 
ascertain when this should be done and 
to see that it is done. 

“6. Wherever possible, the programs of 
the temporary wartime transportation 
agency should be carried out on a basis 
of voluntary public participation and 
cooperation rather than through gov- 
ernment orders. An effort should be 
made to provide adequately for the 
transportation needs of the (war) effort 
and the _ essential civilian economy 
through existing carriers, and’ with a 
minimum of managerial usurpation by 
government, and to encourage the pro- 
vision of additionally needed plant and 
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equipment by private enterprise wher- 
ever possible. 

“7, Notwithstanding the intent of item 
No. 6 above, the temporary (wartime) 
transportation agency should be clothed 
with adequate power to assure the pro- 
vision of sufficient transportation for the 
successful prosecution of the war and the 
maintenance of the essential civilian 
economy, including responsibility for the 
availability of the necessary physical 
facilities. 


Single Agency Recommended 


“8. Profiting by the experience of World 
War II, it is recommended that overall 
control of all domestic transportation in 
the United States, its territories and pos- 
sessions, military as well as civilian, be 
placed in a single temporary civilian 
(wartime) agency so that all transporta- 
tion systems, facilities and services may 
be effectively coordinated. 

“9. The authority of any wartime 
transportation agency should find its 
basis in statutory law. This will give the 
unquestioned force of law to the emer- 
gency powers of the agency, and pro- 
vide greater assurance that the exercise 
of these powers will be terminated as 
promptly after the cessation of hostili- 
ties as transportation conditions will 
permit.” 


War Costs Compared 


In the course of his comparison of op- 
erations in World War I under federal 
control, and during a test period, not 
further described, Mr. Knudson said the 
increase in annual operating cost under 
federal control was 83 per cent. He said 
that the figure should be reduced some- 
what because of the fact that, during 
federal control, passenger-miles had in- 
creased 30 per cent, and revenue freight 
ton-miles had increased 16 per cent. 


Plea for Courtesy 


Mr. Knudson closed his talk to the 
practitioners by reading a statement he 
had prepared. Under the title, “Closing 
the Gap with Courtesy,” he called on the 
transportation companies to help in the 
training of employes so that any gap in 
service that might be caused by emer- 
gency conditions would be “closed” with 
courtesy. 


His statement follows: 


“The defense production program now 
under way throughout our nation affects 
the lives of all of us, directly or in- 
directly, and to greater or lesser degree. 

“We may expect to feel the impacts 
and dislocations of the defense produc- 
tion effort on our common carrier do- 
mestic transport systems. We trust that 
these dislocations will be few in num- 
ber, of short duration, and not too 
severe. It is difficult to foresee just 
how they will manifest themselves—per- 
haps they will appear as overcrowding, 
difficulty of finding seat space or other 
accommodations, reduced schedules, in- 
terruptions and delays, and contacts 
with inexperienced and inadequately 
trained personnel. 

“T hope that we all with resolve, and 
I mean all of us—carriers, shippers, pas- 
sengers, transportation employes, the 
general public, and those agencies of the 
government responsible for the tem- 
porary supervision of preparedness meas- 
ures in these busy times—to lighten the 
burden on ourselves and others by main- 


taining a high morale despite the dis- 
locations and hardships, and by refiect- 
ing our command of the situation in our 
courtesy and good manners in dealing 
with our fellow-man. 

“It seems to me that the gruff ‘Don’t 
you know there’s a war going on?’ at- 
titude which characterized many of our 
common carrier operations at the ticket 
windows, in baggage rooms, on vehicles, 
and elsewhere during World War II 
might well be replaced by a more helpful 
approach along the lines of: ‘Briefly, 
here’s why we are in the instant “fix”; 
here’s what we are trying to do to al- 
leviate the situation, and here’s how you 
can help us to “close the gap”. The op- 
portunity which we now have of a proper 
start and follow-through during the 
period of defense production controls 
with respect to employe morale, good 
manners, and courtesy presents a chal- 
lenge to all parties to the transaction. 
Transportation companies especially can 
help by adequate employe training, in 
formation, and similar programs; em- 
ployes can help by treating the persons 
whom they contact as they themselves 
would like to be treated if their situa- 
tions were reversed. Shippers, passen- 
gers, and the general public can help, 
too, by recognizing the situation and 
governing their words and actions ac- 
cordingly. 

“Let’s close the gap with courtesy!” 


Railroads Set Up Nine-Man 
Committee to Study, Advise 


Action on Claim Prevention 


Submitted at the National Industrial 
Traffic League’s forty-third annual meet- 
ing, November 16 and 17, at San Fran- 
cisco, was a letter from President Wil- 
liam T. Faricy, of the Association of 
American Railroads, announcing appoint- 
ment of a nine-man railroad committee 
to study, and to make recommendations 
with respect to, A.A.R. activities in the 
field of freight loss and damage claim 
prevention. 

Mr. Faricy addressed his letter to 
Arthur H. Schwietert, traffic director of 
the Chicago Association of Commerce 
and Industry and chairman of the 
League’s special committee on trans- 
portation outlook and policy (T.W., Aug. 
&, p. 9). 

In his letter Mr. Faricy stated that 
he had been authorized recently by the 
A.A.R. board of directors to arrange, 
through the Presidents’ Conferences of 
the railroads, for appointment of a“Com- 
mittee of Nine,” consisting of one oper- 
ating officer, one accounting officer and 
one freight officer from each of the 
three railroad regions. This committee 
was being created, he said, “to-make a 
complete review of the organizational 
setup of the Association’s activities in 
the field of loss and damage to freight, 
with particular reference to freight claim 
prevention and all related activities.” 
He said the committee would make a full 
report through the president of the 
A.A.R. to the board of directors of the 
association as to its findings and rec- 
ommendations. 

The President’s Conference commit- 
tees, Mr. Faricy wrote, had designated 
for appointment to the “Committee of 
Nine” the following, whom he had sub- 
sequently notified of such appointment: 

W. L. Price, Baltimore, Md., vice-pres- 
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ident, Baltimore & Ohio Railroad; J. 1. 
Webb, Philadelphia, Pa., manager of 
stations and motor service, Pennsylvania 
Railroad; F. G. Love, New York City, 
manager, property protection and freight 
claim departments, New York Central 
Railroad; C. D. Peet, St. Louis, Mo., 
chief accounting and financial officer, 
Missouri Pacific Lines; W. L. Ennis, Chi- 
cago, assistant to vice-president—opera- 
tions, the Milwaukee Road; F. A. Kilker, 
Chicago, freight claim agent, Chicago, 
Burlington & Quincy Railroad; L. S. Jef- 
fords, Wilmington, N.C., vice-president, 
Atlantic Coast Line Railroad, Frank E. 
Martin, Chicago, comptroller, Illinois 
Central Railroad, and J. R. Formby, 
Chattanooga, Tenn., assistant to vice- 
president, Southern Railway System. 

“In order that the committee may or- 
ganize and get the work under way,” 
wrote Mr. Faricy, “I have asked Mr. J. 
H. Aydelott, vice-president in charge of 
our department of operations and main- 
tenance, to call a meeting in Chicago, 
which is the headquarters of the Asso- 
ciation’s freight claim activities, at which 
the committee can select its own chair- 
man and decide on its course of action. 
The committee will have the full support 
and help of all departments of this 
association . . 

“The association is deeply appreciative 
of the interest which the League and you 
personally are taking in this important 
matter of loss and damage prevention. 
I also want to express my appreciation 
of your similar activities in connection 
with the National Association of Ship- 
pers Advisory Boards and the Perfect 
Shipping Campaign.” ; 

(A complete report on the NLT. 
League’s annual meeting in San Fran- 
cisco will appear in the November 25 
issue of TRAFFIC WORLD.) 


Emken Succeeds Edwards 
As Cost Bureau Head 


The Commission has announced ap- 
pointment of Cecil W. Emken, at present 
acting director, to the position of Direc- 
tor of its Bureau of Accounts and Cost 
Finding, succeeding Dr. Ford K. Edwards, 
who resigned May 31. The Commission’s 
notice said: 


“Mr. Emken has been with the Com- 
mission for 23 years prior to which he 
served 10 years in the accounting de- 
partment of the Union Pacific Railroad 
Co. His service with the Commission 
embraces 9 years as examiner with the 
former Bureau of Accounts of the Inter- 
state Commerce Commission and 12 
years in the accounting section of the 
Bureau of Motor Carriers including six 
years as chief of that section. In De- 
cember 1949, Mr. Emken was advanced 
to the position of chief of field service 
and in that position had direction of the 
field investigation work of all types of 
carriers and the supervision of the work 
of the branch offices and the district 
accountants who work out of the Bureau 
of Motor Carriers’ field offices and also 
had direction of the formulation and 
audit of the annual and quarterly re- 
ports required by Class I motor carriers 
of property and Class I motor carriers 
of passengers. 


“Mr. Bert L. Challand, chief of the 
depreciation section of the Bureau of 
Accounts and Cost Finding has been 
appointed to succeed Mr. Emken as 
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chief of the field service of that bureau. 
Mr. Challand has had over forty years’ 
experience in transportation accounting, 
of which twenty-five years were with 
the Interstate Commerce Commission, 
five years with the Railroad Administra- 
tion; and prior to that time he served 
ten years in the accounting department 
of the Santa Fe and the Union Pacific. 
He has been engaged on depreciation 
work for the past fourteen years, in- 
cluding six years as chief of the depre- 
ciation section. 


“Mr. Bernard V. Moffett who succeeds 
Mr. Challand as chief of the deprecia- 
tion section has had approximately 
thirty-five years’ experience in trans- 
portation accounting, of which twenty- 
four years were with the Interstate Com- 
merce Commission. Prior to that time 
he served ten years in the accounting 
department of the New York, New Ha- 
ven and Hartford Railroad Co. He has 
been engaged in depreciation work since 
the section was first organized in 1934.” 





Lower U.S.-Alaska Air 


Parcel Post Rates Seen 


Establishment of parcel post zones be- 
tween the United States and Alaska on 
November 15 would mean reduced rates 
for air parcel post between 8,779 post 
offices in the U.S. and 230 post offices 
in Alaska, said the Air Transport Asso- 
ciation of America. 

“The replacing of present system 
which bases all rates from U.S. to Alaska 
on the 8th zone rate, to that of basing of 
rates on distances between points of 
mailing and points of address,” the as- 
sociation said, “will save $1.06 on a five- 
pound parcel sent air parcel post be- 
tween Seattle, Wash., and the cities of 
Juneau, Ketchikan, Sitka, Skagway or 
Wrangell in Alaska. Under the new 
rates, between some points a 10-pound 
air parcel post package will cost $5.75 
as against $8, and a 50-pound package 
would cost $28.15 as compared with the 
present $40 rate. 

“Although the Pacific northwest states 
will derive most of the benefits of lower 
postage on air parcel post through es- 
tablishment of zone rates, savings will be 
made on shipments mailed as far east 
as North and South Dakota and at points 
in New Mexico and Arizona destined for 
certain offices in Alaska.” 





Army’s Handling of Freight 
Cars at Oakland Praised 


Commendation of the performance of 
the port transportation division of the 
San Francisco Port of Embarkation in 
reducing the turn-around time of rail- 
road freight cars in the Korean emer- 
gency period has been expressed by 
Arthur H. Gass, chairman of the car 
service division, Association of American 
Railroads, in a letter to Major General 
Frank A. Heileman, Army Chief of 
Transportation. 

In an announcement by the Office of 
the Chief of Transportation, Department 
of the Army, Mr. Gass was quoted as 
saying that a report from a field man of 
the car service division showed that the 
Army installation at Oakland, Calif., had 
handled 4,216 cars in September with an 
average detention of only 1.2 days, as 


against 1,500 cars handled in June, with 
an average detention of 3.4 days per car. 
“This is a splendid record,” wrote Mr. 
Gass, “and I want to point out that what 
has been done by the port transportation 
officer at this point is the equivalent of 
Saving 9,275 car days which, at the aver- 
age turn-around of 15 days each, means 
he made 618 cars available for loading 
which would not have been available had 
he been satisfied with the record he made 
= June and which, incidentally, was not 
ad.” 





Post Office to Save Half 
Million Yearly Under New 


Postal Union Agreement 


Assistant Postmaster General John M. 
Redding, recently returned from Madrid, 
Spain, announced a new international 
postal agreement which he said would 
save the Post Office Department about 
$500,000 a year. 

Under an agreement among the mem- 
bers of the Postal Union of the Ameri- 
cas and Spain, including all the inde- 
pendent nations in the Western Hemi- 
sphere, and Spain, it was provided that 
when mail was sent by steamship be- 
tween the member countries, the ship 
company was paid for the transporta- 
tion by the country whose flag was flown 
by the vessel, Mr. Redding said. He also 
said that the same country bore the 
expense of reshipment to any country 
not in the union. 

The official said that, after review of 
the agreement in Madrid, the reship- 
ment provision had been deleted, thus 
putting the cost of reshipment on the 
country originating the mail. This, he 
said, would involve about $500,000 in 
savings to the United States annually, 
because of the large number of U. S. 
mail ships in service. 





A.T.A. Asking Data for 
Motor Equipment Survey 


The American Trucking Associations, 
Inc., has asked motor carriers and motor 
truck operators to indicate on a “survey 
schedule” an inventory of present motor 
truck equipment and of expected pur- 
chases for 1951 not on order as of Oc- 
tober 30. 

The request was made by W. A. Bres- 
nahan, director of the A.T.A. research 
department, in the form of a circular 
letter, on the back of which was the 
survey schedule. 

Mr. Bresnahan said it was not a 
“scare” letter, but that there was need 
to obtain more up-to-date information 
about “actual needs in the way of motor 
truck equipment, tires and plant build- 
ings than now is available.” 

He said the current national defense 
program was requiring materials and 
manufacturing facilities that were en- 
croaching on some strictly civilian prod- 
ucts, and that the defense demand might 
increase in the coming months. He said 
the Defense Transportation Administra- 
tion and the National Production Au- 
thority would probably make requests 
for trends in the demand for new motor 
equipment “which the trucking industry 
must be prepared to substantiate with 
accurate data.” 

“In the present situation,” added Mr. 
Bresnahan, “there are no indications 
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that there will be limitations on the 
manufacture of repair parts.” 

Calling attention to the fact that the 
survey schedule called for information 
concerning the present fleet, the number 
of vehicles on order, and contemplated 
“regular purchases” for 1951, Mr. Bres- 
nahan said that the size of an operator’s 
present fleet was needed in order to 
relate the replies in the order column 
to the entire truck fleet of the nation. 
He asked that operators not exaggerate 
their 1951 plans, and added: 


“The accumulated data compiled from 
the returns will enable us to more ef- 
fectively present the trucking industry’s 
requirements before any of the emer- 
gency agencies, and, we hope, reduce 
the impact of the defense program upon 
highway transportation. The trucking 
industry is an important part of the 
defense program, but such is not obvi- 
ous to all persons.” 





‘Cargo Preferences’ for 
U.S.-Flag Ships Scored 
In Report to President 


“No matter what the security size or 
composition of the United States (mer- 
chant) fleet should be, ... the device 
of cargo preferences is a highly un- 
desirable ‘means of achieving it,” said 
Gordon Gray, former Secretary of the 
Army, now president of the University 
of North Carolina, in a report prepared 
by Mr. Gray and a staff of assistants 
for President Truman, at the President’s 
request, on the subject of foreign eco- 
nomic policies. 


The printed report, copies of which 
were made available at the White House, 
comprised 99 printed pages, together 
with 27 pages of appendices. In it Mr. 
Gray was identified as “special assistant 
to the President,” with Edward S. Mason 
as deputy. Mr. Gray stated in his 
letter of transmittal that in preparation 
of the report he had been “greatly as- 
sisted by the generous and effective ef- 
forts of many government agencies 
which have made available the ability 
and time of numerous staff members to 
work on specific projects.” 


The “cargo preferences” discussed in 
a part of the report dealing with ship- 
ping policy, Mr. Gray said, were pro- 
vided by several acts of Congress re- 
quiring that certain types of govern- 
ment-financed cargoes move wholly or 
partly in U.S.-flag vessels. 

“These include all shipments for the 
use of the Army or Navy, and 50 per cent 
of the cargoes financed by government 
loans or by the major government grant 
programs,” his report explained. “With 
the extension of the foreign economic 
operations and aid programs of the 
United States government since the 
war, these cargo preferences have be- 
come a major factor in enabling Ameri- 
can shipping to retain a large share of 
domestic commerce.” 


Criticisms and Recommendations 

Criticisms of the “cargo preference” 
practice were stated and recommenda- 
tions for ultimate abolition of this 
practice, without any immediate action 
by Congress to repeal the provisions of 
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law under which it was required were 
made in the Gray report as follows: 

“Cargo preference is, first of all, a con- 
cealed subsidy, and thus not subject to 
the scrutiny and supervision which is 
accorded to open subsidies. By requiring 
that loan and aid shipments move in 
United States vessels, even though the 
recipient country is able to transport 
the goods in its own or other non-dollar 
vessels, we have had to lend or give to 
the recipient country additional dollars 
sufficient to meet the dollar freight 
charges. Likewise, by denying to foreign 
vessels the right to compete for Army 
and Navy cargoes, we have held down 
foreign dollar earnings and thereby in- 
creased the need for foreign dollar aid. 
Thus cargo preferences have in fact 
been indirect subsidies to United States 
shipping which are borne ultimately by 
the United States taxpayer. 

“Second, cargo preference is a blunt 
and capricious instrument for main- 
taining a fleet of security size. The vol- 
ume of United States shipping kept in 
operation through cargo preference is 
wholly a function of the extent of 
United States foreign economic opera- 
tions and aid programs, and thus is com- 
pletely unrelated to estimated security 
requirements. Under the rules of cargo 
preference, fluctuations in foreign eco- 
nomic operations and aid programs could 
reduce the active fleet below security 
size as readily as they could maintain it 
above that size. 


Reaction of Other Countries 


“Finally, the cargo preference policy 
tends to relieve some of the pressure on 
ship operators to compete in service and 
rates, and it tends to encourage the 
adoption of similar flat discrimination 
policies by other maritime nations, thus 
impairing the efficiency with which total 
shipping resources are utilized. 

“The most direct course of action 
would be the complete and unilateral 
abolition of cargo preferences, accom- 
panied by the extension of direct operat- 
ing subsidy payments to the degree 
necessary to maintain a_security-size 
fleet in operation. However, this would 
leave the United States merchant ma- 
rine in a position in which it might be 
unable to obtain a sufficient volume of 
export cargo, because of the extensive 
application of similar direct and indirect 
flag preferences and discriminations by 
other governments. For this reason, it 
is recommended instead that the United 
States move through the projected Inter- 
governmental Maritime Consultative Or- 
ganization to negotiate with other gov- 
ernments reciprocal relaxations of di- 
rect and indirect flag discriminations. 
This will be expedited by enabling legis- 
lation by Congress. The United States 
should offer to abandon completely the 
policy of cargo preference in return for 
similar and fully effective undertakings 
by other governments. The successful 
conclusion of such agreements is urgent- 
ly necessary to correct the damage which 
has been done to the efficient use of the 
world’s shipping resources by these poli- 
cies of flag discrimination. If these 
negotiations are successful, the United 
States should stand ready to assure the 
maintenance of a security size fleet by 
an extension of direct operating subsidy 
payments.” 

The “shipping policy” section of the 


Gray report contained a statement to 
maintain U.S. shipbuilding facilities that, 
together with the allied fleet in being 
and reserve, were capable of being ex- 
panded quickly to the level necessary to 
supply total wartime shipping needs, in- 
cluding replacements. 


U.S. Role in World Shipping 


It was stated in the report that of 
the $16 billion which foreign countries 
paid the United States for goods and 
services in 1949, more than $1 billion 
consisted of payments for shipping and 
related services. 

“Likewise,” the report continued, “of 
the $9.7 billion which foreign countries 
earned by selling us goods and services, 
about $600 million were earned on ship- 
ping account. Thus, on balance, other 
countries paid us about $500 million 
more than they earned from us on ship- 
ping account. Although this surplus 
declined substantially in the first half 
of 1950, it contrasts with the traditional 
deficit which the United States had on 
shipping and related services in the 
1930’s . . 

“In the early postwar years, the high 
earnings of United States ocean ship- 
ping resulted not only from our large 
merchandise exports, but also from the 
fact that foreign merchant fleets had 
been greatly reduced in size by wartime 
destruction and from the enormous post- 
war backlog of cargo; although the 
United States in 1939 had only 14 per 
cent (gross tonnage basis) of the world’s 
merchant marine, it had 50 per cent in 
1946. But the reconstruction of foreign 
fleets since the war has not reestablished 
the pre-war participation of foreign ves- 
sels in United States oceanborne foreign 
trade. American flag vessels carried 50 
per cent of this trade in the first nine 
months of 1949, as compared with 27 per 
cent in 1937. The present importance 
of American flag ships in our foreign 
commerce is not explained by a shortage 
of foreign shipping, but by United States 
governmental policies toward our mer- 
chant marine .. 

“The two basic policy questions in the 
shipping area are, first, the question of 
the minimum size of the United States 
merchant fleet which is necessitated by 
our national security interests, and sec- 
ond, the question of the most suitable 
means for assuring the maintenance of 
a fleet of that size. Our operating fleet 
of over 14 million deadweight tons is 
supplemented by a reserve fleet of more 
than 21 million deadweight tons, and 
by a considerable number of ships under 
American ownership but flying the flags 
of friendly foreign nations. Further- 
more, plans are being developed, 
through the North Atlantic Treaty Or- 
ganization, for the pooling of the ton- 
nage of all member nations in the event 
of war. This pool ... would make avail- 
able to the United States and its allies 
an overwhelming preponderance of the 
world’s tonnage in being, and should 
obviously be taken into account in com- 
puting our requirements. Estimates of 
shipping requirements and availabilities, 
taking account of all these factors, are 
now being prepared by the National 
Security Resources Board and other gov- 
ernment agencies. 


“It should become a basic principle 
of United States shipping policy that 
governmental protective and_ subsidy 
measures will not be used to maintain 
in operation a merchant fleet or any 
class of vessels in,excess of the size au- 
thoritatively determined to be required 
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for the purposes of national defense. To 
maintain in operation by governmenta! 
protective measures a fleet in excess of 
this size would be a needless burden o: 
the American taxpayer, a stimulus to 
the inflationary forces already at work 
in the United States economy, an un- 
necessary handicap to the efforts of 
foreign maritime nations to achieve a 
self-supporting economic status, and an 
obstacle to the most efficient use of the 
productive resources of the free world. 
If the adoption of this policy should at 
any time require a curtailment of pro- 
tective measures, the United States gov- 
ernment should, under suitable safe- 
guards, relax present barriers to the 
transfer of American flag vessels (ex- 
cept special national defense vessels) to 
foreign registry.” 

President Truman, in a_ statement 
commenting on the Gray report, said he 
fully endorsed Mr. Gray’s statement on 
“the basic objectives of our foreign eco- 
nomic policy,” and regarded the report 
as one that “should be of great value 
to the Congress and the Executive 
Branch in developing specific measures 
to further these objectives.” 


Temple U. Announces 
Program for Packaging, 


Materials Handling Classes 


The Community College and Techni- 
cal Institute of Temple University, 
Management Service Division, Philadel- 
phia, will offer an evening course in 
packaging, extending from November 27, 
1950, to March 26, 1951, Dean H. C. 
Rountree of the college has announced. 
The college will also offer an evening 
course in materials handling, extending 
— December 7, 1950, to March 29, 

51. 


The Monday evening packaging sec- 
tion will discuss the following subjects: 
Prevention of deterioration; paper and 
fibreboard; wood as a packaging mate- 
rial; containers of metal, glass and 
plastics; materials for closure and iden- 
tification; cushioning; packaging ma- 
chinery and equipment; principles of 
interior protection; fundamentals of 
container design; container testing; car- 
rier rules and regulations, and cost con- 
sideration in packaging design. 

The Thursday evening materials han- 
dling group will discuss these subjects: 
Fundamental principles of handling; 
plant layout; flow of materials; station- 
ary and mobile equipment; palletiza- 
tion; unit loads; selection of equipment; 
financial economy involved in material 
handling equipment, and warehousing 
and storage. 


The packaging and materials handling 
groups will hold three final joint meet- 
ings at which will be discussed carload- 
ing and bracing, principles of ship 
stowage and air cargo, and administra- 
tive aspects of packaging and materials 
handling. All classes will meet at the 
college center, 1808 Garden Street. 


C.A.T. Alumni to Elect 


Two nominating committees have each 
nominated a full slate of candidates to 
present to the membership of the Alumni 
Association of the College of Advanced 
Traffic, Chicago. The association will 
hold its annual meeting the evening of 
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November 21 in the La Salle Hotel, Chi- 
cago. Gerard E. Huitink, chairman of 
the first nominating committee, has 
presented a slate headed by Samuel 
Young, Jr., district traffic manager, ABC 
Freight Forwarding Corporation, as 
candidate for president. The second 
nominating committee, headed by John 
B. Badham, has offered a slate which 
also has as its presidential candidate 
Mr. Young. Almost all other offices will 
be contested. 


The college alumni will hold their 
annual Christmas party for members 
only, December 9, in the Hotel Midwest, 
Chicago. Chairman of the program 
committee is Thomas J. Mulvihill, Gate- 
way Transportation Co. 


Non-Military Use of 
Aluminum Cut to 65 
Per Cent in 1951 


The National Production Authority has 
ordered non-military uses of aluminum 
reduced to not more than 65 per cent of 
the average quarterly use in the first six 
months of 1950, beginning with January, 
1951. 

N.P.A. said its order, M-7, calling for 
the reduction in non-military use of 
aluminum, was necessary to provide alu- 
minum for rearmament and to provide 
for equitable distribution of the remain- 
ing 65 per cent among all users of alu- 
minum after meeting defense needs. It 
estimated that “upwards of 30 per cent” 
of the total available aluminum supply 
of a little more than a million tons a 
year was required for “the already au- 
thorized defense program.” 


Use of aluminum for maintenance, re- 
pair and operating supplies will remain 
at 100 per cent of the base period, under 
the terms of the order, which imposes 
stricter inventory provisions by requiring 
that inventories may not exceed a 60- 
day supply or a practicable minimum 
working inventory, whichever is less. 


N.P.A. officials said that consideration 
would be given to possible adjustments 
where enforcement would bring abort. 
undue or exceptional hardship or would 
not be in the interest of national defense 
or in the public interest. 

N.P.A. Administrator William H. Harri- 
son said that although aluminum pro- 


duction was expanded greatly in the. 


World War II period, and further ex- 
pansions were under way, “there is not 
enough of this vital metal available cur- 
rently to meet in full the demands of 
both the defense program and the ex- 
panded civilian economy.” 


Associated Transport Gets 
Award for Annual Report 


Its annual report to stockholders for 
1949 having been selected as the best 
in the bus transportation and trucking 
industry field, Associated Transport, Inc., 


has received a trophy presented by 
Financial World and thereby has become 
the first trucking company to win this 
“Oscar” in the 10-year period in which 
the annual-report competition has been 
conducted. 

The award was presented by Weston 
Smith, executive vice-president of Fi- 


nancial World, and was accepted by B. 
M. Seymour, president of Associated 
Transport, Inc., at a banquet in the 
Grand Ballroom of the Statler Hotel, 
New York City, attended by more than 
1,200 business and financial executives 
from many sections of the United States 
and Canada. Similar awards were pre- 
sented to winners of similar contests 
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for other categories of business and in- 
dustrial enterprise. 

Greyhound Corporation placed second 
in the bus-truck industry division of the 
contest. 


Railroads in 1950 Set New Records in 
Both Train Loads and Train Speeds 


President Faricy Reports on Railroad Performance at Annual 
Meeting of Association of American Railroads in New York City. 


Activities of Car Service and Freight Claim Divisions Related. 


Transportation output of the average 
freight train was at an all-time high, 
William T. Faricy, president of the As- 
sociation of American Railroads, declared 
in an address November 17 at the asso- 
ciation’s annual meeting at the Waldorf- 
Astoria hotel in New York City. 


The railroads had set new records in 
both train loads and train speeds in 
1950, said Mr. Faricy. The job being 
done, he continued, was equivalent to 
moving more than 20,000 tons of freight 
one mile in an hour, which he said was 
nearly 14 per cent above the peak out- 
put of the years of World War II and 
almost three times as much as it was 
30 years ago. 


Mr. Faricy reported that as a result 
of the program for increasing the trans- 
portation capacity of the _ railroads 
adopted at a special meeting of the 
A.A.R. on July 28, there were now more 
than 120,000 new freight cars on order, 
or three times the number on order as 
of July 1. 


Moreover, he continued, the number 
of cars awaiting repair had been re- 
duced by 16 per cent. This, he stated. 
had been accomplished by enlarging car 
repair forces and extending shop work- 
ing time. 

“The railroads are keeping pace with 
current repair demands,” Mr. Faricy 
said, “and at the same time are giving 
heavy repairs to or rebuilding 35.000 
cars a month. This has reduced to less 
than 6 per cent of car ownership 'the 
accumulation of bad order cars which 
had grown up during the period of car 
survluses in 1949. and earlv 1959. and 
further reductions will be made in the 
months ahead.” 

Pointing out that “demands of the na- 
tional defense are being met currently, 
and will continue to be met as they de- 
velov,” Mr. Faricy stated: 

“It has not been possible at all times 
to maintain a full car supply for all 
civilian traffic. but in the month of Octo- 
ber, which is probably the peak of the 
year’s loadings, there was a smaller car 
shortage revorted than in the month of 
August. With the rising rate of con- 
struction of new cars. and the continuing 
reduction in the number of cars needine 
repair, made possible through allocations 
of steel by the National Production Au- 
thority, there is every reason to believe 
that the situation will be further im- 
proved.” 

In submitting the annual report of the 
activities of the various departments of 


the Association of American Railroads 
for “the past year and the programs of 
work for 1951 so far as can now be fore- 
seen,” President Faricy said: 


“1950 has been and still is a year of 
rapid and spectacular changes in the 
transportation pattern of the nation. As 
the country moves swiftly toward an 
economy of intensive defense prepara- 
tion, demands on the association’s facili- 
ties and organization are increasing 
daily. Every effort is being made and 
will continue to be made to keep pace 
with those demands.” 


The report reviewed the activities of 
the following divisions of the operations 
and maintenance department: Trans- 
portation division, car service division, 
engineering division, mechanical division, 
and purchases and stores division. It also 
reviewed the activities of the law depart- 
ment, the traffic department, the finance, 
accounting, taxation and valuation de- 
partment, competitive transportation re- 
search, public relations department and 
the Bureau of Railway Economics. 

The foreword to the report, explaining 
in general the scope of the activities of 
the operations and maintenance depart- 
ment, follows: 

“The activities of the operations and 
maintenance department deal with va- 
rious phases of railroad operations and 
are carried on under the direction of 
the vice-president, operations and main- 
tenance. The department is organized 
into seven divisions, one bureau and one 
committee; namely, operating-transpor- 
tation division, engineering division, me- 
chanical division, purchases and stores 
division, freight claim division, car serv- 
ice division, motor transport division 
Bureau of Explosives, and train opera- 
tion, control and signals. Reports of 
each of these groups which follow de- 
scribe their continuing activities, accom- 
plishments—1950 and work programmed 
—1951. In April the headquarters of 
operating, safety, medical and surgical, 
protective, communications and signal 
sections were moved from New York to 
Chicago. 

“Items that warrant special mention 
include completion during the year 1950 
of the building to provide headquarters 
for the Association’s research activities 
which has been erected on the grounds 
of the Illinois Institute of Technology 
at Chicago. The research offices of the 
engineering, mechanical and operating 
transportation divisions are now located 
in this building. Progress has been made 
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in developing revised procedures for 
handling questions arising in connection 
with per diem, demurrage and mileage. 
Studies of car ownership costs were 
completed during the year on milk, re- 
frigerator, tank and hopper cars. Prog- 
ress has been made in the field of 
standarized equipment. Payments on 
account of freight loss and damage show 
encouraging reductions compared with 
last year. An intensive drive toward a 
further reduction in casualties was con- 
ducted. 

“The provision of an adequate supply 
of freight cars and the coordination of 
the activities of the railroads with those 
of other agencies concerned with the 
supply and distribution of materials as 
related to emergency defense require- 
ments are currently receiving much at- 
tention from the operations and main- 
tenance department. Staff of the car 
service division was augmented to facili- 
tate handling of military personnel and 
materials following reopening of various 
control centers by the military establish- 
ment. Special effort was directed toward 
reduction in heated bearings on freight 
cars and toward improved maintenance 
of air brake equipment.” 


Car Service Division 


In the foreword of that part of the 
report dealing with the activities of the 
car service division, the statement is 
made that the “year 1950 will go down 
in history as the year of decision.” 
Reference is made to the Korean war. 

“On the domestic transportation scene 
the railroad industry has acted in con- 
cert for the purpose of building a ma- 
chine which will adequately meet the 
demands of the people of the United 
States for transportation, whether in 
peacetime or wartime,” the foreword 
continues. “The program to provide 
adequate transportation service which 
was adopted unanimously by the rail- 
roads of the country on July 28, 1950, 
and is now in process of being carried 
out, exemplified the determination of 
the industry to meet the transportation 
needs of the country.” 


Summarizing accomplishments of the 
car service division in 1950 and outlining 
the division’s work program for 1951, 
the report said: 


Accomplishments in 1950 


“(a) By the issuance of special orders 
where necessary, the division has suc- 
ceeded in distributing the freight cars 
of the country in what is believed to be 
the most equitable manner not only 
among the various sections of the coun- 
try but among the various railroads. 


“(b) The car service division developed 
and prepared the program to provide 
adequate transportation service which 
was adopted by the executives of mem- 
ber roads on July 28, and which calls 
for the best effort of the industry to 
correct present car supply difficulties by 
the purchase of new equipment, by the 
reduction of bad order cars, by the best 
practicable handling of cars by the rail- 
roads themselves and by promoting the 
full cooperation of shippers and receiv- 
ers in the prompt loading, unloading and 
removal of debris from cars so that car 
efficiency and the best possible utiliza- 
tion may be attained. 

“(c) The primary purpose of the car 





service division is that of providing day- 
to-day service for the railroads, the 
shippers and receivers and the various 
government agencies. It is not possible 
to list accomplishments attained in 
carrying out activities of this kind. The 
division has continued to attempt to be 
helpful in the solution of the day-to- 
day problems presented by these groups. 


Work Program for 1951 


“The activities of the car service divi- 
sion in 1951 will undoubtedly follow the 
present pattern subject to such new 
activities as developments in the general 
transportation situation may require. 

“(a) Continuation of supervision of 
the country-wide handling of freight 
cars in the interest of avoiding serious 
car shortage in any location. 

“(b) Shippers and receivers will be 
urged to contribute to efficiency of car 
handling by prompt loading and unload- 
ing of cars, cleaning of cars, and heavier 
loading of cars. 

“(c) Railroads and shippers will be 
urged to observe the provisions of the 
Car Service Rules to the greatest extent 
practicable so that cars may be returned 
to owning lines. 


“(d) On the basis of general informa- 
tion and on the basis of specific informa- 
tion developed by field investigators, 
railroads will be urged to remove all 
possible car delays for which railroads 
are responsible. 

“(e) The division will continue to act 
as the liaison between the railroads and 
the armed services in connection with 
troop movements and materiel move- 
ments so that the requirements of na- 
tional defense may continue to be satis- 
factorily met. 

“(f) The division will continue to act 
as the agency of the railroads handling 
the daily distribution of embargo no- 
tices and as the agent of the railroads 
in connection with Interstate Commerce 
Commission service orders. 

“(g) The division will continue to urge 
upon the railroads the prompt place- 
ment of any embargoes which may be 
necessary as a means of avoiding or 
relieving congestion, or enabling receiv- 
ers to reduce undue accumulations of 
loaded cars awaiting unloading.” 

‘Freight Claim Division 

“The freight claim division’s work has 
three general phases, namely: (a) pre- 
vention of loss and damage to freight in 
transit; (b) facilitating adjustment with 
patrons of claims for freight loss and 
damage; and (c) apportionment among 
carriers of payments made to claimants,” 
said the part of the report dealing with 
the activities of the freight claim division. 

The report noted the decline of 29 
per cent in freight loss and damage for 
the first half of 1950 compared with the 
first half of 1949, and the decline of 26 
per cent in the twelve months ended with 
June as compared with the correspond- 
ing period ended June, 1949, as previ- 
ously reported. The division said that 
real improvement in the conditions caus- 
ing loss and damage had been evidenced 
by reports of a substantial decline in the 
number of exception reports issued by 
carriers, also by a reduction in the 
number of claims filed by claimants, 23.4 
per cent fewer in 1949 than in 1948, 
while the first six months of 1950 showed 
a decrease of approximately 15.7 per 
cent compared with the first six months 
of 1949. 2 

The report listed the division’s ac- 
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complishments in 1950 and its program 
for 1951 as follows: 


ACCOMPLISHMENTS IN 1950 


Freight Loss and Damage Prevention 


“(a) At the regular meetings of the 
national] freight loss and damage pre- 
vention committee, consideration has 
been given to the general loss and dam- 
age situation and to ways Of increasing 
the effectiveness of preventive measures 
on the individual railroads, as well as 
in shipping and receiving practices of 
shippers and their organizations. The 
committee’s annual report, replete with 
illustrations of the effects of good and 
bad shipping practices and claim statis- 
tics classified by cause and commodity, 
is a basic reference for procedures in 
prevention work. 

“(b) A canned goods specialist was em- 
ployed in March to further and strength- 
en the division’s efforts in connection 
with damages to canned goods reported 
at destination points in all sections of 
the country. Since reporting for duty, 
he has handled many individual in- 
stances upon request of the carriers 
concerned, and has observed conditions 
in the principal markets that contribute 
to damage. For several weeks during 
the summer he participated in a survey 
conducted by Pacific Coast railroads into 
the canning, packaging and loading 
practices at a large number of canneries 
in the State of California. A member 
of the division’s staff, at the request 
of the Commodities Standard Division, 
U. S. Department of Commerce, has 
drafted a re-write of its Simplified Prac- 
tice Recommendation R146-41 which, 
on behalf of the National Canners As- 
sociation, Fibre Box Association and the 
AAR. freight claim division, recom- 
mends to the canning industry closer 
fitting boxes, also best standard practices 
for casing, sealing and loading of canned 
goods. There was also prepared for the 
National-American Wholesale Grocers 
Association plans for a general survey 
to secure facts from wholesalers needed 
in the effort to reduce canned goods 
claims losses. 

“(c) The ceramic engineer, employed 
to aid and strengthen the division’s ef- 
forts to solve the problem of damage to 
porcelain enamel products, who was 
added to the staff in the latter part of 
1949 has answered many calls from indi- 
vidual railroads for assistance in connec- 
tion with various shipments. His in- 
























































articles disclosed many instances of dam- 
age due to manufacturing defects, the 
development of which has made possible 
the correction of such factory conditions. 
He has also given educational talks at f 
meetings of railroad inspectors and others 
at various points throughout the country, 
supplying them with informative mate- 
rial and thus enabling them to better 
perform their duties. He has also pre- 
pared an illustrated pamphlet on “Iden- 
tifying Defects in Porcelain Enamel 
Cooking Utensils” and other similar is- 
sues concerning damage to stoves, re- 
frigerators and such larger articles. Sev- 
eral thousand copies of each of these 
pamphlets were printed and distributed 
to member carriers for the guidance of 
inspectors and adjusters. 

“The division has continued to cooper- 
ate in the ‘National Safe Transit Pro- 
gram’ sponsored by the Porcelain 
Enamel Institute, which provides for 
factory testing of enamel-packaged 
products to assure safe transportation 
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in which cooperation the ceramic en- 
gineer has fully participated. 


“(q) In accordance with the recom- 
mendations made by the National Pre- 
vention Committee, many member roads 
held system, divisional and local em- 
ploye prevention meetings with good 
results. Assistance was rendered therein 
by staff members as called upon. 


“(e) ‘Railroad Prevention Contact 
Committees’ have represented the divi- 
sion at meetings of the various Regional 
Shippers Advisory Board’s prevention 
committees and otherwise cooperated 
with the latter organizations. Members 
of the division’s staff have attended 
such committee and regular meetings of 
the advisory boards as held. 

“(f) Increasing interest has been em- 
phasized in the expansion of regular 
meetings of transportation inspectors 
and claim adjusters at common points 
in the several sections of the country. 
Special representatives of the freight 
claim division have attended such meet- 
ings and stimulated interest therein. 

“(g) The importance of periodic meet- 
ings of prevention field men has been 
stressed through the territorial freight 
claim conferences, there being empha- 
sized the importance of having these 
men meet and discuss their common 
problems, interchanging experiences and 
otherwise rendering mutual aid to all 
in attendance. 

“(h) Assistance was given the Society 
of Industrial Packaging and Materials 
Handling Engineers in the holding of 
its short courses. 

“(i) The division cooperated with the 
American Railway Development Associ- 
ation in conducting its Fourth National 
Fresh Fruit and Vegetable Short Course 
at Purdue University, Lafayette, Ind., in 
March, 1950 and, likewise, furnished 
speakers and other support to the 
A.R.D.A. in short courses held in various 
parts of the country. 

“(j) Posters and leaflets were pre- 
pared, with the assistance of the ad- 
vertising manager in the A.A.R. public 
relations department, for the Fourteenth 
Annual Perfect Shipping Campaign dur- 
ing the month of April. Representatives 
of the division spoke at many of the 
campaign meetings in addition to as- 
sisting generally in preparing for and 
promoting the success of the effort. 

“(k) The division was instrumental in 
the publication of a new rule in the 
Consolidated Freight Classification cov- 
ering the pre-shipment package testing 
of glassware. At its suggestion, proposal 
for similar tests on chinaware and pot- 
tery were docketed for hearing. 

“(1) In response to sustained demand 
from member railroads, the issuance of 
monthly ‘Careful Switching’ posters has 
been continued into the tenth year. 
Starting with that for January, the 
posters have been issued in color so as 
to increase eye appeal. The effectiveness 
of larger size posters, likewise in color, 
is being investigated. 

“(m) Cooperation has been extended 
to the National Industrial Traffic League 
through its freight claims and claim 
prevention committee as well as the 
American Newspaper Publishers Associ- 
ation and many other trade organiza- 
tions. 

“(n) Bulletins, pamphlets, circulars 
and other informative literature, carry- 
ing material of usefulness to railroadmen 
or the shipping-receiver public, have 
been continued. 

“(0) Upon request of the Maritime 
Association of the Port of New York, as- 


sistance was rendered in its study of 
conditions with respect to export pack- 
ing and the desirability of its establish- 
ing a loss and damage prevention or- 
ganization. 


“(p) Many joint meetings were held 
with operating officers and personnel 
at terminal points throughout’ the 
country to discuss ways and means of 
obtaining more careful switching of cars 
in yards and terminals so as to mini- 
mize damage to freight from rough han- 
dling. 

“(q) The national prevention commit- 
tee has continued its efforts for the 
coordination of prevention activities and 
the development of facts and details in 
connection with especially troublesome 
problems. 


“(r) The customary annual report has 
been issued by the national prevention 
committee giving details of its activities 
along with suggestions for safe freight 
handling and carrying other material 
developed during the preceding year of 
aid in the prevention effort. Every 
branch of railroad service should find 
this report (and previous similar issues) 
to be valuable ‘mines of information.’ 


“(s) The division’s staff has been con- 
sulted by representatives of the armed 
forces on the safe transportation of war 
materials and one of its representatives 
spoke on transportation risks, good 
packaging and loading methods at 
R.O.T.C. and Department of Defense 
conferences. 


“(t) A plan for laboratory testing of 
multiwall paper bags, used for flour, 
sugar, seed and other commodities, to 
determine standards of performance 
was prepared and has been approved by 
the Freight Classification Committees 
for consideration at a conference with 
representatives of the Shipping Sack 
Manufacturers Association, individual 
shippers and A.A.R. representatives. 

“(u) Periodic reports of dressed beef 
damaged from hook action in refrigera- 
tor cars, believed to be due to excessive 
vibration, have been made occasionally 
to executives of all refrigerator car lines 
who are studying the problem with a 
view toward improving the riding quali- 
ties of their cars. 

“(v) Claim-payment analyses of dam- 
age to furniture and canned goods were 
made for the Freight Classification 
Committees to aid them in determining 
whether any of the authorized packages 
for such commodities should be 
strengthened in order to reduce dam- 
age. 


Freight Claim Adjustments 


“Close attention has continued to be 
given by the division and the member 
carriers to the prompt, lawful, equitable 
and non-discriminatory disposition of 
claims presented for freight loss and 


damage. A high grade of claim service 
to the shippers and receivers is essential 
and is also important from the stand- 
point of maintenance of satisfactory 
public relations. The fundamentals in 
this situation are set forth in the code 
of Principles and Practices for the In- 
vestigation and Disposition of Freight 
Claims adopted by the member roads. 


WORK PROGRAMMED FOR 1951 


Freight Claim Prevention 


“During the coming year, the division 
will continue its efforts for the reduction 
of freight loss and damage. To this end 
there will be stressed upon member car- 
riers the importance of maintaining ef- 
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fective prevention organizations, ade- 
quately staffed. Individual line activity 
is the backbone of the prevention effort 
and results, naturally, will be reflected 
by the efforts put forth by each rail- 
road, large and small. 


“(1) The freight claim division, 
through the national prevention com- 
mittee and the staff members, will con- 
tinue the study of causes for loss and 
damage and the development of pre- 
ventive measures therefor. Such pre- 
vention .efforts will be coordinated with 
those of the member roads and in gen- 
eral there will be encouraged the de- 
velopment and application of preventive 
measures. Under the _ responsibility 
delegated to the division, the committee 
will continue to give general direction 
to the prevention effort, both nationally 
and territorially. To that end it plans 
to carry on its schedule of quarterly 
meetings, with activities between meet- 
ings progressed by the members of the 
staff. 


“(2) Continued cooperation will be 
extended to, and solicited from, all or- 
ganizations among shippers, receivers, 
shipping supply manufacturers and car- 
riers that are in position to be helpful 
in the prevention effort. 

“(3) The ceramic engineer and the 
canned. goods specialist will continue 
their activities for the reduction of dam- 
age to procelain enamel products, canned 
food products, etc., visiting factories and 
canneries to observe and offer sugges- 
tions for the correction of practices that 
contribute to damage, as well as inspect- 
ing individual shipments to determine 
the true causes of damage as found at 
destination points. Additional educa- 
tional pamphlets will be prepared to 
enable inspectors, adjusters and others 
to better determine manufacturing de- 
fects and other features not chargeable 
to negligence in transportation. 


(4) Special attention will be given 
to practices of shippers in the proper 
packaging of their products and the use 
of safe containers, as well as full and 
correct marking of shipments to assure 
L.C.L. freight being handled without loss 
or damage. There will be furthered the 
use by all lines of a positive loading rec- 
ord so as to remove many reasons for 
freight being mis-loaded, or left out of 
cars, thus minimizing the occurrence of 
‘overs’ and ‘shorts.’ 

“(5) The division will continue to 
serve the railroads and others as a clear- 
ing house for information of good, and 
bad, practices in transportation, pack- 
aging and loading, appropriately dis- 
tributing such information through bul- 
letins, and pamphlets. Also, posters (in 
color) relating to both L.C.L. service 
and careful switching will be prepared. 

“(6) The importance of adequate, 
practical training of freight service 
personnel is recognized. More effective 
training methods will be investigated 
and suggested to members. 

“(7) Where the damage experienced 
with certain commodities seems to be 
inordinately high, special studies will be 
made and corrective measures suggested 
to the interested industry, the Classifica- 
tion Committees or other organizations 
in position to effect improvement. 

“(8) The problem of concealed dam- 
age will continue to receive special study. 
Claims of this nature have..averaged 
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$13,000,000 over the last five years and 
are largely due to unprotected interior 
packing: It is planned to enlist the aid 
of department stores and other large 
retail receivers in principal cities in the 
attack upon this problem. 


“(9) The study of grain losses has 
been assigned to a recently appointed 
special committee, representing principal 
grain carrying lines in all territories. In 
1949 claim payments on grain totaled 
$6,187,000 and it is believed that a large 
part of alleged losses did not occur in 
transit. The employment of a grain 
specialist has recently been authorized 
who will work under the direction of the 
special committee on grain and who will 
also give attention to the matter of in- 
sect and weevil infestation of cars trans- 
porting shipments of flour and other 
food products, which latter problem is 
already receiving attention of a special 
A.A.R. committee composed of trans- 
portation, mechanical and freight claim 
prevention officers of which the divi- 
sion’s executive vice-chairman serves as 
chairman. 


“(10) Continued specialized handling 
will be given to the problem of damage 
to fresh fruits, vegetables and melons 
which in 1949 accounted for $18,683,000 
in the claim account. The special com- 
mittee on perishable freight is assigned 
particularly to this problem, working in 
coordination with the national preven- 
tion committee. Its activities will be, 
in part, based upon information devel- 
oped by a comprehensive survey made 
by a special representative of the divi- 
sion on breakage noted during the past 
year at principal market points. 


“(11) The ‘catch-all’ item of ‘All Other 
Manufactures and Miscellaneous Arti- 
cles’ represented around $20,000,000 in 
1949. *It is planned to request member 
railroads with mechanical claim ac- 
counting equipment to analyze the 
charges to this item with a view toward 
developing the principal components 
thereof so that preventive attention can 
be given thereto. 

“(12) Attention will continue to be 
given all available angles in connection 
with the prevention of loss and damage 
to the end that the shipping public may 
enjoy the best possible freight service 
and the waste of earnings caused by 
loss and damage may be brought down 
as low as possible. 


Freight Claim Adjustments 


“The Freight Claim Division will con- 
tinue its attention to this item during 
1951 along the same lines as in 1950.” 





Edbrooke, Hennings Named 


To T.C.F.B. Committee 


M. F. Edbrooke, member of the stand- 
ing rate committee of the Trans-Con- 
tinental Freight Bureau, Chicago, has 
been elected chairman of that commit- 
tee, to succeed the late M. A. Cummings. 
Mr. Edbrooke previously was assistant 
general freight agent of the Milwaukee 
Road with which he had served for 31 
years. 

Cc. V. Hennings, assistant joint tariff 
publishing agent for the Trans-Con- 
tinental Freight Bureau—Western Trunk 
Line Committee, has been made a mem- 


ber of the standing rate committee. 
Prior to joining the bureau in 1922, Mr. 
Henning was employed by the Chicago 
& North Western Railway. The elec- 
tions were announced by William A. 
Dana, bureau chairman. 





Central Western Shippers’ 
Board to Meet Dec. 11-12 


Freight loss and damage prevention 
activities will receive emphasis in discus- 
sions at the sixty-second regular meeting 
of the Central Western Shippers Ad- 
visory Board to be held December 11 and 
12 in the Cornhusker hotel, Lincoln, Neb. 


A special meeting on loss and damage 
prevention has been planned for the 
afternoon of the first day of the board’s 
meeting. The board’s executive commit- 
tee and railroad contact committee will 
meet the morning of December 11, and at 
noon on that day there will be a joint 
luncheon meeting of the executive, rail- 
road contact, less-carload transportation, 
car efficiency and freight loss and dam- 
age prevention committees. The lunch- 
eon will be “open to all,” according to the 
board’s announcement. 


At 6:30 p. m., December 11, the Lincoln 
Traffic Club will sponsor a special dinner 
and entertainment for the shippers’ 
board. 

A general meeting of the board is 
scheduled for 8:45 a. m., December 12, to 
be followed by a main luncheon session 
at noon. The speaker at the luncheon 
will be V. S. Peterson, of E. I. du Pont de 
Nemours & Co. His subject will be, 
“Progress in Better Living.” 

Under the auspices of the Chicago, 
Burlington & Quincy Railroad, the board 
members will be taken on a tour of the 
Havelock Car Shops, the afternoon of 
December 12. 





A.T.A. Freight Claim Council 
To Meet at Dallas Dec. 5-7 


The National Freight Claim Council of 
the American Trucking Associations will 
meet December 5 to 7 in the Baker Hotel, 
Dallas, with the Southwestern Claim 
Agents Association and the Freight 
Claim Division of the Southwestern Mo- 
tor Freight Bureau hosting the meeting. 

“Featured at the three-day conference 
will be a claim liability clinic, a claim 
prevention forum, a one-day business 
meeting, films and related activities,” 
said A.T.A. 

“In view of the defense situation, it is 
planned to have representatives of the 
government present to outline handling 
of military shipments and particularly 
to outline procedure for adjusting dis- 
putes as to loss and damage. By giving 
claim agents first hand information on 
this subject, the meeting will enable the 
agents in any future emergency to pre- 
vent repetition of experiences during the 
past war when motor carriers paid out 
many dollars for shortages that could 
have been saved if they had been ex- 
perienced in handling government 
freight. 

“Other functions will include a lunch- 
eon each day, an evening hospitality 
hour, dinner-dance and floor show and 
a special program for wives of the dele- 
gates. 

“Hotel reservations may be made by 
writing to Miss Cleo Williams, Reserva- 
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tion Desk, Baker Hotel, Dallas. D. G. 
Griffin, manager of the claims division, 
Southwestern Motor Freight Bureau, 
Dallas, has requested that a copy of the 
reservation request be sent to him—at 
4120 San Jacinto, Dallas—and to John 
M. Miller, Secretary, National Freight 
Claim Council, 1424 Sixteenth Street, 
N. W., Washington 6, D. C.” 





N.P.A. Allocates Steel for 
12 New Great Lakes Cargo 
Ships, 9 of Them for Ore 


Establishment of a program to provide 
steel products in sufficient quantities for 
the construction of 12 new Great Lakes 
cargo vessels, necessary for defense, has 
been announced by the National Produc- 
tion Authority. 

“Purpose of the order (Supplement 2 
to NPA M-1) is to provide that approxi- 
mately 10,000 tons of steel be made avail- 
able by steel producers each month dur- 
ing January, February and March of 
1951, for the construction of the vessels,” 
said N.P.A. “This will take care of the 
first quarter requirements. Steel needs 
for the second quarter will be considered 
at a later date. 


“Today’s order followed discussions held 
by N.P.A. with the Defense Transport 
Administration, other government agen- 
cies, and industry representatives, on the 
need for such vessels for transporting 
ores essential in the expansion of steel 
production, 

“The program provides that: 

“The present fleet of boats for trans- 
porting ore from the Great Lakes region 
be supplemented by additional boats to 
support the expanded steel production 
program. The addition of these boats 
will permit the transportation of 7,000,000 
additional tons of iron ore annually. 

“It also provides for addition of one 
vessel for transporting limestone which 
will support the expanded steel produc- 
tion program and for two railroad freight 
car ferrys which are needed due to con- 
demnation of existing ones now on the 
Great Lakes. 

“Steel producers need not accept a cer- 
tified order under the program which 
is received less than 45 days prior to the 
first day of the month in which ship- 
ment is requested unless specifically di- 
rected to accept the order by N.P.A. 

“When steel production has been sched- 
uled pursuant to directives issued under 
this program, such schedules must be 
maintained unless otherwise directed by 
N.P.A.” 





More Highway Post Office 


Routes Put in Operation 


A highway post office route from Bos- 
ton, Mass., to Newport, R.I., on which 
service began November 13 was the first 
of 12 such routes that the Post Office 
Department planned to place in opera- 
tion in November and December, accord- 
ing to the department’s Bureau of 
Transportation. 

Assistant Postmaster General John M. 
Redding said that 17 new White busses 
would increase to 110 the fleet of gov- 
ernment-owned and operated trucks 
(costing $16,848 each) carrying mail on 
the highways. He described these trucks 
as “post offices on tires,” each carrying 
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two postal transportation clerks and a 
driver. He said that “first runs” of 
such vehicles on routes in addition to 
the Boston-Newport route were sched- 
uled as follows: November 14, Boston 
and Orleans, Mass.; November 13, Utica 
and Binghamton, N.Y.; November 21, 
Rocky Mount and Beaufort, N.C.; No- 
vember 20, Suffolk, Va.-Rocky Mount, 
N.C.; December 1, Columbus and Gal- 
lipolis, O.; December 2, Columbus and 
Portsmouth, O.; December 2, Summers- 
ville and Charleston, W.Va.; December 
9, Charleston, S.C.-Augusta, Ga.; De- 
cember 15, Waco and Yoakum, Tex.; 
December 16, Waco and Eastland, Tex., 
and December 18, Greensburg and Pitts- 
burg, Pa. 





Milwaukee Road to Re-enact 
First Run 100 Years Ago 


On November 20, the one hundredth 
birthday of the Milwaukee Road, a little 
100-year-old train will chug over the 
Milwaukee’s tracks on a five-mile run 
from the City of Milwaukee to Wau- 
watosa. The steam locomotive and two 
small day coaches bearing the name 
“Milwaukee & Mississippi Rail Road’— 
the original name of the Milwaukee 
Road—will be used in a re-enactment of 
the first run which occurred November 
20, 1850. 

Byron Kilbourn, first president of the 
railroad, Solomon Juneau, described in 
history books as Milwaukee’s first citi- 
zen, and many other pioneers will be de- 
picted in pagentry prior to departure 
at 10 a.m. from the passenger station. 
On its return from Wauwatosa, carrying 
the mayor and other leading citizens, 
the old train will be met in the station 
at 11 a.m. by a new Hiawatha speedliner 
drawn by a diesel electric locomotive. 

State and city officials, railroad di- 
rectors and officers will view the meet- 
ing of the old and new. The road’s 
choral club will sing, the Hiawatha 
service club employes’ 55-piece band will 
play, as the railroad opens its second 
century of service. 

The Milwaukee Association of Com- 
merce will sponsor a luncheon at the 
Shroeder Hotel, at which Leo T. Crow- 
ley and John P. Kiley, board chairman 
and president, respectively, of the Mil- 
waukee Road, will be the _ principal 
speakers. 





lrish Airline Officials 
Study American Methods 


Seven officials of Aer Lingus, govern- 
ment sponsored Irish airline, have ar- 
rived in the United States for a study 
of the methods used by American air 
carriers, according to an announcement 
by the Economic Cooperation Adminis- 
tration. Their stay in the United States 
is financed under the technical assist- 
ance program of the E.C.A. 

“The study program, arranged by the 
Civil Aeronautics Administration,” the 
E.C.A. said, “will take the Irish officials 
to five aviation centers—Washington, 
New York, Dallas, Kansas City, and 
Chicago. One member is scheduled to 
do a special study in Memphis with the 
Chicago & Southern Airlines. Airlines 
which are making their facilities avail- 
able to the Irish for the study include 
American, Eastern, TWA, National Co- 


lonial, Robinson, Pan American, Braniff, 
Pioneer, Mid-Continent, United, and 
Capital.” 

The E.C.A. said that Aer Lingus pro- 
vided the only air travel between 
Dublin and Paris and English cities. 





Industrial Development and 
Kentucky Tax Situation 
Discussed by Tilford 


Prerequisites for industrial develop- 
ment included equitable tax rates and 
methods of assessment, and other civic 
conditions offering an agreeable climate 
for business and industries, John E. Til- 
ford, president, Louisville & Nashville 
Railroad, declared November 10. Speak- 
ing before the annual meeting of the 
Associated Industries of Kentucky, in 
Louisville, Mr. Tilford said that indus- 
trial development meant that “we will 
not only have satisfactory jobs for our 
children but we will have the income to 
support the cultural and educational 
standards we all want.” 

The bi-partisan committee on func- 
tions and resources of the State of Ken- 
tucky, created by the 1950 general as- 
sembly, had a rare opportunity to pre- 
sent a statesmanlike report covering 
many of the taxing problems of the 
commonwealth, he said. Its purpose 
could be simply stated as “what func- 
tions should the state perform at public 
expense and how shall that expense be 
met,” said Mr. Tilford. 

Among the types of tax discrimination, 
he asserted, was the subsidizing of those 
who used public facilities for business 
profit. , 

“An illustration is transportation, 
where improved highway, waterway, air- 
way and landing fields and other facili- 
ties” were used by private interests as 
contrasted “with the railroads that fur- 
nish their roadways, tracks and signals 
—in fact, everything they need at their 
own expense and then pay taxes there- 
on,” he said. 

Declaring there was a growing con- 
viction that property taxes could no 
longer provide the major support for 
local services and that revenue must be 
supplemented from other sources, Mr. 
Tilford suggested increasing local prop- 
erty tax revenue by improving assess- 
ment and valuation methods; reducing 
overhead costs and waste of overlap- 
ping services by reducing multiplicity of 
local government; and establishment by 
the state of a few specific productive tax 
measures to be avplied by local option 
under uniform rules. 


Hood Raises Questions 


As to ‘Co-op’ Transport 


J. M. Hood, president, The American 
Short Line Railroad Association, has 
sent to members a copy of the an- 
nouncement of the Farm Credit Admin- 
istration, U. S. Department of Agricul- 
ture, with respect to “cooperative 
trucking service” reproduced in TRAFFIC 
Wor.p of November 11, p. 25. 

Commenting on the announcement in 
his bulletin, Mr. Hood said: 

“On the reverse side there is repeated 
release of November 7th by the Farm 
Credit Administration, U. S. Department 
of Agriculture. This has to do with 
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cooperative trucking and makes certain 
claims as to what has been accomplished. 
At the same time, strong suggestions-are 
made that the practices should be en< 
larged and intensified. 


“No proper exceptions may be taken 
to economic transportation of farm 
or any other products. Considerable 
unfairness comes in, however, when it 
is realized that both federal and per- 
haps all state taxation and regulation of 
highway transportation make many 
concessions to farm products and co- 
operatives. When the concessions are 
pyramided, as they apparently are in 
these cases, very unfair competition re- 
sults. I thought you would be inter- 
ested in the activities of your govern- 
ment which, to say the least, are not 
in behalf of regulated rail transporta- 
tion.” 


H. C. Murphy Will Address 
T-M-K Shippers Board 


H. C. Murphy, president of the Burl- 
ington Lines, will speak at a joint lunch- 
eon meeting of the Trans-Missouri- 
Kansas Shippers Board, the Traffic Club 
of St. Joseph, and the St. Joseph Cham- 
ber of Commerce, when the board holds 
its December 14 meeting in the Hotel 
Robidoux, St. Joseph, Mo., the board’s 
general chairman, E. J. Ehlers, traffic 
manager, Quaker Oats Co., St. Joseph, 
announces. 


R. E. Clark, manager, closed car sec- 
tion, car service division, Association of 
American Railroads, will speak on the 
national transportation situation. 


Board committees will meet December 
13. Several features of entertainment 
are being planned by the committee on 
arrangements. 


Delta Nu Alpha Cleveland 
Chapter Wins Award 


The Cleveland (O.) Chapter, Delta Nu 
Alpha Transportation Fraternity, re- 
ceived the national organization’s 1950 
“Annual Chapter Achievement Award,” 
at its annual meeting in Wilmington, 
Del., October 21 and 22, in recognition of 
the chapter’s outstanding performance 
in the development and promotion of 
educational work in the field of trans- 
portation and traffic management. It was 
incorrectly stated in the TRAFFIC WORLD, 
Oct. 28, p. 23, that the award was made 
to the Syracuse Alpha chapter. 


“While the award was based on the 
general program of our chapter during 
the year 1949-50, the one project which 
received very favorable recognition was 
the contest sponsored for college students 
in transportation,” writes A. D. Ott, presi- 
dent of the Cleveland chapter. “The 
Cleveland chapter, in collaboration with 
the local colleges in Cleveland, awarded 
a prize of $50 for the best paper prepared 
by a college student in transportation 
covering the ‘Evolution of Transportation 
in the United States.’ The periods from 
1800 to 1900 or after 1900 could be covered. 
The award was made to Charles Spanos, 
a student at Cleveland College, a branch 
of Western Reserve University.” 
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Rail Rate Reduction on Iron and Steel, 
Fourth Section Relief Denied by I.C.C. 


On Further Hearing, Modification of Prior Report Refused. Rails 
And Others Sought Reduced Rate from Sterling, Rock Falls, Ill., 


To Twin Cities, Minn. 


On further hearing in I. and S. No. 
5269, Iron and Steel to Iowa, Minnesota, 
Michigan, and Wisconsin, and embraced 
cases, the Commission has denied peti- 
tions of western railroads and others 
for modification of the findings in the 
prior report, 263 I.C.C. 361, so as to per- 
mit publication of a reduced rate on a 
restricted group of iron and steel articles 
from Sterling and Rock Falls, Ill., to 
St. Paul, Minneapolis, and Minnesota 
Transfer, Minn. It has also denied au- 
thority to establish such reduced rate 
without observing the long-and-short- 
haul provision of section 4 of the inter- 
state commerce act. 

A report and order on further hear- 
ing were issued in the title case, em- 
bracing proceedings listed in footnote 1 
of the original report, and also Fourth 
Section Application No. 24853, Iron and 
Steel from Sterling, Ill.; and Fourth 
Section Order No. 16734, of the latter 
title. 


Commissioners Patterson and Mitchell 
wrote dissenting opinions and Commis- 
sioner Cross noted a dissent. 

The Commission said that in the cir- 
cumstances related in the report (it was 
shown that the shipper had acquired 
a truck fleet by rental or purchase), it 
was of the opinion that a reduction in 
the rail rate from only a single origin to 
only a relative small destination area 
affected by the type of truck transporta- 
tion here relied upon would precipitate 
unduly prejudicial and preferential sit- 
uations “much like those which our 
order herein was designed to correct.” 

“Upon the amplified record before us,” 
the Commission continued, “we find that 
the petitioners have not justified the re- 
quested modification of our prior find- 
ings and order. Appropriate orders will 
be entered denying the petitions and 
the fourth-section application.” 

The Commission said that under its 
original findings of July 9, 1945, the rail- 
road respondents or defendants had 
maintained since 1945 a generally uni- 
form basis of rates on iron and steel ar- 
ticles, in carloads, minimum 40,000 
pounds, from Official Territory to an ex- 
tensive area in Western Trunk Line 
Territory and within that territory ap- 
proximating 28 per cent of the corre- 
sponding first class rates. 

By petitions filed in October, 1949, it 
said, the chairman of the Western Trunk 
Line Committee, in behalf of 6 interested 





Private Trucking Involved. Three Dissent. 


railroads and an intervenor in the prior 
proceeding, Northwestern Steel & Wire 
Co., with plants at Sterling and Rock 
Falls, requested modification of the find- 
ings and order so as to permit establish- 
ment of a reduced rate of 27.5 cents a 100 
pounds, minimum 60,000 pounds, subject 
to fourth-section relief, on nails, staples, 
wire, barbed wire, wire fence, poultry 
netting, wire cloth (44-inch mesh or 
over), and bale ties, from those points to 
the three Twin Cities points. 

It said a large distributor of these ar- 
ticles at Minneapolis and the St. Paul 
Association of Commerce supported the 
petitioners, and manufacturers of steel at 
Kokomo, Ind., and Kansas City, Mo., 
jobbers and fabricators of steel products 
in northern Iowa, steel producers at 
Peoria, East St. Louis, and Granite City, 
Tll., and the state commissions of North 
Dakota and South Dakota generally op- 
posed the modifications unless corre- 
sponding reductions were made and con- 
currently maintained in rates on these 
commodities, or the general list of manu- 
factured iron and steel articles, in which 
they were interested. The Commission 
said 17 common carrier barge lines op- 
erating on the Mississippi River and its 
tributaries, including the intra-coastal 
canal, opposed the modification insofar 
as it was based on water competition. 

The Commission said that in connec- 
tion with the western class rate revision 
it prescribed 32.5 per cent of the first 
class rates as maximum reasonable rates 
on iron and steel articles, minimum 
40,000 pounds, where those articles moved 
on class rates reflecting higher percent- 
ages of first class, from origins in Official 
Territory to destinations in W.T.L. Terri- 
tory, and within that territory. 


Evidence Summarized 
Said the Commission: 


“Summing up the evidence, while so 
far as appears none of the producers 
which are in competition with the Ster- 
ling producer at Western Trunk Line 
points ships practically all of its steel 
products destined to any particular point 
by motor carrier, as is the case from 
Sterling to the Twin Cities, nevertheless 
the record establishes that there is sub- 
stantial motor competition for the traf- 
fic of such competitors, particularly 
those at Kokomo, as to which we made 
a finding of undue prejudice in relation 
to Sterling in the prior proceedings, and 
Kansas City ..., in the latter part of 
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1949, the latest period for which the 
facts are of record, about half of the 
Kokomo producer’s shipments moved by 
motor vehicle and the other half by rail, 
and in January, 1950, for example, 72 
per cent of the Kansas City producer’s 
tonnage moved by motor carrier. 

“Moreover, the record is not convinc- 
ing that the motor competition relied 
upon in justification of the proposed re- 
duced rate to the Twin Cities does not 
exist in substantially like degree from 
Sterling to other destinations in the 
area embraced in the prior findings. The 
preponderance of the wire goods shipped 
from Sterling, particularly within the 
trucking radius of the plants, has re- 
cently been moving by truck. This move- 
ment appear to have been largely to the 
territory covered by the prior findings 
herein. although the proportions of the 
rail and truck movements to any point 
other than the Twin Cities is not dis- 
closed with particularity. The leased- 
truck mileage accumulated in the 
Sterling-Twin Cities operation in 1949 
was approximately one-half of North- 
western’s reported mileage for such 
trucks used by it in that year. The evi- 
dence indicates a movement by truck 
from Sterling to intermediate points in 
Wisconsin, and also to points in Iowa 
and other states.” 


Dissenting Opinions 

Commissioner Patterson said he be- 
lieved substantial ground existed for 
modifying the prior findings of undue 
prejudice and preference with respect to 
the rate from Sterling and Rock Falls 
to the three Twin Cities points, and for 
a finding now that a reduced rate of 
30 cents, minimum 60,000 pounds, was 
shown just and reasonable. He would 
also grant fourth section relief. 

Commissioner Mitchell said that at 
the time the order was entered in the 
Continental Steel case (Continental 
Steel Corp. v. New York, C. & St. L. 
R. Co., 256 I.C.C. 167, decided August 
14, 1943), the rail rate from Sterling 
to the Twin Cities was 33 cents a 100 
pounds. The rate now was 56 cents a 
100 pounds, he said, and added: 

“As a result, the traffic today is mov- 
ing by privately owned or leased trucks, 
unregulated, at a rate of less than 27% 
cents per 100 pounds. The record shows 
that 22,166 tons of iron and steel wire 
products moved from Sterling to the 
Twin Cities in 1949, and that of the 
total 19,669 tons moved by privately 
owned and operated trucks, 2,222 tons 
by truck and barge, and 275 tons by 
rail: but that is not all—the private 
trucks, when unloaded at the Twin 
Cities. are used to haul approximately 
the same tonnage of scrap iron and 
steel from the Twin Cities to Sterling. 

“It is the majority’s opinion, as it 
was the contention of the protestants, 
that the railroads cannot elect to meet 
competition at one point or points and 
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refuse to afford like rate treatment on 
like traffic at other points similarly 
located. That premise is sound enough, 
where supported by facts. However, 
there is no evidence in this record; in 
fact, no contention that the competitive 
situation in respect to the movement of 
iron and steel wire products from par- 
ticular origin points to particular des- 
tinations are the same or similar to 
the competitive situation with respect 
to the movement of these commodities 
by truck or by truck and barge from 
Sterling to the Twin Cities. There is, 
therefore, no basis for their claim of 
undue prejudice and preference. 


“The national transportation policy 
and the provisions of the interstate com- 
merce act provide that each mode of 
transportation is entitled to its respec- 
tive inherent advantages. It is clear 
that neither the national transportation 
policy nor the interstate commerce act 
was intended to sanction a rate situa- 
tion which destroys or impairs the op- 
portunity of a carrier to establish rates 
to meet competitive situations, so long 
as such rates meet the standards of the 
interstate commerce act. 


“If a rate adjustment, as requested by 
the carriers, is not permitted, then the- 
steel products will move as they are 
now moving by private carriage, unreg- 
ulated—a type of competition difficult to 
meet. As a result of losing this traffic, 
respondents have also lost the return 
movement on scrap. 

“The proposed rate of 27.5 cents, min- 
imum 60,000 pounds, for the distance 
over the direct route, would yield 16.2 
mills per ton-mile, 48.5 cents per car- 
mile, and $165 per car. When compared 
with average revenue of the North West- 
ern and the Burlington of 13.55 mills 
and 40.53 cents and 10.86 mills and 34.02 
cents, respectively, it is clear that earn- 
ings under the proposed rate would be 
compensatory.” 





D.C.-Va. Bus Fare Rises 


Approved by Commission 


Proposed increased bus fares between 
Washington, D.C., and nearby Virginia 
points have been approved, with two ex- 
ceptions, by the Commission, division 2, 
by a report and order in I. and S. M-3389, 
Increased Fares—A.B. & W. Transit Co. 


The report said the respondent, the 
Alexandria, Barcroft & Washington 
Transit Co., doing business as A.B. & W. 
Transit Co., proposed to increase its pres- 
ent 12.5-cent token and 15-cent cash fare 
to zone 2 by 5 cents, or to 17.5 cents a 
token, and 20 cents cash, and to increase 
its present cash fare of 15 cents to 20 
cents to and from zone 3. It said that 
to and from the remaining zones, where 
fares now ranged from 20 to 45 cents 
cash, generally a 5-cent increase was 
proposed. It said the average rate of 
increase in the proposed fares was about 
29 per cent. 

The Commission did not approve as 
just and reasonable a proposed fare of 30 
cents to and from Annandale, Va., and 
a proposed 60-cent fare to and from Fort 
Belvoir, Va. It said that these two fares 
were unjust and unreasonable in excess 
of 25 cents to and from Annandale and 
45 cents to and from Fort Belvoir. 

The order required cancellation of the 


suspended schedules to the extent found 
unlawful on or before December 14, on 





one day’s notice, and discontinued the 
proceeding. The schedules had been filed 
to become effective June 4, and, on pro- 
test of the Arlington County (Va.) Board, 
citizens’ associations of Arlington county 
and Alexandria, Va., and an individual, 
operation of the schedules was suspended 
until January 3, 1951. The order was 
made without prejudice to the filing of 
new schedules in conformity with the 
views expressed in the report. Commis- 
sioner Sylawn noted dissent to the report. 


The Commission said the A.B. & W. 
published interstate fares between Wash- 
ington and 9 Virginia zones, zone 1 em- 
bracing government installations in Vir- 
ginia. In another proceeding, it said, the 
company sought. among other things, an 
increase in fare of from 10 to 15 cents in 
zone 1. The zone 1 fares were not in 
issue in the instant case, it said, but 
added that the A.B. & W., in appraising 
its revenue needs, had estimated and in- 
cluded the increased revenue that might 
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be obtained from a 15-cent cash fare to 
and from that zone. 

It said the areas served by the transit 
company in Virginia, exclusive of the 
government installations and adjacent 
federal territory, included numerous im- 
portant residential developments. 

“The evidence as a whole indicates,” 
said the Commission, “that the respond- 
ent is in need of an immediate substantial 
increase in revenue, which can be ob- 
tained only through greatly increased 
traffic or substantially higher fares. In 
the light of the respondent’s recent ex- 
perience, there appears to be small like- 
lihood of its traffic increasing sufficiently, 
even allowing for some increase growing 
out of the expansion of defense activity, 
as a result of the Korean War, to over- 
come the net operating loss.” 





1.C.C. Adjusts Zone | Rate Relations 
Disturbed by General Rate Increases 


Orders Railroads, Water Carriers and Freight Forwarders, by 


January 1, 1951, To Make Required Changes. Points on Western 


Border of Zone | Get Reductions. 


The Commission, on reconsideration 
and rehearing of the 1947 and 1948 gen- 
eral freight rate cases, and an embraced 
complaint case, has ordered adjustments 
in the rates between Zone I of Western 
Trunk-Line Territory and points in 
Western Territory outside the zone, 
among others. 

It ordered the adjustments made ef- 
fective on or before January 1, 1951, on 
not less than 30 days’ notice, by a re- 
port and order in Ex Parte No. 166, 
Increased Freight Rates, 1947, embrac- 
ing Ex Parte No. 168, Increased Freight 
Rates, 1948, and No. 30134, Traffic Bu- 
reau of Sioux Falls v. Chicago & North 
Western Railway Co., et al. 

The Commission also amended fourth- 
section orders Nos. 15850 and 16220 en- 
tered in the general rate cases, authoriz- 
ing the increases without observing the 
provisions of section 4 of the interstate 
commerce act, such authority to exvire 
May 7, 1951. Until not later than Au- 
gust 2, the carriers were authorized to 
establish and maintain the approved 
rates without observing the long-and- 
short-haul provision of section 4 in in- 
stances involving failure of state au- 
thorities to permit increases between 
points in a single state. 

The proceedings arose out of the dif- 
ferent rates of increase in freight rates 
permitted by the Commission in and be- 
tween different territories, and the 
treatment of Zone I border points and 
river crossings by the railroads in pub- 
lishing the increases. 


Treatment of Border Points 

Before setting forth its conclusions 
and findings, the Commission said: 

“As previously pointed out, the treat- 
ment of border points in the application 
of increases was not the same in Ex 
Parte No. 162 as it was in Ex Parte Nos. 
166 and 168. In Ex Parte No. 162 rates 
between border points (between eastern 


Grain Excluded by Stipulation. 


and western territories) and points in 
Western Territory were increased 20 
per cent, which was the increase au- 
thorized in Western Territory. In Ex 
Parte No. 166 -the interterritorial in- 
crease of 25 per cent was applied.” 


The Commission continued by saying 
that, having determined that the rail- 
roads in Eastern Territory were in great- 
er need of additional revenues than the 
railroads in Western Territory, and hav- 
ing determined the respective percent- 
age of increase in freight rates necessary 
to obtain such additional revenue, it was 
necessary to blend the percentage in- 
creases between the respective terri- 
tories. It said this was done by means 
of a higher percentage increase in Zone 
I than in the remainder of Western Ter- 
ritory. This was necessary to avoid too 
abrupt changes in rate levels, it said. 
Some rate relations were unavoidably 
changed because of the different per- 
centages of the increase within and be- 
tween the respective territories, the 
Commission added. 

Commission’s Findings 

The findings of the Commission fol- 
low: 

“We find that the percentage of in- 
creases applied to the basic freight rates 
and charges of the railroads, water car- 
riers, and freight forwarders between 
points located in Zone I of western 
trunk-line territory (including points in 
the borders of that zone), on the one 
hand, and points located in western 
territory outside of Zone I (including 
east-bank and west-bank of Mississippi 
River crossings south of St. Louis, Mo.), 
on the other hand, have resulted in rates 
which are, and for the future will be, un- 
just and unreasonable and unduly preju- 
dicial to the extent that they exceed 
the rates hereinafter prescribed as maxi- 
mum reasonable rates for the future, 
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and our previous findings in Ex Parte 
No. 166 and Ex Parte No. 168 are hereby 
modified accordingly. 


“We further find that the following 
increases in lieu of the increases pub- 
lished by the railroads, water carriers, 
and freight forwarders in purported com- 
pliance with our decisions in Ex Parte 
Nos. 166 and 168 will result in reasonable 
maximum rates for the future: 

“Beginning at Duluth, Minn., and 
Superior, Wis., and following the west- 
ern border of Zone I to Kansas City, 
Mo.-Kans., thence along the southern 
border of Zone I to St. Louis, Mo., and 
including East St. Louis and the East 
St. Louis district and Alton, IIl., the in- 
creases shall be 20 per cent and 8 per 
cent under Ex Parte Nos. 166 and 168, 
respectively, between such border points, 
on the one hand, and all points in west- 
ern territory outside of Zone I, except 
that between such border points, on the 
one hand, and east-bank and west-bank 
Mississippi River crossings south of St. 
Louis, including Cairo, Ill., the increases 
shall be 22.5 and 9 per cent, respectively. 

“Proceeding up the Mississippi River 
from Alton, Ill., along the eastern border 
of Zone I to Dubuque, Iowa, thence along 
the eastern border of Zone I through 
Green Bay, Wis., to Lake Superior, 
thence westward along the northern 
border of Zone I to, but not including, 
Superior, Wis., rates between these 


border points, on the one hand, and 
points in western territory outside of 
Zone I, including east-bank and west- 
bank Mississippi River crossings south 


of St. Louis and including Cairo, IIl., 
the increases shall be 22.5 per cent and 
9 per cent, respectively, under Ex Parte 
Nos. 166 and 168. 

“The increases between interior points 
in Zone I on the one hand, and all points 
in western territory outside of Zone I, 
including east-bank and _ west-bank 
Mississippi River crossings south of St. 
Louis and including Cairo, Ill., on the 
other hand, shall not exceed 22.5 per cent 
and 9 per cent, respectively, under Ex 
Parte Nos. 166 and 168. 

“We further find that the publication 
of increases of 22.5 and 9 per cent from 
the eastern Missouri origin group on fire 
brick and related refractory articles to 
points in western territory outside of 
Zone I, including east-bank and west- 
bank Mississippi River crossings south 
of St. Louis and including Cairo, IIl., 
was not shown to be unreasonable or 
unduly prejudicial.” 

The foregoing findings do not apply 
to the rates on grain and grain products 
taking the grain rates, and are without 
prejudice to reexamination upon com- 
plaint or otherwise as to the lawfulness 
of the rates on any particular com- 
modity. 

An appropriate order modifying our 
previous orders in Ex Parte No. 166 and 
Ex Parte No. 168, will be entered. 


Scope of Rehearing 


The Commission said the scope of the 
rehearing concerned allegations in a 
petition of John Morell, a packing com- 
pany, and others, a petition of the Wis- 
consin Manufacturers Association, and 
a formal complaint of the Sioux Falls, 
S.D., Chamber of Commerce in No. 
30134. Also, said the Commission, the 


rehearing concerned the reasonableness 
and lawfulness of the percentage in- 
creases applied to the basic freight rates 
and charges between points located in 
Zone I of Western Trunk-Line Terri- 
tory (including points on the borders 
of that zone), on the one hand, and, on 
the other, points located in western Ter- 
ritory outside of Zone I (including 
east-bank and west-bank Méississippi 
River crossings south of St. Louis, Mo.). 


Parties to the Morell petition alleged 
that the railroads had published higher 
percentage increases than authorized 
under Ex Parte No. 166 from Sioux Falls, 
S.D., and points in Iowa and Wisconsin 
to the lower Mississippi River crossings 
and to other points in Western Terri- 
tory. The Wisconsin Manufacturers 
made the same allegations as to points 
in Wisconsin on the eastern border or 
Zone I to points in the southwest and 
to south Pacific Coast territory. 

The traffic bureau of Sioux Falls, in 
No. 30134, alleged that the railroads pub- 
lished higher percentage increases than 
authorized in Ex Parte 166 between 
Sioux Falls and the lower Mississippi 
River crossings, and that the rates so 
increased were and for the future would 
be unreasonable and in violation of the 
long-and-short-haul provision of sec- 
tion 4 of the act. 


Grain Excluded 


The Commission said that, at the 
opening of hearing, it was agreed by all 
parties that rates on grain and grain 
products taking the same rates would be 
excluded from the investigation without 
prejudice to reconsideration in other 
proceedings of the percentage increases 
applied on grain and grain products be- 
tween the points involved. 


Rate Relationships 


The Commission traced the relation of 
the Zone I class rate scale to the east- 
ern class rate scale, saying that one 
effect of the higher percentage of in- 
creases in Zone I than in the remainder 
of Western Territory was to keep the 
class rates in Zone I, and those rates 
directly related to the class rates, on 
practically the same level as the eastern 
class rates. 

It then reviewed briefly the changing 
relationship between the Zone I class 
rates and those in Zones II and III, be- 
cause of the application of different 
rates of increase in the zone and in the 
remainder of Western Territory in Ex 
Parte 166 and 168. 


Border Point Situation 


The treatmént of border points was 
not specifically dealt with in the reports 
in Ex Parte 166 and 168, except as to 
Cairo, Ill., the Commission said. Gen- 
erally speaking, it added, the railroads in 
applying the increases authorized in Ex 
Parte 162, Increased Railway Rates, 
Fares, and Charges, 1946, 264 I.C.C. 695, 
266 I.C.C. 537, followed the usual rule 
in the treatment of border points be- 
tween territories taking different per- 
centages of increase. 


It then quoted that rule from Western 
Trunk-Line Class Rates, 164 I.C.C. 1, 200, 
to the effect that points on boundary 
lines would be treated as within the zone 
of which the line formed the boundary. 


“This rule might well have been re- 
peated in the findings in Ex Parte Nos. 
162, 166, and 168,” said the Commission. 
“However, that rule was generally fol- 
lowed by the railroads in applying the 
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increases in all three of these general 
increase rate proceedings.” 

Continuing, the Commission said: 

“For example, in applying the per- 
centage increases authorized in Ex Parte 
No. 162, all articles under the general 
commodity grouping of manufactures 
and miscellaneous, class rates and rates 
on less than carload or any quantity, 
were increased 25 per cent within Of- 
ficial Territory. Between St. Louis, Mo., 
and East St. Louis, Ill., points on the 
east bank and west bank of the Missis- 
sippi River between St. Louis and Dubu- 
que, Ia., on the one hand, and points in 
Official Territory, on the other hand, 
the carriers published an increase of 25 
per cent. Between these same points 
and points in Western Territory the car- 
riers published an increase of 20 per 
cent. The interterritorial increase au- 
thorized in Ex Parte No. 162 between 
Official Territory and points in other 
territories was 22.5 per cent. It will be 
noted that the interterritorial increase 
was not applied between St. Louis and 
the Mississippi River crossings, on the 
one hand, and points in Western Terri- 
tory, on the other hand. 

“In applying the higher percentage 
increase authorized in Zone I than in 
other parts of Western Territory, the 
railroads departed from the usual rule 
regarding treatment of border points. 
They applied increases of 20, 22.5 and 
25 per cent under Ex Parte No. 166 and 
increases of 8, 9, and 10 per cent under 
Ex Parte No. 168. The instances in 
which they applied these various per- 
centages of increase will be set forth 
in detail later in this report. The rail- 
roads admit that they made several er- 
rors in publication of the percentage in- 
creases authorized in Ex Parte Nos. 166 
and 168 between border points of Zone 
I and points in Western Territory out- 
side of Zone I. On two different oc- 
casions they endeavored to make read- 
justments by the publication of new in- 
creases in the master tariffs, but in each 
instance the schedules were protested 
and suspended, and were later withdrawn 
by the railroads.” 


Complaints Discussed 


In dealing with rates from the packing- 
house points which took 25 per cent and 
9 per cent increases, respectively, in Ex 
Parte 166 and 168, while other points 
took 20 and 8 per cent increases to lower 
Mississippi River crossings, the Commis- 
sion said that the only justification for 
the 25 per cent increase in Ex Parte 166 
was that “some of the routes pass 
through Eastern Territory.” It added, 
however, that many practical routes be- 
tween those points did not pass through 
Eastern Territory. 

Similarly, the higher increases were 
applied from Wisconsin points on the 
eastern border of Zone I and points in 
the southwest and south Pacific Coast 
territory. Here, again, the Commission 
said that the railroads attempted to 
justify the higher increase on the ground 
that many routes between those points 
and points in Western territory outside 
the zone passed through Eastern Terri- 
tory. After repeating its comment that 
many routes did not pass through East- 
ern Territory, the Commission added: 

“There was no provision in Ex Parte 
No. 166 which would make the percentage 
of increase dependent upon routing 
through Eastern Territory. No provision 
was made for higher percentage increase 
where traffic would ordinarily move 
through a zone or territory taking a 
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higher percentage increase than the 
territory of origin or destination.” 

The railroads, said the Commission, 
admitted that there was no justification 
for different percentage increases be- 
tween named Wisconsin points, on the 
one hand, and the south Pacific and 
north Pacific coast territories on the 
other. It said the railroads proposed, 
however, to apply increases of 25 and 9 
per cent, respectively, between the Wis- 
consin points, on the one hand, and the 
north and south Pacific coast territories, 
on the other. 

“Shippers from the south Pacific coast 
area insist that the increase under Ex 
Parte No. 166 should be 22.5 per cent 
between the entire Pacific coast area and 
points on the eastern border of Zone I, 
and that no greater increase was au- 
thorized in Ex Parte No. 166 than 22.5 
per cent,” said the Commission. 


Fire Brick Protest 


After citing other cases of the appli- 
cation of different percentage increases, 
the Commission said that five manufac- 
turers of fire brick and related articles 
in eastern Missouri complained about 
the percentage increases applied under 
Ex Parte 166 and 168 from that group 
to points in Western Territory. It said 
the eastern Missouri origin rate group 
was disrupted following Ex Parte 166 to 
some extent by the application of a 20 
per cent increase from St. Louis to the 
southwest and 22.5 per cent from Mexico 
and other points in the eastern Missouri 
group on fire brick. Subsequently, said 
the Commission, the railroads published 
the higher percentage increase from the 
entire Missouri group, including St. 
Louis to the southwest, on fire brick. 
Follwing Ex Parte 168, it said the rail- 


roads published finally an increase of 9 
per cent from all eastern Missouri group 
points, including St. Louis, to the South- 
west. It said producers in the Missouri 
group were in competition with produc- 
ers in Colorado, California, and Wash- 
ington, from which the increases to 
points in Western Territory outside Zone 
I were 20 per cent and 8 per cent, respec- 
tively, under Ex Parte 166 and 168. 


River Crossing Increases 


Reviewing the rates to the river cross- 
ings, the Commission said: 

“The railroads published increases of 
25 per cent and 9 per cent between 
Sioux Falls, S. Dak., St. Paul, Minneap- 
olis, and Duluth, Minn. (located on the 
western boundary of zone I), on the one 
hand, and lower Mississippi River cross- 
ings, on the other hand, as compared 
with increases of 20 per cent and 8 per 
cent between western border points of 
zone I, Kansas City, Mo.-Kans., to 
Sioux City, Iowa, inclusive, on the one 
hand, and the lower Mississippi River 
crossings, on the other hand. 


“On June 30, 1946, the first-class rates 
between New Orleans and Sioux City 
and Omaha were 8 cents and 19 cents, 
respectively, less than between New 
Orleans and Sioux Falls. The present 
first-class rates between New Orleans 
and Sioux City and Omaha are 36 cents 
and 53 cents, respectively, less than be- 
tween New Orleans and Sioux Falls. 
These greatly increased spreads are due 
principally to the application of in- 
creases of 25 and 9 per cent between 
New Orleans and Sioux Falls as com- 
pared with increases of 20 and 8 per 
cent, respectively, between New Orleans 
and Sioux City and Omaha under Ex 
Parte Nos. 166 and 168.” 





1.C.C. Denies Pacific Intermountain 
Application to Buy Keeshin Properties 


Transcontinental Traffic More Economically Carried by Rail, It 


Says. 


Finds No Public Need for Proposed Coast-to-Coast Service. 


Commissioner Mahaffie Dissents to ‘Regulatory Protection’ of Rails. 


Plans of Pacific Intermountain Express 
Co. to build a single-line service between 
the west coast and points on the eastern 
seaboard, through the purchase of Kee- 
shin Freight Lines properties, have been 
denied by the Commission. 


The denial was by a report and order 
Pacific Intermountain 
Express Co.—Control and Purchase— 
Keeshin Freight Lines, Inc., et al. (Wil- 
liam F. Drohan and Daniel D. Carmell, 
Trustees), embracing Finance No. 16817, 
Pacific Intermountain Express Co., As- 
sumption of Obligations. 

In its decision the Commission asserted 
that transcontinental traffic, including 
commodities most susceptible to motor- 
truck competition, when moving in large 
volume, could be transported more 
economically by rail than by motor car- 
rier. It said the inherent advantages of 
rail transportation on volume movements 
of transcontinental traffic were to be 
preserved. It said that the effect of the 
proposals went beyond a mere unification 
of the operations of two going concerns, 
and amounted to a new, competitive serv- 
ice; that existing carriers were entitled 


’ 





to the traffic they could transport effi- 
ciently, and that no public need for the 
proposed service had been shown. 

Commissioner Mahaffie dissented, say- 
ing, among other things, that he be- 
lieved a “change in policy” resulting 
in what he called attempted “regulatory 
protection” to the railroad industry was 
“dubious.” 

The report bore notations that Com- 
missioner Knudson concurred and that 
his concurring opinion would be released 
later; that Commissioners Rogers, Pat- 
terson, and Cross concurred in the re- 
sult; anti that Commissioner Mitchell 
had not participated in the disposition of 
the proceedings. 

This is the first case in which the en- 
tire membership of the Commission has 
dealt with a situation involving trans- 
continental motor carrier rights since 
grain interests and the railroads, earlier 
in the year, asked the Commission to in- 
vestigate the economic and other effects 
of long-haul motor carrier transporta- 
tion, and to dely action on pending ap- 
plications for such rights until the con- 
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clusion of such an investigation (T.W., 
May 6, p. 40). 

In MC-F-4401, P. I. E., joined by the 
trustees for Keeshin Freight Lines, Inc., 
debtor, and for Keeshin Motor Express 
Co., Inc., Seaboard Freight Lines, Inc., 
and National Freight Lines, Inc., subsidi- 
ary debtors in proceedings for reorgani- 
zation under the bankruptcy act in the 
federal district court at Chicago, asked 
authority under section 5 of the inter- 
state commerce act for P. I. E. to pur- 
chase the assets of the Keeshin system 
in reorganization. 

The Commission said P. I. E. would 
pay about $1,940,000. That carrier also 
asked authority to asume certain lia- 
bilities of the debtors and trustees under 
a plan presented to the court and con- 
firmed by it in February. The Com- 
mission said the debtor was a holding 
company whose assets included the capi- 
tal stock of the subsidiary debtors, the. 
latter being the principal operating com~ 
panies of the Keeshin system. 

In Finance No. 16817, P. I. E. sought: 
authority under section 214 of the aet. 
to assume obligation and liability as pri- 
mary obligor in respect of about $85,294.03 
of promissory notes of the operating 
companies of the Keeshin system and of 
not exceeding $659,790.32 of equipment 
obligations of the trustees. 

The International Brotherhood of 
Teamsters supported the applicants at 
hearing, said the Commission. It added 
that numerous motor and rail carriers, 
and certain grain interests, opposed the 
application. Testimony in behalf of the 
railroads was also presented by freight 
forwarders, grain and other shipper in- 
terests, and economists. The Railway 
Labor Executives’ Association inter- 
vened in opposition to the application. 

Examiner Irving J. Raley, in a pro- 
posed report in the proceedings, recom- 
mended approval of the transactions 
(T.W., June 3, p. 35). 

The Commission said that P. I. BE. 
operated as a motor common carrier, 
principally of general commodities, with 
exceptions, over 10,513 miles of regular 
routes extending from San Francisco 
and Los Angeles on the west to Chicago 
and St. Louis on the east, generally via 
Salt Lake City, Denver, and Kansas 
City, Mo. 

It said that the Keeshin system cov- 
ered 15,560 miles of routes in 16 states, 
extending generally from Minneapolis- 
St. Paul, Minn., Des Moines, Ia., and 
St. Louis on the west, through central 
states north of the Ohio river, to points 
in northeastern states between Boston, 
Mass., and Washington, D.C. It said 
the Keeshin companies operated as mo- 
tor common carriers of general com- 
modities, with certain exceptions. 

The Commission observed that the op- 
erations of P. I. E. and the Keeshin 
system came together at Chicago and 
St. Louis, adding that “if the transac- 
tion were to be approved and consum- 
mated, the operations under single 
ownership would extend between the 
Pacific and Atlantic coasts.” It said 
that the P. I. E. would continue the 
services rendered by it and the Keeshin 
companies separately and, in addition, 
render inter-regional and _ transconti- 
nental services. It said methods and 


policies of P. I. E. would be extended 
to the unified operations. 
A number of pages of the 66-page 
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mimeographed report were given over 
to discussions of details of the plan ap- 
proved by the federal district court, the 
economies anticipated in the event the 
transactions were consummated, oper- 
ating methods of P. I. E. and of the 
Keeshin system, and a review of the ob- 
jections of railroads, forwarders, motor 
carriers, and grain interests. 


Commission Discussion 


In discussing its duty under the na- 
tional transportation policy, the Com- 
mission had the following to say about 
railroad service: 


“It has long been recognized, and this 
record confirms it, that one important 
inherent advantage of rail transporta- 
tion generally is the ability to transport 
freight in large volume for long distances 
at low operating costs. Another is the 
movement of bulk commodities which do 
not lend themselves readily to motor 
truck transportation. The necessity for 
maintenance of the railroads to meet 
the needs of the commerce of the nation 
is conceded by applicants. The sound- 
ness of the argument of the railroads 
that their financial strength and poten- 
tial for expansion to meet the needs of 
national defense must be preserved is 
beyond question. It is apparent that 
neither normal needs nor emergency 
needs can be met by other modes of 
transportation alone; nor can _ these 


needs continue to be met by the rail- 
roads, with other modes of transporta- 
tion, unless the railroads can continue 
to receive a sufficient traffic volume to 
maintain their plants and services.” 


Motor Carrier Service Compared 


The Commission continued by saying 
that certain inherent advantages of mo- 
tor truck transportation generally had 
also long been recognized. These it cited 
as highway routes more direct than rail 
between many points, flexibility of serv- 
ice particularly respecting small ship- 
ments, with pick-up and delivery de- 
signed to meet the special needs of ship- 
pers, and a faster service on small ship- 
ments, permitting maintenance of 
smaller inventories and less storage 
space. 

“The evidence indicates that these ad- 
vantages decrease in importance, com- 
pared with rail transportation, as the 
length of the haul and the size of the 
shipment increase,” the Commission 
added. “The applicants have not shown 
that these advantages of motor trans- 
portation would be applicable to the 
long-distance inter-regional and trans- 
continental service proposed by P. I. E.” 

The Commission said it was aware 
that several motor carriers, with large 
financial resources and facilities, already 
had operations extending between points 
on the Atlantic seaboard and the Missis- 
sippi River, and beyond. Others, like 
P.IE., it added, had operations ex- 
tending between Pacific coast points and 
Chicago and St. Louis. Denver-Chicago 
Trucking Co., Inc., operating between 
Pacific coast points and Chicago and 
St. Louis, said the Commission, was per- 
mitted to extend its operations to New 
York City through a purchase, which 
was not opposed, and was approved in 


. llingham—Purchase—Adams Transfer 


\f& Storage Co., 40 M.C.C. 411. 
The volume of traffic each of the car- 
riers had been able to obtain for trans- 


portation in single-line service for 
various distances, including particularly 
distances in excess of 500 miles, was not 
of record, the Commission said, It ob- 
served that the average length of haul 
for P. I. E. was 1,500 miles. In this con- 
nection, however, the sparsely populated 
territory which its routes traversed 
must be taken into consideration, said 
the Commission, adding: 

“The average length of the haul by 
motor carriers in the territory west of 
the Mississippi River would normally be 
longer than that of carriers in the in- 
dustrialized and densely populated area 
east of the Mississippi, north of the 
Ohio River and along the Atlantic sea- 
board. It is into this territory, where 
Keeshin operated with an average haul 
of less than 300 miles, that P. I. E. de- 
sires to extend its service to and from 
California points.” 


Rails More Economical 

The Commission continued by assert- 
ing that transcontinental traffic, includ- 
ing the commodities most susceptible to 
motor-truck competition, when moving 
in large volume, could be transported 
more economically by rail than by motor 
carrier, It added: 

“The record indicates that this would 
still be true for hauls at distances much 
less than coast to coast. To the extent 
inroads are made by motor carriers on 
this type of traffic, through transporta- 
tion of many small shipments, the vol- 
ume available for mass transportation 
by the railroads will be reduced, and the 
advantage of rail transportation in this 
field would eventually be undermined. 
The cumulative effect of the loss of such 
traffic to motor carriers would neces- 
sarily be felt by the railroads, and would 
impair, not only their service on com- 
modities which motor carriers normally 
solicit, but also on commodities which 
must necessarily be transported by rail. 
The shipping public would suffer from 
a decrease in rail service and it would be 
faced with demands for increased rates 
on commodities which must move by 
rail. 

“In the administration of the national 
transportation policy the inherent ad- 
vantages of rai transportation on vol- 
ume movements of _ transcontinental 
traffic are to be preserved.” 


Interlining of Freight 


The Commission said that data sub- 
mitted indicated a concentration by 
P.I.E. on the movement of traffic pri- 
marily between the larger points served. 
Keeshin’s service, it added, had been 
primarily between points on its own lines, 
interline traffic accounting for only 7 
per cent of its total revenue. It said 
the relative volume of freight inter- 
changed between Keeshin companies and 
P.LE. at Chicago and St. Louis had been 
negligible. — 

On the other hand, said the Commis- 
sion, P.I.E. interlined a considerable vol- 
ume of freight at Chicago and*St. Louis 
with competitors of Keeshin, the total 
for the first 11 months of 1949 having 
been 82,000 tons at those points. 

The Commission then reviewed briefly 
interchange with other individual motor 
lines, and said that tonnage received at 
Chicago and St. Louis represented 61.1 
and 66.2 per cent, respectively, of P.I.E.’s 
total outbound tonnage from_ such 
points. 

Much of this tonnage, it continued, 
would be vulnerable to P.1.E.’s solicita- 
tion in eastern territory at the expense 
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of existing carriers, and practically all 
of the tonnage it now delivered to inter- 
line connections at Chicago and St. Louis 
would be lost by those carriers. It added 
that “disruption of existing channels 
and routes for the movement of this 
traffic would be inevitable.” 


A ‘New Service’ 


’ As to the effect of the proposals, the 
Commission said: 


“We find that the effect of what is 
here proposed goes beyond a mere uni- 
fication of the operations of two going 
concerns, with the elimination of inter- 
change formerly carried on between 
them. As stated, there has been no ap- 
preciable amount of traffic interchanged 
between P. I. E. and the Keeshin com- 
panies. To the extent that P. I. E. would 
institute a single-line, single-ownership, 
through operation betwen points now 
served by it and points now served by 
the Keeshin companies, it would be a 
new competitive service, not distinguish- 
able, to this extent, from an extension of 
its service through securing new operat- 
ing authority. It would be a new service 
competitive with existing carriers operat- 
ing wholly within the respective terri- 
tories now served by P. I. E. and the 
Keeshin companies, depriving those car- 
riers of traffic which they now transport 
and interchange, and would also be com- 
petitive with existing carriers which op- 
erate between points in the territory 
served by P.LE., on the one hand, and 
points in territory served by the Keeshin 
companies, on the other, through the 
rendition of a through service not here- 
tofore available. 


Advantages Weighed 


The Commission, said that, in deter- 
mining whether a transaction under sec- 
tion 5 of the act was consistent with the 
public interest, it was its duty, while 
keeping in mind the national transporta- 
tion policy, to weigh the prospective 
benefits to the public against any dis- 
advantages which reasonably might be 
expected to result. 

Although there was some evidence that 
certain benefits would result from the 
transaction, it said, there was none that 
the resulting service would serve any 
public need, or that the requirements of 
the shipping public were not now being 
adequately met by existing carriers. 

Briefly referring to its duty under the 
national transportation policy “to pro- 
mote safe, adequate, economical and 
efficient service and foster sound eco- 
nomic conditions in _ transportation 
among the several carriers,” and saying 
that paragraph (2) (c) of section 5 
specifically provided that it must give 
weight to the “effect of a proposed trans- 
action upon adequate transportation 
service to the public,” the Commission 
asserted that the words “public interest” 
as used in section 5 clearly compre- 
hended the interest of competing car- 
riers. It added: 

“Their interest is no different than 
that of the general public preventing the 
wasteful transportation which results 
from surplus transportation. Texas v. 
United States, 292 U.S. 522.” 


Commission Findings 


In numerous proceedings under sec- 
tion 207, said the Commission, it had 
found that carriers already in operation, 
having, as shown by the record “here,” 
made large investments to improve their 
services, should normally be accorded 
the right to transport all traffic which 
they could handle adequately, efficiently, 
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and economically. It said it saw no rea- 
son for the application of a different 
rule where, “as here,” the transaction 
proposed under section 5, if approved, 
would result in a new competitive serv- 
ice, and where there was a complete 
lack of evidence showing better service 
in relation to its costs than is elsewhere 
available. If they can do that it is en- 
tirely consistent. with the national in- 
terest that they succeed. If they fail in 
that regard, they will not long continue 
in business. The theory that the growth 
of One type of carrier must be restricted 
lest another presently handling the traf- 
fic be injured is, as I see it, not only 
legally unsound, but is, from a trans- 
portation standpoint, dangerous. If fol- 
lowed over the years such a theory would 
have greatly retarded the development 
even of the railroads themselves, in 
whose behalf it is now invoked. It 
would have stifled carriage by pipe line 
as well as by barge. The transportation 
system of this country has developed to 
its present adequacy and efficiency prin- 
cipally as a result of the competitive 
struggle not only between individual 
units but also between different types of 
carrier. 

After quoting the national transpor- 
tation policy, under which Commis- 
sioner Mahaffie said that no type of 
carrier was to be preferred, he added 
that “I am unable to reconcile the de- 
cision in this proceeding with the stand- 
ards so announced.” 


‘Regulator Protection’ 


He said the railroads’ evidence con- 
sisted largely of statistics showing trends 
affecting the railroad industry generally. 
None was introduced, he said, showing 
how any particular railroad would be 
adversely affected. He added that he 
was not convinced that the substitution 
of “regulatory protection” or that pre- 
vention of “the further natural growth 
of the motor-carrier industry through 
consolidation of existing operations,” 
would materially assist the railroads in 
retaining traffic to their lines. 

“This problem is largely one of serv- 
ice to the public, and competition is far 
more effective in achieving improved 
service than is regulatory protection of 
the status quo,” Commissioner Mahaffie 
asserted. 


As to the effect of the proposal on 
other motor carriers, the commissioner 
said, among other things, that the total 
tonnage interlined by a need for such 
service. 

“If the public interest requires that 
carriers already in the territory be pro~- 
tected, as it does,” continued the Com- 
mission, “it is immaterial from a prac- 
tical standpoint whether the attempt to 
invade such territory is made through an 
application under section 5 or one under 
section 207. The practical effect, from 
the standpoint of the existing carriers 
endeavoring to maintain their services, 
is the same in both types of proceedings. 

“We are convinced by the record that 
the disadvantages which would result 
from this transaction strongly outweigh 
the possible benefits. 

“We find that the transaction pro- 
posed would not be consistent with the 
public interest, and that the applica- 
tions, accordingly, should be denied. 

“An order denying the applications 
will be entered.” 

Commissioner Mahaffie said he did 
not agree that the applications should 
be denied, adding that “a fact clearly 


established by the record is that the 
overall service of these motor carriers 
would be improved if the acquisition be 
authorized.” He said that P.I.E. had 
amply demonstrated its efficiency and 
proposed to continue to use its present 
methods in developing its own and the 
Keeshin operations. The question for 
decision, he asserted, was “whether it 
is consistent with the public interest 
that it be permitted to do so.” 

He observed that, in administering 
the provisions of section 5 of the act, 
“we have heretofore encouraged unifica- 
tions in furtherance of the intent of 
Congress as shown by the legislative 
history.” He then quoted from As- 
sociated Transport, Inc—Control and 
Consolidation, 38 M.C.C. 137, 162, as fol- 
lows: 

“The legislative history of section 5 
indicates a clear Congressional intent to 
encourage unifications, particularly of 
railroads. In view of the national trans- 
portation policy, as declared in the act, 
it cannot be supposed that Congress in- 
tended that the motor-carrier industry, 
a coordinate and competing form of 
transportation, should not also be per- 
mitted to grow through consolidations, or 
that the mere size of the consolidated 
company should, of itself, be sufficient 
to warrant denial. Considering the much 
greater number of motor carriers of 
property and their size as compared 
with railroads generally, the need for 
unification in the trucking field is at 
least as great as in the case of railroads, 
which have had many years of develop- 
ment and now comprise comparatively 
few systems.” 


No ‘Additional Rights’ 


“This transaction embraces the uni- 
fication of the operations of four going 
concerns into a single motor carrier, not 
the creation of an additional carrier or 
additional operating rights,” Commis- 
sioner Mahaffie asserted. 

He said that “the majority embark 
upon what seems to me to be a dubious 
policy of attempting to afford regulatory 
protection to the railroad industry gen- 
erally at the sacrifice of improved motor 
carrier service through unification of 
these carriers.” 

This change of policy, he continued, 
seemed to result from the fear that the 
railroads would be unable effectively to 
meet the competition which the single 
ownership of these properties by P.LE. 
would afford. 


Competition Required 

“This fear, in my opinion, is not justi- 
fied by the record,” continued the com- 
missioner. “But even if it were, it should 
not be allowed to determine the issue in 
this proceeding. These motor carriers, 
like the railroad protestants, are com- 
mon carriers. As such, under the stat- 
utes we administer, they not only are 
permitted but are required to compete 
for business. In order to succeed they 
must in the long run furnish a P.LE. 
with 40 carriers at Chicago and St. Louis 
represented only 0.58 per cent of the 
total tonnage handled by those carriers; 
that the maximum ratio of tonnage 
interlined to any of such carrier’s total 
tonnage was 5.1 per cent, and the aver- 
age ratio was 1.1 per cent; and that, 
with respect to the protesting motor 
carriers, the highest ratio was 3.7 per 
cent. 

“Data submitted by 13 protesting mo- 
tor carriers show that all have grown 
rapidly in gross revenue and earnings 
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during the three years ended in 1949; 
and all operated at substantial profits 
in 1949,” continued Commissioner Ma- 
haffie. “The net income shown for 
several for 1949 was approximately 
equal to their net worth. This evidence 
fails to warrant the conclusion that 
these carriers would be adversely affected 
by the proposed unification. Such traffic 
as P.I.E. might divert from connecting 
lines would, I think, largely be equal- 
ized by traffic which would be diverted 
from it to other lines.” 


Commissioner Mahaffie asserted that. 
the finding that the single-line, single-- 
ownership through service that would 
result from the proposed unification 
would be a new competitive service not 
distinguishable from an extension of 
service by P.I.E. through obtaining new 
operating authority, was a doctrine that 
had repeatedly been rejected, both under 
former section 213 of the act and under 
section 5. He cited Noland—Purchase— 
Saunders and Welty, 39 M.C.C. 321, and 
cases cited with approval in that pro- 
ceeding. 


Court Situation 


He concluded his dissenting opinion 
as follows: 

“Keeshin has long been operated by 
trustees under the court’s jurisdiction. 
The report of the majority raises no 
question as to the terms, the plan of 
financing, the ability of P.I.E. to take 
over thése operations and render an 
improved service, or the fact that both 
are going concerns. The plan before 
us has been approved by the court. It 
is not desirable in the public interest 
that the present situation with respect 
to the Keeshin properties be perpetuated. 
In my opinion, applicants have met the 
burden of establishing that the proposed 
unification would be consistent with the 
public interest. The applications should 
be approved.” 

In the federal district court at Chi- 
cago, Judge Walter J. LaBuy, has 
granted leave to the trustees of Keeshin 
Motor Freight to accept a written ex- 
tension from Pacific Inter-Mountain Ex- 
press, extending its commitment to buy 
the Keeshin firm, from November 1, 
1950, to January 2, 1951. 





1.C.C. Refuses to Modify 


Boston Terminal Plan 


The Commission, by a supplemental 
report and order in Finance No. 12625, 
Boston Terminal Co. Reorganization, 
embracing Finance No. 15775, Boston 
Terminal Co. Trustee Abandonment, has 
approved a plan of reorganization 
adopted in June by division 4 of the 
Commission (T.W., June 24, p. 12). 

The entire membership of the Com- 
mission acted on a petition of one of 
the Terminal Company’s bondholders, 
who asked modification of the plan or, 
as an alternative, that the Commission 
adopt an earlier report by one of its 
examiners recommending a foreclosure 
of the Terminal at an upset price. 

The bondholder asked that a mini- 
mum value of $17,894,811.49 be found 
for the Terminal properties. 

The Commission approved the finding 
of division 4 approving the plan of re- 








40 


| ICC NEWS 


organization under which about $859 
would be paid for each $1,000 principal 
amount of outstanding bonds. It also 
found fair and equitable an overall of- 
fer of the New York, New Haven & 
Hartford, and the New York Central, 
which the Commission said had a total 
cash value of $11,175,168, for the Ter- 
minal Company’s properties. 

The $859 figure was based on a mar- 
ket value at the time of the offer of 
shares of New Haven stock and cer- 
tificates of beneficial interest of $1,- 
250,000; $9,925,168 to be paid by the two 
railroads; $299,938.09 held by the mort- 
gage trustee; and $1,533,817.00 in a spe- 
cial bond interest account, for a total 
of $13,008,923.79. 


1.C.C. Reverses Prior 
Decision in Negro Case 
After High Court Ruling 


In conformance with a Supreme Court 
decision, the Commission, on reconsid- 
eration, has reversed prior findings in 
No. 28895, Elmer W. Henderson v. South- 
ern Railway Co., that dining car regula- 
tions of the Southern Railway Co., re- 
vised as of March l, 
adequate assurance against any future 
prejudice or disadvantage (T.W., June 
10, p. 46). 


The railroad’s practices under the 
regulations and the regulations them- 
selves were found to constitute undue 
and unreasonable prejudice and disad- 
vantage to the complainant and others. 
A report on reconsideration was issued 
in the case and an order requiring the 
defendant railroad, effective December 
15, to discontinue practicing the undue 
and unreasonable prejudice and disad- 
vantage found to exist. 


As reviewed in the Supreme Court’s 
opinion the facts were as follows: 


The case grew out of an incident that 
occurred May 17, 1942, when Elmer W. 
Henderson, a Negro passenger, was 
traveling on the Southern from Wash- 
ington, D.C., to Atlanta, Ga., and was 
refused a seat in the dining car of the 
train although there were unoccupied 
seats at tables in the diner. 


Henderson filed a complaint with the 
Commission alleging violation of section 
3(1) of the interstate commerce act 
which forbids undue or unreasonable 
preference or advantage. The Commis- 
sion, division 2, found that Henderson 
had been subjected to undue and un- 
reasonable prejudice and disadvantage, 
but that the occurrence was a casual in- 
cident brought about by the bad judg- 
ment of an employe, and so declined to 
enter an order with respect to future 
practices. 


A three-judge federal district court for 
the Maryland district held, however, that 
the railroad’s general practice with re- 
spect to providing accommodations for 
Negro passengers in its dining cars was 
in violation of section 3(1) and remand- 
ed the case to the Commission for fur- 
ther proceedings, on February 18, 1946. 

Effective March 1, 1946, the railroad 
announced its modified rules, now in 
effect, that provided for reservation of 


1946, appeared’ 


10 tables of four seats each exclusively 
for white passengers and for one table 
of four seats each exclusively for Negro 
passengers in each dining car. 


By a report of September 5, 1947, 269 
I.C.C. 73, the Commission found that the 
modified dining car rules did not violate 
the act and that no future order was 
necessary. 


Henderson instituted a second proceed- 
ing before the same Maryland federal 
court which sustained the Commission’s 
order of September 5, 1947, and dis- 
missed the court complaint. 


Appeal to Supreme Court 


The Commission, in its report on re- 
consideration, said that, on appeal, the 
Supreme Court reversed the judgment 
of the district court and remanded the 
cause to that court, with directions to 
set aside the Commission’s order of Sep- 
tember 5, 1947, and to remand the case 
to the Commission for further proceed- 
ings in conformity with its opinion. 

“No formal petition has been filed with 
us seeking any specific procedure or ac- 
tion in connection with this reconsidera- 
tion, and we base our reconsideration 
upon the existing record,” said the Com- 
mission. “It is unnecessary to restate 
the facts, as they are fully set forth in 
our prior report and are reviewed in 
the Supreme Court opinion. There is 
nothing before us but the practices of 
the defendant, Southern Railway Co., 
with respect to its present and future 
dining car service as described in the 
record. 

“Upon reconsideration, we reaffirm our 
prior findings that complainant was 
subjected to undue and unreasonable 
prejudice and disadvantage, and that no 
basis for an award of reparation for 
damages has been shown. In conformity 
with the . . . Supreme Court opinion, 
we further find that the practices of 
defendant Southern Railway Co., under 
its dining car regulations established ef- 
fective March 1, 1946, and the regula- 
tions in themselves, constitute an undue 
and unreasonable prejudice and disad- 
vantage to complainant and others, in 
violation of section 3(1) of the interstate 
commerce act, to the extent that dining 
car service to interstate passengers hold- 
ing tickets entitling them to use such 
service, is refused or denied to any per- 
son because of race when a dining car 
with an unoccupied seat or seats is 
available. 

“An order will be entered requiring the 
defendant to cease and desist from prac- 
ticing undue and unreasonable prejudice 
and disadvantage herein found to exist, 
and specifically requiring the defendant 
to cease and desist from the application 
and enforcement of its dining car regu- 
lations, established as effective March 
1, 1946.” 


Practice Changed Voluntarily 

Sidney S. Alderman, vice-president and 
general counsel for Southern, said that 
the railroad had, on July 1, voluntarily 
ceased and desisted from the practices 
which the Supreme Court had disap- 
proved. 

Since that date, he said, passengers 
seeking dining car service were being 
seated at vacant seats in the diners in 
the order of their entrance and that no 
passengers seeking dining car service was 
refused such service if there was a vacant 
seat. 

Mr. Alderman added that the com- 
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pany’s present practice was in full keep- 
ing with the Commission’s order. 


Continental Pipe Line Value 


Tentative valuation of the property 
of Continental Pipe Line Co., as of De- 
cember 31, 1947, has been completed 
by the Commission, division 2, by a 
report and order in Valuation No. 1316, 
Tentative Valuation Report of the Prop- 
erty of Continental Pipe Line Co. The 
report shows: 


Value of property owned and used 
for common carrier purposes, $7,775,000; 
used for common carrier purposes, but 
not owned, leased from others, $158,090; 
total owned, $7,775,000; total used, $7,- 
933,090; with $136,200 included in the 
value as owned and used on account of 
working capital, consisting of cash and 
material and supplies. 


Any protests to the tentative valua- 
tion would be due on or before 30 days 
after November 20, the Commission said 
in a notice addressed to the U.S. At- 
torney General, state officials of Kansas, 
Oklahoma, Texas, and Wyoming, in 
which states Continental operates, and 
to Continental. 


Motor Finance Action 


Under its expedited procedure, the 
Commission, division 4, has issued re- 
ports in the following motor carrier 
finance proceedings, with the effective 
dates of its orders as shown, and with 
the dates on or before which objections 
are to be filed with the Commission also 
shown: 


MC-F-4642, Carrie E. Ginocchio—Purchase 
—John S. Ginocchio (Carrie E. Ginocchio, 
Executrix) and J. S. Ginocchio (Carrie E. 
Ginocchio, Executrix) and Mrs. L. J. (Annie) 
Ginocchio. Purchase by Carrie E. Ginocchio, 
dba Nevada Transportation Co., Renc, Nev., 
of the operating rights and property of John 
E. Ginocchio (Carrie E. Ginocchio, Executrix), 
dba Nevada California Transportation Co., 
Reno, and J. S. Ginocchio (Carrie E. 
Ginocchio, Executrix,) and Mrs. L. J. (Annie) 
Ginocchio, of Reno, partners dba Gardner- 
ville Motor Truck Freight Line, authorized, 
effective December 19. Objections due by 
December 4. 

MC-F-4567, M. J. Sears and L. D. Luper— 
Control—Luper Transportation Co. of Okla- 
homa and Luper Lines, Inc. Acquisition by 
M. J. Sears, of Tulsa, Okla., and L. D. Luper, 
of Oklahoma City, Okla., of control of Luper 
Transportation Co. of Oklahoma, Oklahoma 
City, Okla., and Luper Lines, Inc., Tulsa, 
through ownership of capital stock, au- 
thorized effective December 20. Objections 
due by December 5. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 


Bananas 


No. 30452, Trojan Fruit Merchants 
Association v. New York Central Rail- 
road Co. By division 3. Dismissed, on 
finding alleged damages not shown to 
have resulted from any violation of the 
interstate commerce act in connection 
with the transportation of bananas, in 
carloads, between and on January 5, 
1948, and February 15, 1950, from New 
York, N.Y., and Weehawken, N.J., to 
Troy, N.Y. Complainant alleged that 
damages resulted from failure of de- 

fendant to provide adequate service and 
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facilities. In January, 1948, as a result 
of congestion and delays, the association 
agreed to take delivery of bananas at 
public team tracks in Albany and com- 
puted damages on the basis of $50 for 
each carload of bananas for which such 
delivery was made at Albany, as a rea- 
sonable charge for transporting the 
fruit from Albany to Troy. An allega- 
tion of misrouting was rejected because 
the Commission said it was not estab- 
lished by the mere showing of the exist- 
ence of a second route over which the 
shipments might have been transported, 
particularly where the rate over both 
routes was the same and the route of 
movement was shown the most practical 
and direct. 


RAILROAD ABANDONMENTS 


Reading 


In Finance No. 17132, the Reading 
Co. has asked the Commission for au- 
thority to abandon a portion of the 
Swatara branch of the Mine Hill & 
Schuylkill Haven Railroad, extending 288 
feet to the end of the branch, in Schuyl- 
kill county, Pa. Reading Co. said aban- 
donment was sought on behalf of the 
M. H. & S. H. in accordance with a lease 
of the line to Reading. It said the line 
served no industry, no public use was 
being made of it, and that there was no 
public need for its continued operation. 
It also said the line crossed at grade 
a public highway being improved by the 
Pennsylvania Department of Highways, 
and that the department had asked re- 
moval of the line from within the limits 
of the highway so no grade crossing by 
an unused railroad would exist. 


D. & R. G. W. 


The Commission, division 4, by a 
“memorandum to the press” in Finance 
No. 17018, Denver & Rio Grande Western 
Railroad Co. et al. Abandonment, an 
uncontested finance case, has announced 
approval of a report and certificate. The 
Rio Grande and the Oregon Short Line 
Railroad and its lessee, Union Pacific, by 
their application, asked authority for 
abandonment by the Rio Grgnde of 4,100 
feet of main line trackage extending 
along Sixth West Street in Salt Lake 
City, Utah. The applicants said that 
for many years urgent demand had 
been made by citizens and municipal au- 
thorities for removal of this track from 
the street. The Rio Grande would move 
its operations to Fourth West Street 
where the Union Pacific owns and op- 
erates trackage. The Rio Grande also 
asked authority to construct new track- 
age to connect the present Sixth West 
Street with the U.P. trackage in Fourth 
West Street. 


G.T.W. 


By a proposed report in Finance No. 
16958, Grand Trunk Western Railroad 
Co. Abandonment, Examiner J. S. 
Prichard has recommended that the 
Commission, division 4, find that the 
present and future public convenience 
and necessity permit abandonment by 
the G.T.W. of its 18.26-mile Bad Axe 
branch extending from Cass City to 
Bad Axe in Tuscola, Sanilac, and Huron 
counties, Mich. 

The examiner said it would appear 


that in past years the branch had been 
operated primarily for serving Bad Axe 
industries, and that since their rail 
transportation needs were to be taken 
care of by the Chesapeake & Ohio, they 
no longer would require the services 
afforded by the Bad Axe branch. 

“There is no evidence indicating that 
Bad Axe requires the services of two 
lines of railroad,” continued the ex- 
aminer. “The only remaining industry 
dependent upon the branch is the bean 
and grain elevator at Greenleaf 


There can be no doubt that the eleva- | 


tor company would suffer inconveniences 
and losses as a result of the proposed 
abandonment but, however, unfortunate 
that may be, it is clear that the eleva- 
tor has insufficient traffic to support 
the operation of the branch or even 
that portion extending from Greenleaf 
to the main line at Cass City, approxi- 
mately 7 miles. The total volume of 
traffic handled by the applicant at 
Greenleaf for the year ended June 30, 
1950, was 93 carloads, and the total 
system revenue derived therefrom was 
only $13,094. Under the circumstances 
shown herein, it is obvious that con- 
tinued operation of the branch would 
impose an undue and unnecessary bur- 
den upon the applicant and upon in- 
terstate commerce.” 


W. J. & S. 


A recommendation that the Commis- 
sion, division 4, permit abandonment by 
the West Jersey & Seashore Railroad 
Co., and abandonment of operation by 
the Pennsylvania-Reading Seashore 
Lines of a portion of a branch line in 
Cape May County, N.J., has been made 
by Examiner A. G. Nye, in Finance 
No. 16945, West Jersey & Seashore Rail- 
road Co. et al. Abandonment. 

He said the portion extended from 
a point on the Millville branch, 1.9 
miles south of Woodbine to the end 
of the branch at South Seaville, about 
3.81 miles. 


Conditions for protection of affected 
employes similar to those prescribed in 
Chicago B. & Q. R. Co. Abandonment, 
257 I.C.C. 700, were recommended. 

Traffic on the line, which serves a 
farming area, had diminished to a point 
where sufficient revenues could not be 
earned to pay for the cost of operating 
the line and also accomplish necessary 
repairs, said the examiner. He said that 
although the applicants expected to con- 
tinue to handle through Dennisville or 
Woodbine from 50 to 75 per cent of the 
present business, it was not improbable 
in the light of experience, that common 
carrier motor trucks would continue to 
be used in preference to the railroad. 
Under the circumstances, he said, con- 
tinued operation of the line would im- 
pose an undue and unnecessary burden 
on the applicant railroad and interstate 
commerce. 


Santa Fe 


In connection with a program of line 
rearrangements, the Atchison, Topeka & 
Santa Fe Railway Co., and the Cali- 
fornia, Arizona & Santa Fe Railway, by 
an application in Finance No. 17136, 
ask authority to abandon 3.86 miles of 
trackage extending from a point near 
Beardsley to a point near Waddell., in 
Maricopa county, Ariz. In an accom- 
panying application in Finance No. 
17137, the two railroads asked authority 
to construct and operate 3.51 miles of 
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track extending from a point near 
Bumstead to a point near Fennemore, in 
the same county. The applicants said 
the abandonment and construction were 
designed to reduce operating and main- 
tenance cost and to provide improved 
service to shippers. 


COMMISSION MOTOR REPORTS 


(An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission.) 





*MC-29133, Sub. 5, Western Trucking & 
Forwarding Co., Inc., Jersey City, N.J., 
Extension — Philadelphia, Pa. Permit 
granted Meats, meat products and meat 
by-products, from New York, N.Y., to 
points in Mercer, Ocean and Burlington 
counties, N.J., over irregular routes. 


*MC-109486, Sub. 1, William Marish, 
Milwaukee, Wis., Extension—Heavy Haul- 
ing. Permit granted. Over irregular 
routes, road building and construction 
machinery and tractors, from Springfield 
Ill., to points in Wis., Mich., Ia., Ind., 
N.D., S.D., Neb., and Mo. Permit to be 
issued to Tractor Transport, Inc., as- 
signed the Marish rights. Commissioner 
Cross dissented. 


*MC-110988, Sub. 3, Fred T. Kampo, 
dba Kampo Milk Transit, Neenah, Wis., 
Extension—10 States embracing MC- 
110988, Sub. 4, Same, Extension—5 States. 
Certificates granted. In Sub. 3, over ir- 
regular routes, (1) milk and milk prod- 
ucts, in bulk, in tank vehicles, from 
points in Wis. to points in Mo., Okla., 
and Tex., and points in Ill. except in the 
Chicago commercial zone; (2) milk and 
milk products in bulk, in tank vehicles, 
with certain exceptions, from points in 
named Wis. counties to points in the 
Chicago commercial zone; and (3) milk 
and milk products, in bulk, in tank ve- 
hicles, from points in other Wis. counties 
to points in the Chicago commercial 
zone. In Sub. 4, over irregular routes, 
milk and milk products, in bulk, in tank 
vehicles, from points in Wis. to points in 
Ga. and La. 

*MC-111688, Ray Ogg, dba Ray Ogg 
Transportation, Portland, Ore., common 
carrier. Certificate denied. Petroleum 
products, in bulk, in tank vehicles, be- 
tween specified points in Calif., on the 
one hand, and, on the other, points in 
Ore., over irregular routes. 


* MC-54744, Sub. 30, Edwin E. Clarke, 
dba Clarke Motor Express, Allentown, 
Pa., Extension—Cleaning Compounds. 
Certificate denied. Over irregular routes, 
cleaning, scouring, and washing com- 
pounds, concentrated lye, chlorinated 
lime, caustic soda, and drain pipe sol- 
vents, except in bulk, in tank trucks, 
from Albany, N.Y., to points in Pa., on, 
north, and west of U.S. highway 202, 
and on and east of U.S. highway 15, with 
rejected shipments on return. 

*MC-263, Sub. 42, Garrett Freight 
Lines, Inc., Pocatello, Ida., Extension— 
Ore and Ore Concentrates. Certificate 
granted. General commodities, with ex- 
ceptions, (1) between the townsite of the 
Calera Mining Co., near Forney, Idaho, 
and Challis, Idaho, and return, over a 
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described regular route, serving all in- 
termediate points and site of Blackbird 
Mine as an off-route point, and (2) be- 
tween the aforementioned townsite and 
Salmon, Idaho, and return, over a de- 
scribed route, serving no intermediate 
points. 


MOTOR FINANCE CASES 


MC-F-4696, D. C. Bonnet Trucking Co.— 
Purchase—Nelson Truck Lines, Inc. Appli- 
cation for authority under section 210a(b) 
of D. C. Bonnet Trucking Co., of New Iberia, 
La., for temporary operation of the motor- 
carrier rights of Nelson Truck Lines, Inc., of 
Lake Charles, La., denied. 

* 


MC-F-4603, H. P. Campbell—Lease (Por- 
tion)—Continental Bus System, Inc. Anppli- 
cation of H. P. Campbell, dba H. P. Campbell 
Bus Lines, Marshall, Tex., for authority to 
lease a portion of the operating rights of 
Continental Bus System, Inc., of Dallas, 
Tex., denied. - a itp 


MC-F-4296, Elmer W. Sims—Control; Sims 
Motor Transport Lines, Inc.—Purchase (Por- 
tion)—Harold Fine. On reconsideration, ap- 
plication of Sims Motor Transport Lines, Inc., 
of Chicago, Ill., for authority to purchase 
certain operating rights of Harold Fine, dba 
American Cartage Co., of Cleveland, O., and 
of Elmer W. Sims to acquire control of the 
— denied. Prior report decided May 18, 
1950. 

* * * 


MC-F-4707, W. D. Howard, et al.—Control; 
Arkansas Express, Inc.—Purchase—William 
‘Hatton Weeks. Application for authority 
under section 210a(b) of Arkansas Express, 
Inec., of Pine Bluff, Ark., for temporary 
operation of the motor-carrier rights and 
properties of William Hatton Weeks, dba 
Weeks Truck Line, of Harrisburg, Ark., 
granted, with conditions. . 


MC-F-4562, Milford H. and Annie E. 


George—Control; Fred 8S. Georgé & §8on, 
Inc.—Purchase—Fort Neilson Expréss, Inc. 
Purchase by Fred 8. George & Son, [nc., 
Stottville, N.Y., of the operating rights of 
Fort Neilson Express, Inc., Stillwater, N-.Y., 
and the property of David A. McCarthy and 
Edward P. Cunningham, partners dba Fort 
Neilson Express, of Stillwater, and acquisi- 
tion of control of the rights and property by 
Milford H. George and Annie E. George, 
both of Stottville, through the purchase, 
approved and authorized, with conditions, 
effective December 10. 
* ok ad 

MC-F-4703, Bill Watkins—Control; Watkins 
Motor Lines, Inc.—Purchase—Everett L. 
Baker. Application for temporary authority 
under section 210a(b) of Watkins Motor 
Lines, Inc., of Thomasville, Ga., for tem- 
porary operation of the motor-carrier rights 
and properties of Everett L. Baker, dba 
Baker Transfer, of Waverly, Ia., denied. 


UNCONTESTED FINANCE CASES 





Report and order in F.D. No. 17113. Midwest 
Transfer Co. of Illinois Note, granting au- 
thority to issue a _ secured instal!ment 
promissory note in a principal amount not 
exceeding $60,000, to evidence a loan in a 
like amount, to finance a part of the pur- 
chase price for 20 new trailers. Approved. 

* 


Report and order in F.D. No. 17112, Peoria 
& Eastern Railway Co. Equipment Trust 
Certificates, granting authority to the Peoria 
& Eastern Railway Co. and the New York 
Central Railroad Co. to assume obligation 
and liability ...in respect of not exceeding 
$2,025,000 of Peoria & Eastern Railway ecuin- 
ment trust of 1950, 2%, percent equipment- 
trust certificates, to be issued by the United 
States Trust Co. of New York, as trustee, 
and sold at 99.1286 percent of par and ac- 
crued dividends in connection with the pro- 
curement of certain equipment. Approved. 


* * z 

Report and order in F.D. No. 17108, Lee & 
Eastes, Inc. Note, granting authority to 
issue a.promissory note for not exceeding 
$230,000, to be delivered to the National 
Bank of Commerce of Seattle to evidence 
a loan for a like amount, and the proceeds 
applied to the payment of a void note now 
outstanding and the purchase of equip- 
ment. Avpproved. 


ORDERS 


1.C.C. Postpones Parts of 
Transcontinental Order 
On Vegetable Weights 


The Commission has postponed the 
effective date of portions of its order in 
No. 29645, Transcontinental Rates and 
Estimated Weights on Vegetables, at the 


request of western producers and with’ 


the agreement of the railroads. 


The Western Growers Association and 
the Texas Citrus and Vegetable Growers 
and Shippers had asked the postpone- 
ment of portions of the order to June 30, 
1951, from origins in Arizona, California, 
and in Texas south of the line of the 
Texas & Pacific from Texarkana to El 
Paso, through Grand Saline, Dallas, and 
Fort Worth, Tex. 

They also asked postponement to De- 
cember 15, 1951, from other origins 
covered by the Commission’s order of 
July 6, 1948, dealing with estimated 
weights and with the “bulge” in packages. 
That request, the Commisison said, was 
only in connection with the limitation of 
the arched top, or bulge, to 15/8 inches. 

The shippers also asked that containers 
Nos. 926, 929, and 930, when packed with 
vegetables, other than lettuce, be subject 
to girth limitations of 68% inches, 68% 
inches, and 67% inches, respectively, and 
that a crate known as “WGA” loaded 
with vegetables and lidded in the usual 


manner be limited to a girth measure- 
ment of 71 inches. 


Relief Granted 


The ordering paragraphs of the in- 
stant order in the proceeding follow: 


“It is ordered, That paragraphs 4, 5, 6, 
and 11 of the findings of our report and 
order of July 6, 1948, as amended by 
orders of February 25 and November 30, 
1949, be, and they are, amended and post- 
poned until June 30, 1951. from origins 
in Arizona, California, and that part of 
Texas south of the line of the Texas 
Pacific Railway, as above described; to 
December 15, 1951, from other origins 
covered by our order herein of July 6, 
1948, only in connection with the limita- 
tion of the arched top, or bulge, to 15 
inches; and subject to the further limi- 
tations that the girth measurements of 
containers Nos. 926, 929, and 930, when 
packed with vegetables, other than let- 
tuce, shall not exceed in girth measure- 
ments, 68% inches, 68% inches, and 67% 
inches, respectively. Crate known as 
“WGA” shall not exceed a girth measure- 
ment of 71 inches when side or bottom 
slat is nailed flush with corner of the box. 
When the girth measurements stated 
herein are not observed, the shipments 
shall be subject to the penalty stated in 
our order herein of July 6, 1948. Changes 
necessary in the effective tariffs may be 
upon not less than 15 days’ notice. 

“It is further ordered, That the said 
order of July 6, 1948, as subsequently and 
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as herein modified, shall cofitinue in full 
force and effect until the further order 
of the Commission.” 





1.C.C. Declines to Suspend 
Motor-Water Cut Rates on 


Cotton Items to West 


The Commission, following a request 
of the Southern Motor Carriers Rate 
Conference, Inc., to suspend Gulf Inter- 
coastal Conference tariff 4-A, MF-I.C.C. 
No. 4, containing new joint motor-water 
rates in connection with Baggett Trans- 
portation Co., Birmingham, Ala., and 
Cooper Transfer Co., Brewton, Ala., has 
voted not to suspend the tariff. 


The protesting conference said the 
new commodity rates were provided in 
Item Nos. 310, 325, and 330 of the tariff, 
to apply from Birmingham and Mont- 
gomery, Ala., and Columbus, Ga., and 
points taking the same rates to the 
extent indicated in item No. 100 of the 
tariff. 


It said the rates applied to Alameda, 
Los Angeles Harbor, Oakland, and San 
Francisco, Calif., and Ssattle and Ta- 
coma, Wash., as well as Portland, Ore., 
through the ports of New Orleans, La., 
or Mobile, Ala., via the Panama Canal, 
on cotton bagging, cotton twine, cotton 
yarn and dry goods, effective November 
10. 


The motor conference asserted that 
the rates were unduly and unreasonably 
low and created destructive competitive 
practices, 


It said that from Birmingham and 
points taking the same rates there 
would be a reduction of 14.9 cents a 100 
pounds under the present basis, and 
from Columbus, Ga., a reduction of 20 
cents a 100 pounds. 


“The motor factor on the present basis 
from Columbus, Ga., is 55 cents per 100 
pounds to Mobile, Ala., as provided in 
index 11259, supplement 66 to Southern 
Motor Carriers Rate Conference tariff 
No. 10-G, MF-I.C.C. 435,” continued the 
motor carrier conference. “Assuming 
that the water factor will remain con- 
stant, the net result of this proposal 
will produce a reduction in the present 
motor fact from 55 cents per 100 
pounds to 35 cents per 100 pounds on 
traffic from Columbus, Ga... .” 


It asserted there was no doubt that 
the purpose of the proposed rates was 
to divert all of the traffic now moving 
to the Pacific Coast to the two motor 
carriers participating in the protested 
tariff. In any event, it added, that 
would be the result. It said, further, 
that other members of the conference, 
at present handling a portion of the 
traffic, would have to “join in” on this 
basis or give up the traffic they were 
now handling. 





Refrigerator Car Demurrage 


The Commission, late November 13, by 
amendment No. 3 to Service Order No. 
865, Demurrage on Freight Cars, sus- 
pended: from 7 a.m., November 16 until 
7 am., January 16, 1951, so much of the 
order as required penalty demurrage 
charges on refrigerator cars (T.W., Sept. 
16, p. 41). 

The partial suspension was based on 
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representations of refrigerator car 
owners who said the supply of all types 
of such cars was ample. 





1.C.C. Practitioners 


The following have been admitted to 
practice before the Commission: 


John Duncan Biggs, North Kansas City, 
Mo.; Edgar G. Boedeker, Clayton, Mo.; Don- 
ald Wayne Boyles, Kansas City, Mo.; E. Cage 
Brewer, Jr., Clarksdale, Miss.; William Bron- 
sten, Los Angeles, Calif.; Ramon L. Burgess, 
Tupelo, Miss.; Victor Henry deLiniere, St. 
Louis, Mo.; William Bagley Evans, Nashville 
3, Tenn.; Frank L. Fuller, III, Baltimore, 
Md.; Carl Theodore Gustafson, Jr., Kansas 
City, Mo.; David I. Hubar, Detroit, Mich.; 
Harry Belmont La Tourette, Jr., St. Louis, 
Mo.; Harold R. McKinnon, San Francisco, 
Calif.; Bernard A. Monaghan, Birmingham, 
Ala.; Clinton G. Richards, Deadwoed, S. D.; 
Spencer Shropshire, Fort Worth, Tex.; John 
Meredith Simms, Raleigh, N. C.; John Charles 
Smith, St. Paul, Minn.; Hart Snyder, Spo- 
kane, Wash.; Philip J. Starkman, Floral 
Park, N. Y.; Robert L. Strickland, San An- 
tonio, Tex.; Charles M. Tansey, Jr., Farm- 
ington, N. M.; Jack Vickrey, Dallas, Tex.; 
Rudy Yessin, Frankfort, Ky.; Robert Earl 
Zimmerman, Kansas City, Mo., and David 
Zwerner, Yonkers, N. Y. 
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I. & S. 5718, Citrus Fruit Unloading 
Charge at New York. Respondents have 
been granted special permission to withdraw 
and cancel suspended schedules without 
prejudice, proceeding discontinued. 

Eo * LJ 


MC-16726, Sub. 2, John J. Mercer Exten- 
sion—Clay Products; and MC-111320, Sub. 4, 
Curtis Keal Transport Co., Inc. Extension— 
Western States. Date on which recom- 
mended orders shall become orders of Com- 
mission and become effective postponed to 
Nov. 13. : - 

* 


MC-111864, Clarence Lamar Creswell, Jr. 
Common Carrier Application. Protestants’ 
request for argument denied. 

* a - 


I. & S. M-3512, Hayes Freight Lines, Inc.— 
Increased Class Rates. Respondent’s petition 
for vacation of order of suspension and con- 
tinuance of investigation denied. 

* ea * 


No. 30325, Valier Community Club v. M. 
W. Ry. Co. and G. N. Ry Co. Order of July 
31 further modified to become effective Dec. 
15, on not less than-one day’s notice, instead 
of 30 days’ notice. 


* * * 


MC-92899, Sub. 2, Clair S. Zimmerman 
Extension—Refractory Products. Intervener’s 
petition for reopening and rehearing denied. 

He cd * 

I. & S. M-3162, Canned or Preserved Food- 
stuffs in South. Date on which recom- 
mended order shall become order of Com- 
mission and become. effective further 
postponed to Nov. 17. 

oe * * 

I. & S. M-3487, Candy, Drugs, Motors, Iron 
Bars, Valves—Westbound. Respondent’s pe- 
tition that hearing be held at Sioux Falls, 
S.D. or in alternative authorized to take 
certain depositions denied. 

* * K 

No. 28569, Pan-Atlantic Steamship Com- 
pany v. A. C. & Y. et al. Order of Sept. 7 
modified to become effective Mar. 14, 1951, 
on not less than 30 days’ notice, instead of 
Dec. 14. 

* oe * 


MC-F-4324, R. J. Hurst and D. H. Hurst 
—Control; Burlington-Chicago Cartage, Inc. 
—Purchase—C. H. Smith. Applicants’ peti- 
tion for extension of temporary authority 
beyond Nov. 1 and protestants’ petition for 
revocation of order of Mar. 6 denied. Pro- 
ceeding reopened for further hearing. 

* * oe 


MC-F-4466, L. R. Strickland—Control; 
Strickland Transportation Co., Inc.—Pur- 
chase—J. P. Tarry and Dallas & Fort Worth 
Motor Freight Lines, Inc. Petition of Red 


Ball Motor Freight, Inc. for reconsidera- 
tion denied. 

ao * * 
MC-8544. Galveston Truck Line Corp. 


Contract Carrier Application. 
record as made. 


Reopened on 


* * * 


t. & S. M-3028, Classification Description 





—Standard Egg Cases. 
for argument denied. 
* * cS 
I. & S. M-3281. Spring Assemblies—Balti- 
more to New York. Protestant’s request for 

argument denied. 


Protestant’s request 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commission. Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin. 











I. and S. No. 5863, Unloading & Re- 
loading Charges on Livestock in South, 


from November 10 to and including 
June 9, 1951, certain schedules as pub- 
lished in supplement No. 32 to Agent 
C. A. Spaninger’s tariff I.C.C. No. 1064 
and MF-I.C.C. No. 388. The suspended 
schedules propose to increase’ the 
charges for unloading and reloading 
carload shipments of live stock stopped 
for feed, water and rest or on request 
of shipper at certain points in Southern 
Territory. 


I. and S. No. 5864, Molasses, La., Ala. 
& Miss, to Chicago, Ill., from November 
12 to and including June 11, 1951, certain 
schedules as published in supplements 
22 and 24 to Agent W. P. Emerson, Jr. 
tariff I.C.C. No. 395. The suspended 
schedules propose to establish reduced 
rates on blackstrap molasses and dis- 
tillery molasses residuum, in tank cars, 
from New Orleans. La., and _ points 
grouped therewith, Gulfport, Miss., and 
Mobile, Ala., to Chicago, Ill. 

I. and S. No. 5865, Honey, Wendell, 
Ida. to W.T.L. & Ill. Points, from Novem- 
ber 11 to and including June 10, 1951, 
the operation of certain schedules as 
published in supplements Nos. 150 and 
151 to Agent L. E. Kipp’s tariff I.C.C. 
No. A~-3560. The suspended schedules 
propose to reduce the rates on strained 
honey, in carloads, from Wendell, Idaho, 
to Chicago and Peoria, Ill., and points 
in Western Trunk Line Territory. 

I. and S. M-3573, Metal Articles and 
Nut Meats, East to Pacific Coast, sus- 
pended from November 11 to and in- 
cluding June 10, 1951, the operation of 
certain schedules published on original 
page No. 430-A and various revised pages 
to tariff MF-I.C.C. No. 32 of Rocky 
Mountain Motor Tariff Bureau, Inc., 
agent, Denver. Colo. The suspended 
schedules propose new or reduced com-- 
modity rates on various articles of 
brass, bronze, copper, cupro-nickel. 
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nickel-silver or iron or steel, and on 
edible nut meats, from various points 
in eastern defined territories to destina- 
tions in Pacific coast territory. 

I. and S. M-3574, Rags—New York, 
N. Y., Holyoke, Mass., from November 13, 
to and including June 12, 1951, the op- 
eration of certain schedules published in 
supplements Nos. 1 and 2 to MF-I.C.C. 
No. 10 of George F. Pease, Inc., West 
Springfield, Mass. The suspended sched- 
ules propose to establish a new motor 
common carrier commodity rate of 31 
cents per 100 pounds on rags, minimum 
20,000 pounds, from New York, N.Y., to 
Holyoke, Mass. 


I. and S. M-3575, Tractors, Engines— 
Texas-Great Lakes Motor Freight, from 
November 15, to and including June 14, 
1951, certain schedules published in sup-~- 
plement No. 1 to tariff MF-I.C.C. No. 4 
of Texas-Great Lakes Motor Freight, 
lessee and operator of Machinery Hauling 
Co., Denton, Tex. The suspended sched- 
ules propose to establish reduced com- 
modity rates on tractors or traction en- 
gines, minimum 16,000 pounds, between 
Chicago, Peoria and Springfield, Ill., and 
eight Texas points. 

I. and S. No. 5866, Sugar to IIL, Ind., 
Southern & W. T. L. Points, from Novem- 
ber 15 to and including June 14, 1951, 
certain schedules as set forth in Agent 
L. E. Kipp’s tariff I.C.C. No. A-3832, sup- 
plement No. 76 to Agent D. Q. Marsh’s 
tariff I.C.C. No. 3662, and other tariffs. 
The suspended schedules propose to re- 
duce the rail rates on sugar, beet or 
cane, in carloads, from producing-points 
in Western and South Pacific Coast 
territories, Texas, western Louisiana, 
and southern and Atlantic Coast ports, 
to various points in Indiana, Illinois and 
Western Trunk-Line Territory, also 
from southern ports to various points in 
Southern Territory. 


I. and S. No. 5867, Lime, Midwest to Pa- 
cific Coast, from November 15 to and in- 
cluding June 14, 1951, certain schedules as 
published in supplements Nos. 35 and 37 
to Agent L. E. Kipp’s tariffs I.C.C. Nos. 
1536 and 1537, respectively. The sus- 
pended schedules propose increases and 
reductions in rates on common lime, 
including magnesium lime, in bulk and 
in packages, from Western Trunk-Line 
and Southwestern territories to the Pa- 
cific Coast and intermediate destina- 
tions. 


APPLICATIONS 


AND PETITIONS 





D. of A. Asks ‘Interim’ 
Fruit and Vegetable 
Unloading Charge Relief 


The Secretary of Agriculture, by a 
petition for “interim relief” in I. and 
S. No. 5500, Unloading Charges on 
Fruits and Vegetables at New York and 
Philadelphia, has asked the Commis- 
sion either to require the railroad re- 
spondents to cancel the unloading 
charges under’ investigation or to keep 
accurate account in detail of all amourits 
received by reason of such unloading 





charges, as a basis for an order requir- 
ing refunds of such portions of the 
charges as by a final decision may be 
found unlawful (T.W., Nov. 4, p. 56). 

The case was reopened following a 
report in which the Commission ap- 
proved imposition of unloading charges 
on fresh fruits and vegetables in car- 
loads, at New York and Philadelphia, 
such charges having become effective 
November 1, 1948. 


The Department of Agriculture said 
that while the purposes of the statute 
authorizing it to participate in such pro- 
ceedings would be best served by im- 
mediate cancellation of the unloading 
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charges, it was nevertheless vitally in- 
terested in the alternative interim relief 
that would be provided by an accounting 
order. 


It said that from the time of the first 
hearing it has not ceased to contend 
that the railroads had failed to sustain 
their statutory burden of proof. It 
added that although the Commission, 
by its decision of October 4, 1948, found 
that the respondents had justified their 
proposals, the examiners, on rehearing, 
recommended that decision’s reversal 
and a notice of the Commission of Oc- 
tober 10 recognized “that the record 
is deficient in respect of certain evidence 
which seems to be important.” 


‘Deficiencies’ Alleged 


“During the past 3 years,’ the de- 
partment continued, “respondents have 
had ample time and opportunity to per- 
fect their proof, assuming that the as- 
sailed charges are justifiable, which we 
categorically deny. The deficiencies in 
the record pointed out in the Commis- 
sion’s notice of October 10 are the same 
@eficiencies which protestants called to 
the attention of the Commission and 
respondents in our briefs filed September 
30, 1947. In these circumstances the 
continued maintenance of these unjusti- 
fied unloading charges pending a fur- 
ther hearing is repugnant to section 
15(7) and should not be permitted.” 

By section 15(7) of the interstate com- 
merce act, the department said, the 
burden of proof was placed on the re- 
spondents to show that the unloading 
charges were just and reasonable. 

The department said the _ record 
showed that the unloading charges were 
borne to a large extent, either immedi- 
ately, or ultimately by the American 
farmer. It said the “measure of this 
added transportation burden” was about 
$2,000,000 a year at New York and $373,- 
000 at Philadelphia, plus Ex Parte 166 
increases. 

“The damage already suffered by the 
agricultural community is irreparable,” 
the department continued. “In addition, 
respondents have estimated that it will 
take them until June 1, 1951, to assemble 
the data which they should have pre- 
sented in 1947. Thus several months 
more must elapse before the contem- 
plated further hearing could be held and 
a final decision reached. Respondents 
should not be permitted to burden the 
agricultural community with another 
$3,000,000 or more of unjustified unload- 
ing charges. The Commission has the 
power and, we submit, the duty in the 
public interest to order the cancellation 
of these unjustified charges at once.” 


‘Enrichment of Stranger’ 


The department said that although 
the proceedings could not strictly be 
called either a “rate case” or a “reve- 
nue case” the ostensible purpose of the 
assailed charges was to provide addi- 
tional revenue for the carriers perform- 
ing the unloading service. This objec- 
tive, however, it said, had been only 
partially achieved. It said that at the 
first hearing the Pennsylvania Rail- 
road’s chief statistician, L. A. Dilks, said 
on cross examination that in a test week 
the railroad paid the Penn Stevedoring 
Co., which supplied the labor for the 
unloading service at the Pennsylvania 
piers in New York, a total of $27,096, of 


which about $10,000 was “contractor’s 
profit.” 


“That $10,000 profit paid to the sup- 
plier of labor,” continued the depart- 
ment, “is at the rate of $500,000 a year 
and represents 25 per cent of the $2,- 
000,000 total unloading charges assessed 
by all lines at New York. Such inciden- 
tal enrichment of a stranger to this 
proceeding, whether at the expense of 
the American farmer or at the expense 
of the consumer of the products of the 
American farm, is manifestly unjust 
and unreasonable and should be ordered 


discontinued forthwith by cancellation 


of the unloading charges.” 

The Florida Railroad & Public Utilities 
Commission and two other Florida pro- 
testant groups have filed with the Com- 
mission a motion requesting it to cancel 
tariff schedules in I. and S. No. 5500 
stating railroad fruit and vegetable un- 
loading charges at New York and Phila- 
delphia. The other protestants are the 
Florida Citrus Commission and _ the 
Growers & Shippers League of Florida. 

After reviewing procedural develop- 
ments in the case, the Florida protestants 
said that no usual form of report of the 
Commission had yet been served on 
the parties, and that its October 10 notice 
in this case (T.W., Oct. 14, p. 47), re- 
quiring that certain evidence be pre- 
sented at a further hearing, was “tanta- 
mount to a finding that the schedules 
have not been justified.” They said the 
October 10 notice clearly indicated a 
finding that the record was deficient 
and that the respondent railroads had 
not met the statutory burden of proof. 

The Florida protestants said it was 
“wholly unreasonable to permit the rail 
respondents to continue to collect un- 
loading charges pending a further hear- 
ing which from the notice of October 10, 
1950, is occasioned by a deficiency in the 
record of certain evidence which should 
have been submitted by the rail re- 
spondents at the original hearing in 
July, 1947.” They added: 

“The fact of such deficiency in evidence 
exists solely because of the failure and 
refusal of respondents to produce it. At 
this time to permit a continuance of the 
unlawful charges pending a further hear- 
ing would do violence to the mandatory 
terms of the statute which by section 
15(7) affirmatively requires that: ‘The 
burden of proof shall be upon the carrier 
to show that the proposed changed rate, 
fare, charge, classification, rule, regula- 
tion or practice is just and reasonable.’ 
The shippers are not under the statute 
and have never been required to dis- 
prove the lawfulness of a suspended 
schedule in an investigation and suspen- 
sion proceeding under that section of the 
interstate commerce act.” 

The protestants said the “total lack of 
evidence” with respect to “difference in 
costs to them,” the railroads, “of han- 
dling fruits and vegetables, in carloads, 
at piers on Manhattan Island as com- 
pared with the handling of fruits and 
vegetables at railroad team tracks,” was 
not raised for the first time by the Octo- 
ber 10 notice. They said that more than 
three years ago in their own brief they 
asserted that “No cost figures were sub- 
mitted by respondents on team track de- 
liveries.” 

They asked the Commission to con- 
clude the proceeding and order the 
schedules cancelled, “so that the ship- 
pers and receivers of fruits and vege- 
tables will no longer be penalized by 
the imposition of the unlawful charges, 


‘TRAFFIC WORLD 


in the light of the facts stated in the 
Commission’s notice of October 10, 1950, 
that ‘it appears that the record is de- 
ficient in respect of certain evidence 
which seems to be important.’ ” 





G. N. Asks Reopening of 
Montana Western R.R. 


Grain Joint Rate Case 


The Great Northern Railway has peti- 
tioned the Commission in No. 30325, 
Valier Community Club v. Montana 
Western Railway Co. and Great North- 
ern Railway Co., for reconsideration, 
reargument, modification of the report 
and order, and for postponement of the 
time for compliance pending redetermi- 
nation. 


This proceeding was embraced with 
No. 16515, Montana Western Railway 
Co., Abandonment, in which the Com- 
mission denied an application of the 
M.W. for authority to abandon its en- 
tire line of railway extending between 
Valier, Mont., and the line’s junction 
with the G.N., about 2.98 miles from 
Conrad, Mont., insofar as interstate and 
foreign commerce was concerned (T.W., 
Aug. 19, p. 25). The G.N. said its peti- 
tion was filed only in No. 30325. 


The petitioner said the report and 
order required (1) joint through rates 
on grain from points on the M.W. to all 
points on the G.N. in amounts not ex- 
ceeding present combinations over Con- 
rad, and (2) divisions thereof that 
would increase the annual revenues of 
the M.W., now received from its sepa- 
rately published proportionals, by what 
the Commission estimated $58,000. 


“The establishment of the joint 
through rates will not affect in any way 
the amount of the through charges 
which shippers must pay but by pre- 
scribing both joint rates and divisions, 
the Commission increases at the Great 
Northern’s expense the Montana West- 
ern’s share of the through revenues, 
which it now receives under separately 
established proportional rates, by almost 
100 per cent,” said the G.N. “The Mon- 
tana Western did not ask for additional 
revenues, but on the contrary is seek- 
ing authority to abandon its entire line 
of railroad. The Commission’s frankly 
stated purpose in ordering joint through 
rates and granting the Montana West- 
ern these sharply increased divisions is 
to keep that railroad operating.” 

The G.N. said that about 90 per cent 
of the M.W.’s traffic was grain originat- 
ing on its line moving to interstate desti- 
nations. 

In its argument the G.N. made the 
following assertions: 

The Commission exceeded its statutory 
powers in prescribing joint through 
rates on the same level as existing, law- 
ful combinations solely as a founda- 
tion for fixing divisions to assist the 
M.W. in meeting its financial needs. 

The Commission had no jurisdiction 
to prescribe divisions where none ex- 
isted and committed a prejudicial error 
in determining the prayer for joint 
rates and for divisions in the same pro- 
ceeding. at the same time and in con- 
solidating No. 30325 with Finance No. 
16515. 

The Commission’s determination of 
divisions on M.W. grain “by a standard 
entirely outside the record was an un- 
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constitutional denial of due process and 
grossly prejudicial to petitioner.” 

The Commission’s condemnation of 
the present basis of apportionment of 
grain revenues and its prescription of 
divisions for the future was “completely 
without support and contrary to the 
evidence.” 

The report and order deprived the 
GN. of its property without adequate 
compensation in violation of the fifth 
amendment to the Federal Constitution. 

Asking postponement of the time for 
compliance, the G.N. said that compli- 
ance, which included establishment of 
tariff changes on not less than 30 days’ 
notice, “must presently be accomplished 
not later than December 15, 1950.” 





Motor Committee Asks Same 
Carload, Truckload Rates 


East of Rocky Mountains 


The National Traffic Committee, 
representing common carriers of prop- 
erty who are parties to the National 
Motor Freight Classification, have asked 
the Commission for permission to in- 
tervene in the following proceedings: 


No. 28300, Class Rate Investigation, 
1939; MC-C-150, Motor Freight Classifi- 
cation, and MC-C-200, Motor Carrier 
Class Rate Investigation. 

In addition it asked that affidavits of 
Fred G. Freund, secretary of the com- 
mittee, and of its statistician, John C. 
McWilliams, be received in evidence in 
those proceedings. 

The committee also asked that the 
Commission prescribe as maximum 
reasonable first-class rates for uniform 
application by all common carriers, rail 
and motor, between points in the United 
States, in the territory on the east of 
the U. S. highway 85, a scale set forth 
in an appendix to the statement of Fred 
G. Freund. The territory involved would 
be that lying east of the Rocky Moun- 
tains. 

The National Traffic Committee was 
set up by a contract entered into by 
the carriers and filed with the Commis- 
sion as section 5a Application No. 16, 
in which the Commission was asked ap- 
proval of the procedures set forth. Such 
approval, if granted, relieves the par- 
ticipating carriers, under the so-called 
Bulwinkle act, of prosecution under the 
anti-trust laws. 

The committee said a resolution was 
unanimously adopted at its first meet- 
ing to the effect that it should seek to 
intervene in the proceedings and to urge 
on the Commission the adoption of the 
first-class scale of rates aforementioned. 


Other Suggestions to Follow 


The proposal, the committee said, was 
based on the application to the first- 
class rate of the column or percentage 
relationships set forth in the order of 
the Commission in No. 28300 insofar as 
carload and truckload traffic were con- 
cerned. 

“The committee had now under in- 
vestigation the question of the weight 
brackets in which less than truckload 
shipments should be included,” it con- 
tinued. “The motor carriers generally 
throughout the territory above described 
are now conducting or preparing to 
conduct traffic studies to determine, from 
a service standpoint, the proper group- 
ing of less truckload shipments into 





weight brackets. Determination of these 
weight brackets is necessary before any 
proposal can be made with respect to 
the relationships to first class of the 
class rates applicable to weight brackets 
of less truckload traffic. 

“Petitioner will submit definite pro- 
posals in this regard just as quickly as 
it is possible to conclude these traffic 
studies.” 


Basis of Scale 


Mr. Freund said the scale proposed in 
the appendix to his affidavit, for dis- 
tances in excess of 100 miles, was identi- 
cal with the scale proposed by the 
western railroads. For distances under 
100 miles, he said, the scale was identical 
with the first-class scale which had been 
“directed to be published” for the account 
of motor common carriers operating in 
Central Territory “as quickly as the 
tariffs can be compiled.” 

“The proposed scale is somewhat higher 
than the docket 28300 Appendix A scale 
and the scale suggested by the southern 
carriers, and is also higher than that 
suggested by the eastern carriers for dis- 
tances in excess of 140 miles,” said Mr. 
Freund. 

“The rate of progression in the pro- 
posed first-class scale is 3.7 mills per 
hundredweight-mile for distances under 
200 miles, For distances between 200 and 
700 miles it is 3.2 mills per hundred- 
weight-mile; betwen 700 and 1,900 miles, 
it is 2.4 mills; and over 1,900 miles, it is 
2.2 mills.” 

After explaining an analysis of the 
loading of commodities in the manufac- 
ture and miscellaneous group, Mr. Freund 
said: 

“Having in mind that we are dealing 
with the highest grade traffic transported 
by either rail or motor carriers, and the 
traffic which should bear—and _his- 
torically in the past has borne—a rela- 
tively greater portion of the transporta- 
tion burden than other traffic, it is my 
opinion that the proposed scale is a just 
and reasonable one and will be fair to 
shippers and carriers alike.” 





1.C.C. Asked to Deny Shipper 
Order Shipments Probe 


The Southern Motor Carriers Rate 
Conference has asked the Commission 
to deny a petition of the Southern Traf- 
fic League for an investigation on the 
Commission’s own motion of rates and 
charges applicable to transportation by 
southern motor carriers of “shippers’ 
order shipments.” (T.W., Oct. 21, p. 40.) 

The Southern Traffic League had also 
asked the Commission to postpone hear- 
ing in MC-C-1177, Southeast Shippers’ 
Association v. Associated Transport, Inc., 
et al., involving similar issues. However, 
the league said the purpose of its peti- 
tion for an investigation would not be 
adequately answered by the complaint 
in MC-C-1177. 

The motor carriers, in their reply, as- 
serted that the rules and charges to 
which the league referred had been in 
effect for at least 10 months, and as- 
serted that the proper way to bring them 
in issue was by a formal complaint of 
the league. 


They also asserted that the league 
petition did not say that the provisions 
complained of covering the acceptance 
and handling of order notify ship- 
ments were common carrier services 
which must be performed by the car- 


° 45 


| ICC NEWS 


riers to be made respondents. The mo- 
tor carriers said that acceptance and 
delivery of order notify shipments by 
motor common carriers were not com- 
mon carrier services they were obligated 
to provide, “but are extra services which 
the carriers have chosen to provide as 
just, reasonable, non-discriminatory and 
non-prejudicial rules and regulations.” 





Western Lumbermen Ask 
Probe of S.P. Car Supply 


The West Coast Lumbermen’s Asso- 
ciation has asked the Commission to 
institute an inquiry into alleged in- 
adequacy of car supply of the Southern 
Pacific System in Oregon west of the 
Cascade Mountains, and in northern 
California, west of the Sierra Nevada 
Mountains. 

The association said a great majority 
of the lumber manufacturing units in 
those areas was dependent solely on the 
lines of the S.P. system for box, flat, 
and gondola cars. 

“In those areas,” it continued, “lines 
of railroad of the Southern Pacific Sys- 
tem are failing to provide (by a wide 
margin) a supply of empty cars for 
loading the volume of lumber and forest 
products available and seeking ship- 
ment.” . 

It asserted that the “present condi- 
tion of acute car shortage in those 
areas” was not an unprecedented phe- 
nomenon, but had existed intermittently 
in varying degrees of severity over the 
last 45 years. The shortages, the asso- 
ciation said, “had no little to do with 
the enactment in 1907 of the _ statute 
that created the Railroad Commission 
of Oregon.” 

The association said that among the 
causes of the shortage was an inadequate 
supply in the pool of serviceable box, 
flat and gondola cars owned by the 
S.P. system in relation to the increas- 
ing volume of traffic originated by those 
lines. Later it asserted that some of 
the results of car shortages had been 
“otherwise needless unemployment in 
the industry; enormous losses in money 
to the constituent elements of that 
industry; the severe disruption of or- 
derly marketing of that industry’s prod- 
ucts; artificial and unnatural inflation 
of costs for such products; the abnormal 
accumulation of inventories of such 
products; and loss of orders that could 
not be shipped for lack of cars.” 


S.P. Losses Alleged 


The association further asserted that 
the “acute and periodically recurring 
car shortages” had also been and were 
“the proximate causes of actual monetary 
losses of substantial proportions to the 
Southern Pacific System.” 


It said it believed that to some ex- 
tent inequalities of distribution of the 
car pool had affected the areas men- 
tioned more seriously than other areas 
and that the methods and results of 
such distribution should be deemed one 
phase or aspect of the inquiry sought. 


The association said the inadequacy 
of owned cars resulted in “inordinate 
reliance” on the use of foreign-line- 
owned cars. It said such practice was 
not criticized except to the extent that 
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“it has afforded, affords, and will con- 
tinue to afford them an excuse for a 
partial performance only of their duty 
to furnish adequate car service.” 

“No measurably comparable condition 
of acute car shortage exists now or ever 
has existed on the lines of railroad that 
serve its members, whose manufactur- 
ing plants are located at various points 
in western Washington,” said the asso- 
ciation, “so that its legal standing to 
apply for appropriate relief in the prem- 
ises is limited and restricted neces- 
sarily to the Southern Pacific System 
and to the areas above described.” 


Oregon Lumbermen Complain 


Another group of lumbermen, or- 
ganized as the Shippers Car Supply Com- 
mittee, has filed with the Commission 
a formal complaint, alleging that the 
Southern Pacific has “failed to provide 
adequate trackage, motive power and 
other facilities and equipment.” 

The committee said it was interested 
in improving the freight car supply, es- 
pecially in western Oregon. 

Its complaint was docketed as No. 
30708, Shippers Car Supply Committee 
v. Southern Pacifi¢ Co. 

It said the S. P. had failed to furnish 
adequate car service, “particularly in 
that defendant has failed and neglected 
to purchase or construct a supply of cars 
adequate to meet the needs of its ship- 
pers, has failed to effect suitable ar- 
rangements with connecting carriers for 
interchange of empty and loaded cars, 
and has failed to employ an adequate 
staff of competent employees for the 
purpose of promptly, efficiently and 
fairly distributing the supply of cars 
available .. .” 

It also alleged the S. P. had caused 
undue and unreasonable prejudice and 
disadvantage to its members by failing 
to provide them with car service in the 
same proportion to their actual needs 
as the S. P- allegedly provided to other 
shippers on its lines in Oregon and else- 
where. , 

The committee said the alleged failure 
of the S. P. had resulted in substantial 
increases in transportation costs, losses 
in labor, production and profits to the 
shippers by curtailing their production, 
by preventing them from making deliv- 
eries on contracts, and from selling their 
products in the open market, “and has 
resulted in damage and loss of good 
will.” 


Tank Truck Firm Opposes 
Rail Cut Rates on Oil 


George A. Rheman Co., Inc., a tank 
trucker of petroleum products, has asked 
the Commission to suspend certain rail- 
road rate reductions on such products 
between Charleston, S.C., and specified 
North Carolina points. It says the pro- 
tested rail rates are published in supple- 
ment No. 182 to I.C.C. 1065, MF-I.C.C. 
No. 392, Southern Freight Tariff Bureau, 
to become effective November 21, and are 
generally 1.5 cents lower than truck 
rates. 

The protestant said the railroads as- 
serted that these rates were “issued to 
meet highway competition.” It said this 
was not true as each of the protested 





rates was below rates applicable by motor 
carriers authorized to transport the traf- 
fic between Charleston and the North 
Carolina points. 

Rheman said it would file tariffs nam- 
ing the same rates as those set forth by 
the railroads. It said these rates to be 
filed would have the effect of reducing 
its revenue on this traffic by about 5 per 
cent. It said the reduction was neces- 
sary in order to protect about 40 per cent 
of its present traffic between the named 
points, “all of which otherwise would be 
diverted by the reduced rail rates, since 
the services by rail and highway are sub- 
stantially the same.” 


‘Michiana’ Motor Group 


Files Section 5a Plea 


The Michigan Motor Carriers Confer- 
ence, Inc., South Bend, Ind., has filed 
with the Commission an application for 
approval under section 5a of the inter- 
state commerce act of an agreement be- 
tween and among motor common car- 
riers, according to a notice issued by the 
Commission, division 2. ; 

The notice, issued in Section 5a Appli- 
cation No. 28, Michiana Motor Carriers 
Conference, Inc.—Agreement, says the 
agreement provides procedures for joint 
consideration, initiation, or establishment 
of rates, rules, and regulations applicable 
to motor transportation of property to 
and from points in southern Michigan 
and northern Indiana. 

Under section 5a, the so-called Reed- 
Bulwinkle section of the interstate com- 
merce act, common carriers are relieved 
from operation of the antitrust laws in 
making and carrying out agreements for 
joint action in rate and related matters, 
if the agreements embodying the pro- 
cedures have been approved by the Com- 
mission. 


The notice said the agreement was 
filed by Michiana Motor Carriers Con- 
ference, Inc., attorney-in-fact, 219 South 
William St., South Bend, 1, Ind. 


Any interested person desiring the 
Commission to hold a hearing on the ap- 
plication should request the Commission 
in writing to do so, within 20 days from 
November 9, the notice said. 


The application as filed said the Mich- 
iana conference was an association of 
motor common carriers operating in 
whole or in part from or to points in 
“Michiana Territory.” It said the mem- 
bership was formed by a comparatively 
small group of carriers which were also 
members of a major tariff publishing 
bureau such as the Central States Motor 
Freight Bureau, Inc. It said the pub- 
lication of tariffs by Michiana was only 
an “incidental occurrence.” The organi- 
zation, it said, was “formed as an out- 
growth of, and in order to overcome, an 
unstable rate situation within this area 
which was criticized by this Commission’s 
Bureau of Motor Carriers, as well as by 
the shipping public.” Continuing, the 
applicant association said: 


“Some carriers have, prior to the or- 
ganization of applicant conference, be- 
come party to group action in formally 
complaining to this Commission about 
rates maintained by another carrier (Chi- 
cago-South Bend Motor Carriers Con- 
ference v. South Bend Freight Line, Inc., 
MC-C-1026). The applicant conference 
is also intended as a clearing place for 
information as to any similar situations 
which may arise, in furtherance of the 
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national transportation policy as declared 
in the act, as amended.” 

The applicant conference said that 
other activities of the conference as 
provided by its constitution and by-laws 
were not connected with tariffs or rates 
charged to the public. Its articles of in- 
corporation listed various purposes of the 
organization besides the preparation and 
publication of tariffs and provision of a 
centralized claim service for its members. 
Among the other purposes listed were ef- 
fective interchange of information and 
experience, promotion of mutual coopera- 
tion on all problems affecting its mem- 
bers within the motor carrier industry, 
borrowing money and issuing evidences 
of indebtedness, and providing group 
participation for all members in benefits 
to be derived from group financing, pur- 
chase of insurance protection, and “engi- 
neering for and standardization of motor 
carrier operations, maintenance and 
service.” 


‘Drastic’ Rate Cuts by 
N.Y. Forwarder Opposed 


The Eastern Central Motor Carriers 
Association has petitioned the Commis- 
sion for suspension of “drastic reduc- 
tions in rates” which it says have been 
proposed by A.B.C. Freight Forwarding 
Corporation to become effective Novem- 
ber 17. 

The proposal was made, it said, in 
supplement No. 5 to I.C.C.-F.F. No. 7 
containing 180 items, “in what appears 
to be a wholesale emasculation of rates, 
the extent of which is so voluminous 
that time will not permit a thorough 
examination of its many reductions.” 
It said the proposed supplement 5 had 
“all indications of furthering a rate 
war among the forwarders.” 

The protestant association said that 
what apparently had taken place was 
that certain forwarders, including A.B.C., 
had felt a need to increase the ship- 
pers’ allowance for pick-up and delivery 
service on Manhattan Island, and “the 
practice which was originally designed 
for Manhattan Island has grown to such 
vicious proportions as to include the 
area surrounding Manhattan Island, or 
such points as New Rochelle, N.Y., New 
Brunswick, N.J., and Maspeth, L.I., N.Y.” 


“While respondent offers such distant 
shippers its concession rate from Man- 
hattan,” continued the protestant, “the 
shipper next door to respondent’s receiv- 
ing station on Manhattan Island receives 
the same concession or reduced rates, by 
simple tender to receiving station on 
Manhattan Island.” 


Motor Carriers Protest 
Magazine Rail Rate Cuts 


The Eastern Central Motor Carriers 
Association has asked the Commission 
to suspend a railroad tariff schedule pub- 
lishing “sharply reduced rates” on maga- 
zines or periodicals from Des Moines, 
Ia., to points in New England and Trunk 
Line Territories. 


It identified the protested schedule as 
I.C.C. No. A-3745, filed by L. E. Kipp 
as agent for western trunk lines in sup- 
plement No. 10 of freight tariff 329-J 
series, in item 1120-C (section 2). 

The motor carrier association said the 
revision was subject to 50,000 minimum 
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November 18, 1950 


weight to become effective November 22, 
whereas the present 30,000 minimum 
applied to all but three of the same des- 
tinations “which latter basis holds an 
expiration date of December 31, 1950.” 
It said that therefore dual rates and 
minima would apply on the 30,000 mini- 
mum basis. Continuing, the protestant 
said: 

“It will be found that the effective 
rates in item 1120-B provides carload 
rates on magazines or periodicals in- 
cluding magazine parts or _ sections 
thereof which reflect 35 per cent of the 
present rail class or exception basis, 
whereas to Albany, N.Y., Washington, 
D.C., and Waterbury, Conn., the three 
new points in item 1120-C, section 2, the 
classification basis would be 55 per cent 
of first class. Under the new proposal 
the level would reflect 2744 per cent. Our 
protest of September 2, 1950, file C-459 
involving a similar rail reduction was 
protested from Dayton and Springfield, 
O., and again on November 4, last, file 
C-484, we protested a comparable reduc- 
tion from Louisville, Ky., to eastern 
destinations. The earlier reductions were 
not suspended by the Commission, 
whereas no action has thus far been 
possible on the latter filing.” 

Stating that the instant revision added 
three new destinations to the group 
presently accorded the 30,000 minimum 
basis of rates, the protestant association 
continued: 

“Unless checked, other points in West- 
ern Territory may well be later in- 
cluded, also Southern Territory may 
likewise be subject to rate slashing by 
rail proponents. The continuing bar- 
rage of rail reductions on rail selected 
articles moving in interstate commerce 
must be halted as a means of preserving 
an equitable rate structure which has 
been the primary objective of the Com- 
mission for the past half century.” 





Rails Protest Low Motor 


Rates on Iron and Steel 


The Atlantic Coast Line and five other 
southern railroads, through J. G. Kerr, 
chairman of the Southern Freight Asso- 
ciation, their agent, have asked the Com- 
mission to suspend reduced motor car- 
rier rates on iron and steel articles, 
volume minimum weight 30,000 pounds, 
from Baltimore, Md., to North Carolina 
points. 

They said the protested rates were 
scheduled to become effective November 
23 as published in supplement No. 24 
to Southern Motor Carriers Rate Con- 
ference tariff MF-I.C.C. No. 498. 

The railroads said the protested rates, 
subject to the 30,000-pound minimum, 
were the same as present water-rail 
rates, which were subject to minimum 
weight of 80,000 pounds with respect to 
12 cents of the rate and 60,000 pounds 
as to the remainder. They also asserted 
that the proposed rates, subject to the 
30,000-pound minimum, were uniformly 
three cents a 100 pounds lower than the 
all-rail rates, which were subject to a 
minimum weight of 80,000 pounds as to 
12 cents of the rate and 60,000 pounds 
with respect to the remainder. 

They said the protested rates were not 
recommended by a majority of the 
S.M.C.R.C. membership, but were inde- 
pendently announced, having been pub- 
lished only for application via R. D. 
Fowler Motor Lines, Inc., High Point, 





N.C., direct, and Malone Freight Lines, 
Birmingham, Ala., direct. 


The reduced rates were also protested 


by the S.M.C.R.C. itself and by the 
Baltimore Steam Packet Co. 


FINANCE APPLICATIONS 


Finance No. 17133, Denver & Rio Grande 
Western Railroad Co. asks authority actually 
to issue $1,000,000 of first mortgage bonds, 
Series A, due January 1, 1993, heretofore 
nominally issued. The applicant said the 
bonds were nominally issued April 15, 1947, 
and deposited in its treasury, where they 
are now held. Purpose of actual issuance 
is to obtain funds for partial reimburse- 
ment of the applicant’s treasury to the ex- 
tent of $576,875 not heretofore reimbursed 
for moneys paid out in redeeming, January 
1, 1949, $1,500,000 of Denver & Salt Lake 
Railway Co. Series A 4 per cent first mort- 
gage bonds, due January 1, 1950, and for 
partial reimbursement on account of moneys 
used in prepaying, July 2, 1948, of appli- 
cant’s collateral note to The Chase National 
Bank of the City of New York, dated Jan- 
uary 1, 1943, due January 2, 1953, for $2,- 
158,458. The applicant said the Series A 
bonds were dated as of January 1, 1943 and 
bear fixed interest at 3 per cent a year and 
contingent interest of one per cent a year. 
It said it was proposed to sell the bonds 
for cash at a price not less than 95 per 
cent of the principal amount plus accrued 
interest from July 1, and the sale would be 
on the New York Stock Exchange. The 
applicant said competitive bidding was not 
required since the principal amount did 
not exceed $1,000,000. 

tk dE By 

Finance No. 17134, Great Northern Rail- 
way Co. asks authority to acquire all issued 
and outstanding shares of capital stock of 
the Pacific Coast R.R. Co. by purchase from 
the holder, the Pacific Coast Co. On June 
30, the G.N. said, in consideration of pay- 
ment of $100, it obtained a 90-day option 
to purchase the aforementioned stock, sub- 
ject to Commission approval, for $1,700,000, 
and, on September 15, it notified the Pacific 
Coast Co. that it was exercising the option. 
It said the transaction, if approved, would 
be consummated by payment of $170,000, 
less $100 consideration for the option, on 
delivery of stock certificates, the remainder 
of the purchase price to be paid in 9 an- 
nual installments of $170,000 each with 
interest on the unpaid balance at 3 per 
cent a year. The G.N. said the Pacific 
Coast’s line, all within King county, Wash.., 
consisted of 22.43 miles of main line track 
and 9.23 miles of branch line track. 

a * ck 

MC-F-4729, United Truck Lines, Inc., 
Spokane, Wash., asks approval of plan of 
reorganization by which wholly owned sub- 
sidiaries, Manlowe Transfer & Distributing 
Co., Inc., and Manlowe Transfer Co., Inc., 
also of Spokane, would be dissolved and 
operations of the three companies consoli- 
dated in a single corporation. 

* aK os 

MC-F-4730, Virginia Carolina Freight Lines. 
Inc., Martinsville, Va., asks authority to 
purchase certain operating rights of J. C. 
Boward’s Truck Lines, Staunton, Va. 

* ok * 

MC-F-4731, Rogers Cartage Co., Chicago, 
Ill., asks authority to acquire control of 
Bulk Transport Co., Burlington, Wis. 


* * * 


MC-F-4732, Seaboard Tank Lines, Inc., of 
Scranton, Pa., asks authority to purchase 
the operating rights of George D. Miller, of 
Dunmore, Pa., and temporarily to operate. 

* * co 


MC-F-4733, Pennsylvania Transfer Co. of 
Philadelphia, Inc., of Philadelphia, Pa., 
asks authority to purchase the operating 
rights of Albert W. Casperaites, dba Casper’s 
South Jersey Express, of Atlantic City, N.J. 

cs ok ok 

MC-F-4734, Goldston Motor Express, Inc., 
of Spray, N.C., asks authority to purchase 
certain operating rights of R. W. and W. H. 
McBride, dba McBride & McBride, also of 
Spray. 

ae oe * 


MC-F-4735, G. B. Powell Truck Line, 
Houston, -Tex., asks authority to purchase 
certain operating rights of C. Rampy, 
Houston. 





* * * 


MC-F-4736, Miller & Miller Motor Freight 
Lines, Wichita Falls, Tex., asks authority to 
purchase certain operating rights of Hud- 
speth Motor Freight Line, Rochester, Tex., 
and temporarily to operate. 
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MC-F-4737, Alabama Highway Express, 
Birmingham, Ala., and Alabama Highway 
Express, Inc., Birmingham, Ala., a wholly 
owned subsidiary of the former, ask au- 
thority to merge by dissolution of Alabama 
Highway Express, Inc. 


* * * 


MC-F-4738, Watkins Motor Lines, Inc., 
Thomasville, Ga., asks authority to pur- 
chase certain operating rights of Georgia- 
— Motor Express, Inc., Jacksonville, 

a. 


PETITIONS FOR REHEARING, ETC, 





MC-96505, Sub. 19, Steel Transportation 
Co., Inc. Extension—Granite City. Applicant 
asks reconsideration. 

* * * 


MC-111087, Freeman & Sims Transport Co. 
Contract Carrier Application. Applicants ask 
reconsideration and amendment of permit. 

” * a 


MC-F-4489, Wm. Holmes—Control; Tri- 
State Transportation Co., Inc.—Lease (Por- 
tion)—Wilson Storage and Transfer Co. Ap- 
plicants ask reopening and reconsideration. 

* x of 


MC-FC-51899, Pyramid National Van Lines, 
Inc. Purchase—Portion—Bob Day Transfer & 
Storage. Applicants ask reconsideration of 
amendment to application. 

* ok ok 


MC-FC-52522, J. C. Boward, dba J. C. 
Boward’s Truck Lines, Transferee and W. D. 
Montgomery, dba Montgomery Transfer, 
Transferor. Transferee asks permission to 
correct application on file and reopening and 
reconsideration of application as corrected. 

tk * of 


No. 30276, North American Coal Corp. et 
al. v. P. R. R. et al. New York Central R. R. 
Co. asks rehearing, argument and considera- 
tion. 

a ue * 

MC-873, Sub. 5, Sooner Freight Lines Ex- 
tension. Protestants ask to dismiss petition 
for reconsideration and to terminate tem- 
porary authority. 

: oa a * 

MC-52724, Sub. 6, I. W. Moore Extension 
—Milk and Cream. Applicant asks reopen- 
ing for reconsideration and further hear- 
ng. 

sd co tk co 

MC-103793, Sub. 5, Roy A. Newman & Roy 
W. Newman, d/b/a Pennsylvania Petroleum 
Transportation Co. Applicant asks recon- 
sideration. 

ak ae * 

MC-112102, Lee Kirkman, Mount Airy, N. 
C. Fleming’s Transfer asks dismissal or re- 
hearing. 

ae at * 

MC-F-4320, Gilbert A. Banning—Control; 
Service Trucking Co., Inc.—Purchase (Por- 
tion)—Elliott Bros. Trucking Co., Inc. Ap- 
plicants ask reopening and amendment of 
* aaa and order approving applica- 

on. 

* * * 


MC-FC-28915, Glois A. Brand—Purchase 
(Portion)—Dixie Highway Express, Inc. Ap- 
plicant asks reconsideration. 

ok * ok 


No. 30010, New York State Commutation 
Fares, New Haven Railroad. Protestant asks 
reconsideration. 

* * * 

MC-106965, Sub. 15, M. I. O’Boyle & Son, 
Inc.—Interpretation of Certificate. Appli- 
cant asks reconsideration. 

k + * 

MC-109821, Sub. 5, H. W. Taynton Co., Inc. 
Extension—Glass Products. Applicant asks 
amendment of application. 

* * * 


MC-C-1003, Class and Commodity Rates, 
New York—Philadelphia. Respondent asks 
reopening, reconsideration and modification 
of order. 

* * + 

No. 30309, Bell Oil & Refining Sales Co. 
et al. v. S. P. et al. Complainants ask 
reconsideration. 

ae * a 

MC-43269, Sub. 19, Wells Cargo, Inc. Ex- 
~~ -qgenaiiataaae Interveners ask reconsidera- 

n. 

oe * - 

MC-55822, Sub. 1, Victory Motor Express 
— Ohio. Intervener asks reconsidera- 

on. 

* * * 

MC-C-1003, Class and Commodity Rates, 
New York—Philadelphia. Middle Atlantic 
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Conference asks reopening, reconsideration 
and modification of order. 
+ * a 


I. & S. M-3111, Aluminum Pistons—Colo., 
Wyo.—C.F.A., W.T.L. Protestants ask recon- 
sideration, modification and reversal of por- 
tion of order. pee 

MC-F-4527, L. F. and F. D. Miller—Pur- 
chase—J. H. Newman. Applicants ask 
further consideration. 

* * * 

MC-F-4532, Jack Rosenstein, d/b/a Rose 
Line Transportation Co., Transferee and 
Robert Lawrence McIntyre, d/b/a R. L. Mc- 
Intyre, Transferor. Applicants ask modifi- 


cation of report and order. 


NEW COMPLAINTS 





No. 30701, Armstrong Cork Co., Lancaster, 
Pa. v. L. & N. et al. 

Alleges rates on caustic soda, shipped from 
January 31, 1948, to and including November 
23, 1949, from Lake Charles, La., to Pensa- 
cola, Fla., in violation of section 1. Asks 
reparation of $7,287.27. (Fred T. Smith, di- 
vision traffic manager, Armstrong Cork Co., 
Lancaster, Pa.) 

* a” * 
No. 30702, Louis S. Stein Bag Co., Memphis, 
Tenn. v. B. & O. et al. 

Alleges rates since July 1, 1947, to present, 
on old and torn used jute bags for conver- 
sion into cotton bale covering shipped from 
points in Central, Trunk-Line, and New 
England territories, and Canada, to Memphis, 
in violation of sections 1 and 6. Asks cease 
and desist order, rates, and reparation. (L. 
V. Brandt, 1240 W. Lawrence Ave., Chicago 
40, Ill.) 

a + Oo 
No. 30703, Pumice Aggregate Sales Corpora- 
tion, Albuquerque, N.M. v. Santa Fe 
et al. 

Allege rates on carloads of pumice aggre- 
gate, shipped in October and November, 
1948, from Domingo, N. M., to Brade, Tex., 
in violation of section 1. Asks cease and 
desist order and cancellation of outstanding 
undercharges. (Thomas N. McAfee, 104 E. 
Turnbull, Oklahoma City, Okla.) 


* * * 


No. 30704, Grafton Coal Co., Clarksburg, W.Va. 
v. B. & O. et al. 

Alleges rate on shipment consisting of a 
used contracting outfit, a tractor, and pan 
or road grader, from Powder Springs, Ga., 
to Lumberport, W.Va., May 2, 1945, in viola- 
tion of section 6. Asks cease and desist 
order, rates, and reparation of $240.40. (C. 
Peyton Collins, 703 Wabash Bldg., Pittsburgh 
22, Pa.) 

* * + 


No. 30705, Iowa Clay Products Co., Centerville, 
Ia. v. C. & N. W. et al. 

Alleges in violation of section 1 rates on 
carload shipments of clay products, from 
Centerville to points in Minnesota, within 
the statutory period and prior to May 15, 
1950. Asks reparation. (C. G. Baker, 2412 
University Ave., Des Moines 11, Ia.) 


No. 30706, William F. Jobbins, Inc., Aurora, 
Ill. v. I. C. et al. 

Alleges in violation of section 1 rates on 
carloads of scrap aluminum, shipped October 
2 and October 4, 1948, from Chicago, Ill., to 
Bedford, Ind. Asks refund of $2,023.76. 


* * * 


No. 30707, Lynchburg Foundry Co., Lynch- 
burg, Va. v. C. & O. et al. 

Alleges in violation of sections 1 and 3 
rates on carloads of pig iron, shipped in the 
statutory period, from Troy, N.Y., to Lynch- 
burg and Radford, Va. Asks cease and 
desist order, rates, and reparation. (Malcolm 
Do} 829 Munsey Bldg., Washington 4, 
D.C. 


* * * 


No. 30708, Shippers Car Supply Committee, 
Portland, Ore. v. Southern Pacific Co. 
Alleges defendant railroad failed to pro- 
vide “adequate trackage, motive power and 
other facilities and equipment’’ to meet the 
demands of the shipping public, in viola- 
tion of sections 1 and 3. Asks cease and 
desist order, ‘“‘adequate and nondiscrimina- 
tory service,” and payment to its members 
of sums claimed and established as an award 
for damages alleged, together with reason- 
able counsel fees. (Dean Ellis, 1102 Equitable 

Bldg., Portland 4, Ore.) 


o o* ce 

No. 30709, Kingan & Co., Inc., Indianapolis, 
Ind. v. B. & O. et al. 

Alleges rates on fresh meats and packing- 
house products, from South Omaha, Neb., 
to points in Maine, New Hampshire, Massa- 
chusetts, Rhode Island, Connecticut, New 
York, New Jersey, Pennsylvania, Maryland, 
Virginia, and the District of Columbia, in 
the statutory period, and others moving 
prior to the period but on which claims 
were filed with defendant railroads, in viola- 
tion of section 6. Asks reparation of $20,- 
000. (C. C. Hibbard, P. O. Box 386, Indian- 
apolis, Ind.) 

co 4+ * 

MC-C-1214, Atlantic Transportation Co., Clif- 
ton, N.J. v. DeCamp Bus Lines, Living- 
ston, N.J. 

Alleges operating rights claimed under 
“city streets” certificates of defendant broad- 
er than those conducted. Asks clarification 
of certificates or cancellation of unused 
rights. (Curry & Dolan, 631 Southern Bldg., 
Washington, D.C.) 

* 


MC-C-1215, Louisville Chamber of Com- 
merce, Inc., Louisville, Ky. v. Yellow 
Transit Co. et al. 

Alleges application of 6 per cent increase 
in class rates effective August 15, which 
excepted St. Louis, Mo., and points grouped 
with it, in violation of section 216(a), (b), 
and (d). Asks cease and desist order and 
rates. (James P. Haynes, P. O. Box 64, 
Louisville, Ky.) 


* 


MC-C-1216, W. H. Barnes, dba Barnes Food 
Express, Charlotte, N. C. et al. v. Caro- 
lina Freight Carriers Corporation, Cherry- 
ville, N.C. 

Allege defendant operating outside au- 
thority of its certificate authorizing trans- 
portation of commodities generally “except 
those . . . requiring special equipment...” 
in the transportation of frozen foods, frozen 
citrus concentrates, and similar commodi- 
ties requiring refrigerated equipment. Ask 
cease and desist order and cancellation of 
tariffs covering such transportation. (H. F. 
Gillis, Mills Bldg., Washington, D.C.) 


PROPOSED REPORTS 


Examiner Recommends 
Revision of Property 


Broker Transport Rules 


Examiner Beverley S. Simms, by a 
proposed report on further hearing in 
Ex Parte MC-39, Practices of Property 
Brokers, has recommended, among other 
things, that the Commission find that 
the brokerage provisions of the inter- 
state commerce act are not applicable 
to persons accepting traffic pursuant to 
their holding out as carriers and bind- 
ing themselves to perform, or assuming 
responsibility for, the transportation 
thereof. 


He also recommended a finding that 
the maximum tolerable charge that a 


broker might collect for brokerage of 
transportation by motor vehicle of gen- 
eral freight should not exceed 10 per 
cent of the legally applicable charge 
for the transportation of the shipment 
in connection with which the brokerage 
service was furnished. 


A further finding proposed by the 
examiner was that the maximum toler- 
able charge that a broker might collect 
for brokerage of transportation by motor 
vehicle of household goods should not 
exceed 15 per cent of the legally appli- 
cable charge for the transportation of 
the shipment in connection with which 
the brokerage service was furnished. 

The examiner proposed that the Com- 
mission .revise rule 2(a), defining a 
“proker”, prescribed by division 5 in a 


prior report in this proceeding, 49 M.C.C. 
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277 (T.W., May 28, 1949, p. 27), also 
rule 2 (d) defining “brokerage” or “bro- 
kerage service,” and that it amend rule 5, 


Proposed Findings 


The examiner’s proposed findings were 
as follows: 


“The Commission should find: 

“1, That persons who hold themselves 
out as carriers and pursuant to such 
holding out accept shipments, the trans- 
portation of which they contractually 
bind themselves to perform in whole or in 
part or for the transportation of which 
they assume responsibility, are not, as to 
such shipments, brokers within the 
meaning of the act, or subject to the 
licensing requirements thereof. 


“2. That rule 2(a) prescribed in the 
prior report herein should be revised to 
read as follows: 


“(a) ‘Broker’ means any person as de- 
fined in section 203(a) (1) of the inter- 
state commerce act, who, as principal or 
agent, for compensation, sells or offers 
for sale transportation subject to part II 
of the interstate commerce act, other 
than transportation of passengers and 
their baggage, or makes any contract, 
agreement, or arrangement to provide, 
procure, furnish, or arrange for such 
transportation or shall hold himself out 
by advertisement, solicitation, or other- 
wise as one who sells, provides, procures, 
contracts, or arranges for such trans- 
portation; provided, however, that the 
term ‘broker’ shall not include any per- 
son who holds himself out as a carrier 
or any bona fide employee or agent of 
such person, insofar as concerns ship- 
ments accepted by such person pursuant 
to such holding out the transportation of 
which he contractually binds himself to 
perform in whole or in part or for the 
transportation of which he assumes re- 
sponsibility. 

“3. That rule 2(d) prescribed in the 
prior report should be revised to read as 
follows: 

“(d) ‘Brokerage’ or ‘brokerage service’ 
means the selling or offering for sale of 
transportation; or the making of any 
contract, agreement, or arrangement to 
provide, procure, furnish, or arrange for 
transportation; or the holding out by ad- 
vertisement, solicitation, or otherwise, to 
sell, provide, procure, contract, or ar- 
range for transportation, for compensa- 
tion, by a broker as defined in 2(a) above. 

“4. That the maximum tolerable charge 
which a broker may collect for brokerage 
of transportation by motor vehicle of 
general freight shall not exceed 10 per- 
cent of the legally applicable charge for 
the transportation of the shipment in 
connection with which the brokerage 
service is furnished. 

“5. That the maximum _ tolerance 
charge which a broker may collect for 
brokerage of transportation by motor 
vehicle of household goods, as defined in 
Practices of Motor Common Carriers 
of Household Goods, 17 M.C.C. 467, shall 
not exceed 15 per cent of the legally ap- 
plicable charge for the transportation 
of the shipment in connection with 
which the brokerage service is furnished. 

“6. That rule 5 prescribed in the prior 
report should be amended to include 
the following sub-paragraphs: 

“(c) No broker shall charge, accept, 
or receive for brokerage of the trans- 
portation of general freight an amount 
greater than 10 per cent of the legally 
applicable charge for the transportation 
of the shipment in connection with 
which the brokerage service is furnished. 

“(d) No broker shall charge, accept, or 
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receive for brokerage of the transporta- 
tion of household goods, as defined in 
Practices of Motor Common Carriers of 
Household Goods, 17 M.C.C. 467, an 
amount greater than 15 per cent of the 
legally applicable charge for the trans- 
portation of the shipment in connection 
with which the brokerage service is fur- 
nished.” 


Proceeding Reopened 


The examiner said that the 13 rules 
prescribed by division 5 were originally 
to have become effective July 5, 1949, 
but had since been indefinitely post- 
poned. He said that on petition of the 
Household Goods Carriers’ Conference 
of the American Trucking Associations, 
Inc., the proceeding was reopened for 
further hearing with respect to the ap- 
plicability of the brokerage provisions 
of the act to carriers holding certificates 
or permits under the act, and, on the 
division’s own motion, with respect to 
the maximum compensation that brokers 
might charge for their service. 

He said the purpose of the further 
hearing was to afford the conference 
and other interested parties an oppor- 
tunity to present additional evidence in 
support of their position that household 
goods carriers holding certificates should 
be excluded from the brokerage pro- 
visions of the act. 





1.C.C. Disapproval of 
Adley Reorganization 


Plan Recommended 


Examiner W. L. Fulton has recom- 
mended denial by the Commission, di- 
vision 4, of an application of the Adley 
Express Co., a newly formed Connecti- 
cut corporation, for authority to issue 
$600,000 common capital stock in ex- 
change for carrier operating property of 
the Adley Express Co., Inc. His proposed 
report was issued in Finance No. 17099, 
The Adley Express Co., Proposed Stock. 

By a proposed reorganization plan, said 
the examiner, the new Adley Express 
Co., which had never conducted motor 
carrier operations, would become the 
successor operating company, and would 
receive from Adley Express Co., Inc., the 
present operating company, its operating 
rights and property, including all assets 
except real estate. Under the plan, he 
said, a second corporation would re- 
ceive the carrier operating real estate, 
and a third company the remaining real 
estate not used in carrier operations. The 
operating company’s assets would thus 
be distributed to three new corporations 
and the present operating company dis- 
solved, he said. 

He said Adley Express Co., Inc., the 
present operating company, operated 
under a certificate issued in MC-2542 as 
a common carrier of general commodi- 
ties, with certain exceptions including 
household goods, over a network of regu- 
lar routes in the territory between 
Albany, N.Y., Boston, Mass., and Phila- 
delphia, Pa., and over irregular routes 
from points in a designated area of Con- 
necticut to Albany. He said that by an 
order dated September 22, in MC-FC- 
52481, the Commission, by Commis- 
sioner Cross, conditionally authorized 
the transfer to the new Adley Express 
Co. of the operating rights set forth in 
MC-2542. 

The examiner said that the stated 





purpose of the proposed transaction was 
to segregate the real estate from the 
common carrier operations, and thus 
enable the new Adley Express Co. to per- 
form its common carrier operations 
more efficiently. 


“However,” he continued, “the appli- 
cant’s articles of incorporation set forth 
that the purpose to be promoted or car- 
ried out by it include, among others, 
to construct, purchase or lease, operate 
and maintain such land or buildings as 
the applicant may need for garages, of- 
fices, storerooms, loading and unloading 
areas, or other purposes as the corpora- 
tion may find desirable or necessary.” 


Title to Properties Divided 


He said that under the proposed un- 
taxable reorganization, the title to the 
carrier operating properties would be 
held by two corporations instead of one 
as at present. In MC-F-4237, Morris 
and Collins Highway Exp., Inc.—Pur- 
chase—S. J. Morris, decided last June 22, 
56 M.C.C. 607, the Commission, division 
4, found, he said, that the proposed ac- 
quisition by an _ affiliated company 
which had been newly organized for the 
purpose, of the operating rights of the 
vendors mentioned in that proceeding, 
without acquiring the motor vehicles 
owned by such vendors, would not be in 
the public interest, and it withheld ap- 
proval of that proposed transaction. 

The terminal lands and _ structures 
owned by a motor carrier were essential 
parts of its carrier operating property, 
said the examiner. After separation of 
the terminal properties from the operat- 
ing rights and motor vehicles, as pro- 
posed in the pending application, he 
said, the applicant would have to depend 
on leasing terminal properties for its 
own use, or else proceed under its charter 
powers to purchase, or construct, new 
terminal facilities. 

“There is no difference,” he continued, 
“in principle between the separation of 
the ownership of the terminal facilities 
from the ownership of the operating 
rights and automotive equipment, as is 
proposed in the pending application, and 
the proposed separation of the operat- 
ing rights from the other carrier operat- 
ing property in respect of which division 
4 withheld approval . . The instant 
proposal has certain objectionable fea- 
tures, such as divided responsibility for 
maintaining a continuous and adequate 
service, creation of the opportunity for 
concealing or diverting earnings, and it 
is not in consonance with the Commis- 
sion’s announced policy of encouraging 
corporate simplification. See J. H. 
Robinson Truck Lines, Inc.—Purchase— 
Lawler, 25 M.C.C. 650, 655. Under the 
circumstances, it is recommended that 
division 4 find that proposed distribution 
of Adley’s property to three affiliated 
corporations would not be compatible 
with the public interest and, therefore, 
that the application under section 214 
for authority to issue common capital 
stock should be denied.” 





Examiner Proposes I.C.C. 
Drop 4 Motor Rate Cases 


Examiner Tobias Naftalin has recom- 
mended that the Commission discon- 
tinue four motor-carrier rate proceed- 
ings, ordering cancelled the involved 
rate schedules, because of failure of the 
respondents to appear at hearings and 
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sustain the burden of proof that the pro- 
posed rates are just and reasonable. The 
procedings are: I. and S. M-3333, Soap 
and Related Articles, Cincinnati to Chi- 
cago; I. and S. M-3377, Merchandise— 
Pittsburgh to Chicago; I. and S. M-3422, 
Caps, Covers or Tops, Daum Overnite 
Express; and I. and S. M-3428, Class 
Rates, Illinois-Michigan, Ohio. 

Recommended reports were issued in 
each case, each report bearing the nota- 
tion that exceptions, if any, must be 
filed with the Commission’s Secretary 
and served on all other parties in in- 
terest within 20 days from November 13, 
the date of service of the reports. 


Molding Sand 


No. 30377, National Industrial Sand 
Association v. Akron, Canton & Youngs- 
town Railroad Co., et al. By Examiner 
J.P. McGrath. Recommends finding un- 
just and unreasonable rates assailed on 
bonded molding sand, in open cars, from 
producing points in New York, New 
Jersey, Ohio, Indiana, and Tennessee to 
destinations east of the Mississippi River 
and north of the Ohio and Potomac 
Rivers, but that, except for distances in 
excess of 300 miles, the rates on indus- 
trial sand in open cars, which are the 
same as the rates on common sand, are 
not shown to constitute the measure of 
maximum reasonable rates on bonded 
molding sand. The examiner said the 
Commission should find that the rates 
assailed were, and for the future would 
be, unjust and unreasonable insofar as 
they included greater specific, percentage 
and maximum increases in the aggregate 
in the basic rates in effect on June 30, 
1946, than did the rates on industrial 
sand, other than bonded molding sand, 
in open cars, for corresponding distances. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 





Mixed Articles 


MC-C-1071, Chicago Wholesale Mer- 
chandise Co. v. Ringsby Truck Lines, 
Inc. By joint Board No. 50, composed 
of Joseph W. Hawley of Colorado and 
Dwight W. Dahlman of Wyoming. Rec- 
ommends dismissal on finding not shown 
to be unlawful rates, charges and prac- 
tices in connection with a shipment of 
appliances, May 2, 1948, from Denver, 
Colo., to Cheyenne, Wyo. The board 
said a first-class rate of $1.22 a hundred 
pounds, minimum 4,000 pounds, was 
assessed on refrigerators included in the 
shipment, and a fourth-class rate of 68 
cents on other appliances, with a 
charge of $52.50 for 42 hours of extra 
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labor at $1.25 an hour. The board found 
the charges applicable, but said Ringsby 
was admonished that it was the duty of 
a carrier to issue bills of lading free from 
ambiguity or uncertainty. 


Forgings 


MC-C-1125, General Motors Corpora- 
tion (Aeroproducts Division) v. Hanson 
Motor Express, Inc. By Joint Board 
No. 58, composed of Grover C. Hoff of 
Illinois, Lawrence W. Cannon of Indiana, 
and Edward T. Schreiner of Ohio. Rec- 
ommends closing proceedings, on find- 
ing rates on truckload shipments of 
rough steel forgings from Harvey, IIl., 
to Vandalia, O., applicable. The ship- 
ments moved between October 1, 1942, 
and September 30, 1947. The case in- 
volved interpretation of an intermediate 
rule in the carrier’s tariff. The board 
concluded that the defendant's author- 
ized route from Harvey to Dayton by 
way of Vandalia, was a route to be con- 
sidered in the application of rates pub- 
lished subject to the applicable inter- 
mediate rule, and designated the one of 
five notes to the rule to be applied. The 
board said defendant would now assess 
complainant a commodity rate applying 
on shipments from Chicago to Spring 
field, O., and was asserting a tariff in- 
terpretation different from that it ap- 
plied when the shipments were trans- 
ported. 


Petroleum Products 


I. and S. M-3336, Petroleum Products 
Over O’Boyle Tank Lines. By Examiner 
Tobias Naftalin. Recommended that the 
Commission find just and reasonable, 
and not shown otherwise unlawful, 
schedules filed to become effective May 
1, by M. I. O’Boyle & Son, Inc., dba 
O’Boyle Tank Lines, Washington, D.C., 
proposing to establish new point-to- 
point commodity rates on petroleum 
products, in bulk, in tank-car loads, 
from certain points in New Jersey and 
Pennsylvania to certain points in Mary- 
land and Virginia. Vacation of sus- 
pension order and discontinuance of 
proceeding proposed. The’examiner said 
that, on protest of E. Brooke Matlack, 
Inc., and Leaman Transportation Cor- 
poration, operation of the schedules had 
been suspended until and including No- 
vember 30. He said the proposed rates, 
all of which were identical with those of 
competitive motor carriers, on gasoline 
and other light oils, ranged from 1.38 
cents a gallon, from Marcus Hook, Pa., 
to Laurel, Md., yielding truck-mile earn- 
ings of 29.7 cents, to 5.5 cents a gallon, 
from Philadelphia, Pa., to Norfolk, Va., 
yielding truck-mile earnings of 33 cents. 
He said the respondent’s present dis- 
tance rates ranged from 1.2 to 5.45 cents 
a gallon. 


Certificates-Licenses-Permits 


Idaho (Bonners Ferry)—MC-109395, 
Sub. 2, Mc’s Panhandle Line, Extension 
—Boundary, Bonner, and Lincoln Coun- 
ties. Denial of certificate proposed. 
Household goods, farm machinery, farm 
implements and parts, agricultural com- 
modities, livestock, building materials, 
coal, wood, and other fuel, sand, gravel, 
and seed between points in 21 Wash. 


counties, on the one hand, and, on the 
other, points in 5 Idaho counties and 
Lincoln county, Mont., over irregular 
routes. 

Illinois (Wasco) —MC-65525, Sub. 4, 
Joseph N. White and Charles White, 
dba White Brothers, Extension—Con- 
crete Pipe. Certificate proposed. (i) 
Concrete pipe and concrete pressure pipe 
requiring special handling because of 
size or weight, and (2) portable concrete 
pipe plants and equipment, between 
points in Ill, Ind., Ia., Mich., O., and 
Wis., over irregular routes. 

Indiana (Rensselaer) —MC-47522, Sub. 
1, J. A. Grant & Son, Inc., Extension— 
Regular Routes. Certificate and denial 
of certain authority proposed. Denial 
recommended of application for author- 
ity to transport general commodities, 
with exceptions, to and from points in 
the Chicago, Ill., commercial zone, and 
Chicago Heights, Ill., as intermediate or 
off-route points in connection with 
presently authorized operations. Cer- 
tificate proposed for general commodi- 
ties with exceptions, over described regu- 
lar routes in Ill. and Ind., serving speci- 
fied intermediate and off-route points, 
conditioned on requested cancellation of 
portion of certificate MC-47522 authoriz- 
ing transportation of general commodi- 
ties, with exceptions, between Chicago 
and points in a described Ind. territory. 
The report said that by the instant ap- 
plication J. A. Grant & Son, Inc., pro- 
posed to substitute a number of regular 
routes with specified intermediate and 
off-route points, for a described irregular 
route territory extending generally be- 
tween Chicago and Lafayette, Ind. 

Indiana (New Castle) —MC-80084, Sub. 
1, Charles J. Elliot, dba Rose City Trans- 
fer & Storage Co., Extension—Pianos. 
Certificate proposed. Over irregular routes 
(1) pianos, uncrated, from New Castle 
to points in the U.S., and (2) veneer and 
parts used in the manufacture of pianos, 
from points in Wis., Wash., N. Y., and 
N. J., Ivoryton and Bridgeport, Conn., 
Escanaba, Mich., and Louisville, Ky., to 
New Castle. 

Indiana (Rockville)—MC-112215, Paul 
W. Blackmore dba Blackmore Motor Ex- 
press, contract carrier. Permit proposed. 
Paper patterns for wearing apparel and 
paper containers for the patterns, (1) 
between Terre Haute, Ind., and Niles, 
Mich., and (2) between Crawfordsville, 
Ind., and Niles, in each case over specified 
route, serving no intermediate points, 
the route in (2) being an alternate 
route. 

Kansas (Hutchinson)—MC-14706, Sub. 
11, C. W. Kelley, dba C. W. Kelley 
Transport, Extension—Kansas City, Kan. 
Certificate proposed. Petroleum and pe- 
troleum products, from Kansas City, Kan. 
to points in eastern Colo., over irregular 
routes. 

Maryland (Baltimore) — MC-102299, 
Sub. 3 EX. Baltimore & Annapolis Rail- 
road Co.—Second Exemption Application. 
Certificate of exemption proposed. Pas- 
sengers and their baggage between speci- 
fied points, and over 12 described routes, 
solely within Md., serving all intermedi- 
ate points. The report said that if the 
nature, character, or quantity of inter- 
state traffic transported by the applicant 
should become such as to affect or im- 
pair regulation, the Commission was 
vested with the necessary power to re- 
voke the certificate of exemption. 

Massachusetts (Boston) — MC-75874, 
Sub. 22, Boston & Maine Transporta- 
tion Co., Extension—New ‘Hampshire 
Highway 3A. Certificate proposed. Pas- 
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sengers and their baggage and express, 
mail, and newspapers, between Concord, 
N.H., and Manchester, N.H., over N.H. 
highway 3 A, serving all intermediate 
points. 

Michigan (Dearborn)—MC-87928, Sub. 
20, Automobile Transport, Inc. of Dela- 
ware, Extension—Arkansas, Louisiana, 
and Mississippi. Certificate proposed. (1) 
Household goods and emigrant movables, 
from points in Saline county, Mo., on 
the one hand, and, on the other, points 
in Ia., Neb., Ark., Ill., and Kan., and (2) 
animal and poultry feeds, and seeds, 
from points in Kan. east of U.S. high- 
way 81 to points in Saline county, over 
irregular routes. 

Missouri (Marshall)—MC--94670, Sub. 
1, J. B. Sandidge, common carrier. Cer- 
tificate proposed. (1) New automobiles 
and new automobile chassis, in initial 
movements, in truckaway and driveaway 
services from the site of the plants of 
the Lincoln-Mercury Division of the 
Ford Motor Co., in Wayne county, Mich., 
to points in Ark., La., and Miss., and (2) 
new automobile bodies from the sites of 
the aforementioned plants to points in 
Ark., La., and Miss. 

Montana (Chinook)—MC-112117, Al- 
lan H. Baird, common carrier. Cer- 
tificate proposed. Over irregular routes, 
crude oil, in bulk, in tank vehicles, from 
points in Mont. within 100 miles of 
Chinook, to points in Blaine, Hill, and 
Phillips counties, Mont. 

Nevada (Beowawe)—MC-68971, Sub. 1, 
Ira M. Smithwick, Extension—Califor- 
nia and Utah. Denial of certificate pro- 
posed. Diesel fuel, cyanide, lime. and 
mining and milling equipment and sup- 
plies, from Richmond and Sacramento, 
Calif., and Dolemite and Salt Lake City, 
Utah, to London Extension Mining Co., 
30 miles south of Beowawe, Nev.. and 
empty containers and rejected shipments 
on return, over irregular routes. 


New Hampshire’ (Berlin) — MC-182, 
Sub. 2, Romeo J. Lavigne, dba Lavigne’s 
Red Wing Express, Extension—Berlin, 
N.H. Denial of certificate proposed. 
Over irregular routes, general commodi- 
ties, with exceptions, between Berlin, 
N.H., on the one hand, and, on the other, 
points in Me., N.H., Vt., Mass., Conn., 
R.I., and the New York, N.Y. commercial 
zone. 


New Hampshire (Rochester) — MC- 
35670, Sub. 11, Interstate Passenger 
Service, Inc., Extension—New Hampshire 
Highway 11. Certificate proposed. Pas- 
sengers, between Alton Bay and Laconia, 
N. H., over N.H. highway 11, serving all 
intermediate points. 

New York (New Rochelle)—MC.-31024. 
Sub. 17, Neptune Storage, Inc., Exten- 
sion—Uncrated Tabulating Machines. 
Certificate proposed. Uncrated tabulat- 
ing machines, (1) between points in 
Mass., Conn., R. I., N. Y., N. J., and Pa., 
on the one hand, and, on the other, 
points in Del., Ill, Me. Md., Mass., 
Minn., Mo., N. C.. N. H., O., ‘Tenn., 
Wis.. Miss., Ky., Ind., Va., Ala., S. C., 
Ta., Vt., Ga., W.Va., Fla, and D. C., over 
irregular routes. 

Ohio (Bettsville)—MC--27962, Sub. 5, 
Craun Transportation, Inc., Extension— 
Dolomite. Permit proposed. Over ir- 
regular routes, roasted dolomite, brucite 
and dolomite combined, and high tem- 
perature bonding mortar, from points 
within 2 miles of Maple Grove, includ- 
ing Maple Grove, O., to points in a de- 
scribed Mich. area, Fort Wayne and 
Kokomo, Ind., the Chicago, Ill. com- 
mercial zone, and points in Il. 
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Pennsylvania (Philadelphia) — MC- 
20394, P. Callahan, Inc.—Modification of 
Certificate. Amendment of certificate 
proposed. Continuance of regular route 
operation, general commodities, with ex- 
ceptions, between Philadelphia, Pa., and 
New York, N.Y., from Philadelphia over 
U.S. highway 13 to Trenton, N.J., thence 
over U.S. highway 1 to New York, and 
return over same route, with no service 
at intermediate points, and serving off- 
route points in New York and the New 
York commercial zone, in lieu of present 
authority to operate between Philadel- 
phia, on the one hand, and, on the other, 
points in the New York commercial zone, 
other than those in N.J., over irregular 
routes. 

Pennsylvania (Pittsburgh)—MC-19201, 
Pennsylvania Truck Lines, Inc., common 
carrier. Modification of certificate pro- 
posed. On further hearing, recommended 
that applicant be found entitled to con- 
tinue to serve Protectory, Betzwood, 
Rambo, Plymouth Meeting, Blue Bell, 
and Dresher, Pa., as off-route points in 
connection with’ its authorized regular 
route operation between Philadelphia, 
Pa., and Oaks, Pa., subject to same re- 
strictions applicable to Philadelphia-Oaks 
regular route operation. 

Wisconsin (Dodgeville) — MC-112095, 
Robert Flora and Louis M. Anderson, dba 
Dodgeville Freight Line, common car- 
rier, embracing MC-112092, Aldro Jones, 
dba Bluebird Transfer Line. Barneveld, 
Wis., common carrier. Certificate pro- 


posed. In MC-112095, general commodi- 
ties, with exceptions, between Madison 
and Platteville. Wis., over a regular 
route, serving all intermediate points, 
except those between Madison and Ridge- 
way, Wis. In MC-112092, general com- 
modities, between Madison and numerous 
points in Wis., over regular routes, with 
service at specified intermediate and 
off-route points. 

Wisconsin (Janesville) — MC.-112298, 
Earl Williams, dba Williams Wrecker 
Service. Certificate proposed. Wrecked 
and disabled vehicles between points in 
12 Wis. counties, on the one hand, and, 
on the other, points in Ill., Ia. and 
Minn., over irregular routes. 

Wisconsin (Kenosha)—MC-30837, Sub. 
121, Kenosha Auto Transport Corpora- 
tion, Extension—Agricultural Equipment. 
Certificate proposed. Over irregular 
routes, agricultural equipment, other 
than hand and lawn mowers, when mov- 
ing in connection with the motor vehicle 
to which they will be attached, from 
Marion, Ind., and points within one mile 
thereof, to all points in the US. 

Wisconsin (Manitowoc) — MC-111844, 
Sub. 2, George Clark Transit Co., Exten- 
sion—Indiana. Permit proposed. (1) 
Vinegar, in bulk, in tank vehicles, from 
Manitowoc to points in Ill., Ind., Mich., 
and Minn., with exceptions in each state, 
and (2) alcohol, in bulk, in tank vehicles, 
from points in Ind., except Terre Haute, 
in TIll., and those in the upper Mich. 
peninsula, to Manitowoc. 


Class Rate Case to Be 
Argued December 18 


The Commission has issued a notice of 
oral argument in No. 28300, Class Rate 
Investigation, 1939, in Washington, be- 
ginning December 18. 

The Commission said that the parties 
would be heard orally and on written 
memoranda, in the nature and in lieu 
of briefs, which it said might be sub- 
mitted within five days from the close 
of the oral argument, excluding any 
Sunday or holiday. 


The Commission’s notice continued: 

“The argument will be upon the record 
as made, consisting of the hearings here- 
tofore held-in the proceeding, the report 
of the Commission dated May 15, 1945, 
262 I.C.C. 447,-the first supplemental re- 
port of the Commission, dated October 
30, 1945, 264 I.C.C. 41, and the second 
supplemental report of the Commission, 
dated July 7, 1947, 268 I.C.C. 577; and 
also upon the various documents, in- 
cluding verified statements, filed in re- 
sponse to the notice of proposed rule 
making of November : 28, 1949, as 
amended. 


Bases of Arguments 


“As, in the consideration of the rates 
proposed, it is necessary that they be 
related to some classification, the parties 
in their presentation may refer to and 
base their arguments upon: (1) the 
existing classifications in any of the 
territories, having in mind application 
of the percentage relations found to be 
just and reasonable in the report herein, 
262 I.C.C. 511, finding 8; (2) the classi- 
fication identified by the name of ‘A. H. 
Greenly, Chairman,’ referred to in the 
hotice of proposed rule making in docket 


No. 28310, dated August 17, 1950; (3) the 
modification of the classification so 
identified as shown in the exhibit filed 
on behalf of western rail carriers ap- 
pended to the verified statement of 
George H. Dumas, dated October 14, 
1950, in docket No. 28310, Consolidated 
Freight Classification; and (4) any com- 
bination of the foregoing. For the pur- 
pose of this proceeding the Commission 
will take official notice of each of such 
documents. 

“Any memoranda submitted supple- 
menting oral argument, or in lieu thereof, 
should comply with the specifications of 
the general rules of practice of the Com- 
mission, and be served as are other doc- 
uments in this proceeding.” 


Chain Store League Views 


The Chain Store Traffic League has 
protested to the Commission against ac- 
ceptance of the classification introduced 
by A. H. Greenly in No. 28300. 

It asserted that “the proponents of 
the suggested uniform classification ap- 
pear to have revenue increases in mind 
rather than classification uniformity or 
the elimination of inequalities.” 

It said interstate shippers agreed that 
a simple uniform classification was im- 
portant, but felt that not enough time 
had been allowed for proper investiga- 
tion, and requested that no further 
steps be taken until the carriers justi- 
fied their proposals. The league asserted 
that the tentative ratings would sub- 
stantially raise the cost of transporting 
more than 520 commodities regularly 
shipped by chain stores. 


The league further said that the scope 
of the hearings held by the railroad 
classification committee made it im- 
possible for that committee to. consider 
the necessary information. It said that 
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No. 28300, which set forth the scale of 
rates under consideration by the chair- 
man of the Western, Official and South- 
ern territories, did not take into ac- 
count certain information which might 
justify different ratings. 


STATE ACTION 


Milwaukee Asks Higher 


Commuter Fares in Chicago 


The Milwaukee Road has petitioned 
the Illinois Commerce Commission to 
grant a general increase of from 12.5 
per cent to 25 per cent in the price of 
the road’s multiple-ride commuter tick- 
ets in the Chicago area, effective Janu- 
ary 7, 1951. The road also requested 
permission to make “spot increases” of 
various amounts for specified stations 
to bring the road’s fares up to fares of 
competing lines. These increases would 
be effective December 5. 

Harry Sengstacken, passenger traffic 
manager, Chicago, said the road was 
losing $1,000,000 annually on its subur- 
ban passenger operations. The increases 
would amount to approximately 12.5 per 
cent on the road’s 10-, 12-, and 25-ride 
commuter tickets, and 25 per cent on 
the 46-, 54-, and 60-ride monthly tickets. 
Mr. Sengstacken said the proposed in- 
creases would be similar to those sought 
by other passenger railroads in the Chi- 
cago suburban area. 

Pending before the state commission 
and the Commission are requests of the 
Illinois Central Railroad and the Chi- 
cago & North Western Railway for in- 
creases in suburban fares. The I. C. is 
asking an average boost of 30 per cent, 
and the North Western an increase of 
approximately 25 per cent. Hearings 
have been held in both cases. 

The Chicago, South Shore & South 
Bend Line also has petitioned the Com- 
mission for fare boosts on multiple-ride 
commuter ticket between Chicago and 
communities in northern Indiana. 


F.M.B. NEWS 


Shipping Rate on Sugar 
To Pakistan Assailed 


The Federal Maritime Board has an- 
nounced the filing of a complaint by 
Afghan-American Trading Co., Inc., 
against Isbrandtsen Co., Inc., alleging 
overcharge on shipments of refined sugar 
from New York to Pakistan. The pro- 
ceeding was docketed as No. 704. 

The complainant said it made two 
shipments of refined sugar in bags from 
New York to Pakistan, in January, 1949, 
and that at the time of the shipments 
Isbrandsten’s tariff on file called for a 
rate of $19 for 2,240 pounds. It alleged 
that Isbrandsten required prepayment 
at a rate of $19.50 for 2,240 pounds, and 
asked reparation for $753.75 with inter- 
est. 

Afghan-American alleged that the rate 
charged was in violation of sections 16 
and 17 of the shipping act, 1916, and in 
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violation of the Maritime Commission’s 
order in No. 128, Investigation of Sec- 
tion 19 of the Merchant Marine Act, 
1920. 

At the Maritime Board it was ex- 
plained that the order in No. 128 re- 
quired carriers to file export rates within 
30 days of their effective date. It was 
said that Isbrandtsen had not filed the 
assailed rate until six months after the 
effective date. 


Ship Sale Figures Issued 


The Maritime Administration has re- 
ported two vessels approved for sale un- 
der the merchant ship sales act of 1946, 
in the third quarter of the year. 

The administration said also there 
had been an increase of 133 vessels char- 
tered under the act, making the total on 
charter under this authority 181 at the 
end of the quarter, compared with 48 
on June 30, 1950. 

It said the total vessels sold as of 
September 30, 1950, was 1,813. 

The reserve fleet showed a decrease 
of 179 vessels, the M. A. said, attributing 
this almost entirely to the withdrawal 
of vessels for service in connection with 
hostilities in Korea. 

“The number of vessels for which ad- 
justments for prior sales to citizens have 
been approved stood unchanged at 141 
at the end of the quarter,” the Maritime 
Administration said. 


C.A.B. NEWS 


C.A.B. Approves Through 
Service Interchange 
By Three Airlines 


The Civil Aeronautics Board has found 
that the operation of voluntary through 
service by interchange or otherwise by 
Mid-Continent Airlines, Inc., Eastern 
Air Lines, Inc. and Braniff Airways, Inc., 
over certain segments of their routes 
will meet a public need and be in the 
public interest. 

The board concluded that the public 
interest might be served by voluntary 
through service by Mid-Continent and 
Eastern connecting Kansas City-Omaha 
and Miami via St. Louis, in a report and 
order in its Docket Nos. 3426 et al. and 
1051 et al., Through Service Proceeding 
and Kansas City-Memphis Florida Base. 

The board also found that the public 
interest would be served by a similar 
voluntary through service by Braniff and 
Eastern between Denver and Miami via 
Memphis. 

The board said that “although we find 
that the public interest would be served 
by the operation of the two through 
services on a voluntary basis, we will not 
order Mid-Continent and Eastern and 
Braniff to enter into through service 
agreements, but will hold the record open 
for an additional 60 days for these car- 
riers to negotiate agreements in general 
accord with the findings we have made 
and file such proposals for our consider- 
ation.” 

In the same order the board denied 
an application of Chicago and Southern 
Air Lines, Inc., and Delta Air Lines, Inc., 
in Docket No. 3644 for approval of an 
agreement to provide through service, 


and also denied the application of Delta 
in Docket No. 1574 for extension of route 
No. 24 from Birmingham, Ala., to Mem- 
phis, Tenn. 


Policy Planning Staff 
Established by C.A.B. 


Establishment of a four-man planning 
staff, whose members will devote their 
full time to development of board poli- 
cies and reexamination of certain exist- 
ing policies of the board has been an- 
nounced by the Civil Aeronautics Board. 

Appointed to the planning staff were: 
Robert J. G. McClurkin, director of the 
C.A.B. Bureau of Economic Regulation; 
Frank Crozier, special advisor to the 
board; Warner Hord, chief of the C.A.B. 
accounting and rates division, and Ber- 
nard Slebos, chief of the board’s analysis 
division. 

It was estimated by the C.A.B. that 
from 60 to 90 days would be required for 
“an initial survey” of the board’s poli- 
cies by the planning staff. Regular duties 
of the members of the latter group would 
be carried on by their respective assist- 
ants, the board said. 


C.A.B. Grants Foreign Air 


Rights to Spanish Line 


The Civil Aeronautics Board has issued 
a foreign air carrier permit to “Iberia” 
Compania Mercantil Anonima de Lineas 
Aereas, a Spanish airline designated by 
the Spanish government to operate the 
air routes to the United States set out 
in the air transport agreement now in 
force with Spain. 

The airline was authorized to trans- 
port persons, property and mail from a 
terminal point, or points, in Spain, to 
San Juan, Puerto Rico, via Caracas, 
Venezuela, from Spain to Cuidad Tru- 
jillo, Dominican Republic, via Miami 
and Havana. 

President Truman signed the board 
order authorizing the service. 

The board said that “Iberia” had been 
operating for more than 20 years from 
Madrid, Spain, to European and South 
American points. At present, the board 
said, two U.S. air carriers, Pan American 
Airways and Trans World Airlines oper- 
ated routes into Spain. 

It said the permit to the Spanish com- 
pany was subject to all applicable pro- 
visions of any treaty, convention or 
agreement affecting air transportation, 
between Spain and the United States. 


TRAFFIC WORLD 


C.A.B. Denies Temporary 
Regulatory Relief for 


Capital, Northwest 


The Civil Aeronautics Board has is- 
sued orders denying Capital Airlines, 
Inc., and Northwest Airlines, Inc., 
changes in their cargo services. 

In No. 4310, Capital Airlines, Inc., by 
order E-4831, the board denied an ap- 
plication for temporary exemption from 
regulatory provisions of the civil aero- 
nautics act so that (1) Capital might 
operate nonstop turnaround all-cargo 
flights between New York-Newark, on 
the one hand, and Pittsburgh and cities 
west thereof on route No. 14, on the 
other, and (2) to serve Chicago, Mil- 
waukee, and the Twin Cities on the 
same all-cargo flight subject to restric- 
tion against local cargo between Chicago, 
on the one hand, and Milwaukee and 
Minneapolis-St. Paul, on the other. 

Capital had been granted an exemp- 
tion, August 10, for 60 days. The board 
observed that it had denied amendment 
of Capital’s certificate in No. 1789, Mil- 
waukee-Chicago-New York Restriction 
Case, in May. 

In No. 4341, by order E-4832, the board 
denied Northwest temporary exemption 
under section 416(b) of the civil aero- 
nautics act to serve points presently 
named in the carrier’s certificate on all- 
cargo flights without regard to linear 
designation of such points, and for an 
amendment to its certificate to permit 
such service. 

The board said that the application 
raised complex questions that could be 
settled only after hearing. It ordered a 
hearing on the amendment assigned for 
public hearing as promptly as possible. 

American Airlines, Inc., and United 
Air Lines, Inc., were permitted to in- 
tervene in each proceeding. 


Air Fare Complaint Dismissed 


The Civil Aeronautics Board, by order 
E-4829, in No. 4716, Eastern Air Lines, 
Inc., has dismissed a complaint of East- 
ern concerning proposed round-trip ex- 
cursion fares of Southern Airways, Inc. 

It said the proposed fares were con- 
tained on third revised page 5 of South- 
ern’s local passenger tariff No. E-2, 
C.A.B. No. 7. 

Pursuant to special tariff permission, 
said the board, Southern had filed re- 
visions to the tariff increasing all excur- 
sion fares to the level of at least 150 
per cent of the regular one-way fares. 


COURT NEWS 


Railroad-Shipper Dispute 
Over Demurrage Charges 


Taken to Supreme Court 


The Supreme Court of the United 
States has been asked to settle a con- 
troversy between:the Western Pacific 
and the Pacific Portland Cement Co., of 


Empire, Nev., over an effort by the rail- 
road to collect demurrage charges from 
the cement company. 


Brought to the Supreme Court from 
the U.S. Court of Appeals for the Ninth 
Circuit on a petition for certiorari, the 
case is now docketed as No. 404, The 
Western Pacific Railroad Co., petitioner, 
v. Pacific Portland Cement Co. 

The Western Pacific said in its peti- 
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tion that the cement company had a 
gypsum and plaster plant at Empire and 
owned and operated a plant railroad 
from Empire to a connection with the 
Western Pacific line at Gerlach, Nev., a 
distance of five miles, with its own crew 
and as a private carrier. The Western 
Pacific said it sued to recover demurrage 
charges on freight cars held by the 
cement company on its tracks at Empire. 

“Petitioner contends,” the Western 
Pacific said, “that under the applicable 
tariffs demurrage must be computed 
from the time the cars were removed 
by respondent from petitioner’s tracks 
until they were returned thereto loaded, 
together with shipping instructions. 

“Respondent admits that each of such 
cars was in fact loaded with freight be- 
fore being returned to petitioner’s tracks, 
but contends that the cars were taken 
by it and held on its tracks as an ac- 
commodation for petitioner (the Western 
Pacific) ...” 

According to the petition, the cement 
company cited oral statements by the 
railroad’s station agent at Gerlach and 
various statements in letters written by 
agents and subordinate officials of the 
Western Pacific to support its conten- 
tion, “after petitioner’s failure to collect 
demurrage charges had been criticized.” 
The cement company also observed that 
no demurrage charges had been assessed 
or collected for almost 20 years for de- 
tention by the Pacific Portland Cement 
Co. of cars on its tracks, the petitioner 
said. 

The Western Pacific said that the ap- 
plicable demurrage tariff provisions 
were Item No. 500, Rule 1, Section A, 
providing that cars held by or for con- 
signors or consignees for loading, un- 
loading, forwarding direction or any 
other purpose were subject to the de- 
murrage rules; Item No. 510, Rule 3, 
Section 3, relating to computation of 
detention time for industries doing their 
own switching; Item No. 5(b), and Item 
No. 525, Rule 6. 

The trial court, the Western Pacific 
said, made the finding, among others, 
that the taking and holding of cars by 
the cement company was not solely for 
the benefit of the Western Pacific but 
was also of advantage to the cement 
company. It said that the U.S. Court 
of Appeals reversed, holding that be- 
cause no demurrage had been charged 
for more than 20 years “we must pre- 
sume that the parties understood and 
intended that the cars not be considered 


' appropriated” until they were spotted at 


the cement company’s platform. The 
Court of Appeals, according to the peti- 
tion, said that if it were held that the 
cars were “appropriated” when taken by 
the cement company, both parties to the 
suit would be guilty of violation of the 
Elkins act. 

“Basically,” the Western Pacific said, 
“the question . . . is whether the cars 
involved were ‘appropriated,’ as such 
word is used in the demurrage tariffs, 
when removed by respondent onto its 
own track and held on such tracks at a 
point five miles away from petitioner’s 
rail lines. However, in answering the 
question other provisions in the demur- 
rage tariffs must be considered, for the 
‘appropriation’ rule must be read in the 
light of the tariffs as a whole. Pennsyl- 
vania R. Co. v. Kittening I. & S. Mfg. Co., 
253 U.S. 319, 323; 64 L. ed. 928, 930. The 
Court of Appeals in construing such pro- 
Visions took the position that the in- 
tentions and understandings of the 
parties were controlling and, on the 


basis of a presumption of lawful conduct 
and on a finding ... that the cars were 
taken for the benefit of petitioner, held 
that there was no appropriation of the 
cars ... In taking this position the 
Court of Appeals disregarded other tariff 
provisions which make it clear that the 
cars were appropriated by respondent 
when taken from petitioner’s tracks. 
Item No. 500, Rule No. 1, Section A of 
the tariffs specifically provides that cars 
held for loading shall be subject to de- 
murrage. Thus it appears at the outset 
that if the cars involved were taken and 
held by respondent for loading re- 
spondent is subject to demurrage charges 
computed from the time of taking from 
petitioner’s tracks . . . The cars involved 
were detained on respondent’s tracks 
until loaded with freight and returned 
to petitioner’s tracks together with ship- 
ping instructions and, under Item No. 


53 


_| count mews 


5(b), this disposition determines the 
purpose, under the demurrage tariffs, 
for which the cars were held. There- 
fore the cars were held by respondent 
for loading from the time they were re- 
moved by respondent from petitioner’s 
tracks ... 

“The defense interposed by respondent, 
and adopted by the Court of Appeals, 
amounts to no more than an attempt by 
agreement, express or implied, to make 
an exception to the tariff without pub- 
lishing such exception in the tariffs. 
That the rates, fares, charges, rules, and 
regulations set forth in tariffs cannot 
be altered, varied or nullified by agree- 
ments, express or implied, is well 
settled ...” 


1.C.C. Has ‘Refused to Sound Death Knell’ 
Of Rail-Barge Transport, High Court Told 


Justice Department and Commission, in Brief in Rail-Barge Joint 


Rate Case in U.S. Supreme Court, Contend Railroads Place Undue 


Stress on Cost Factor in Waterway Rates. Rails File Reply Brief. 


In contending that rail-barge rates 
differentially lower than all-rail rates 
could be justified only if the Commission 
made an affirmative finding that rail- 
barge costs of transportation were lower 
than corresponding all-rail costs, the 
railroads that were attacking the Com- 
mission’s order in No. 26712, Rail and 
Barge Joint Rates, had adopted an “un- 
tenable hypothesis,” the Department of 
Justice and the Commission asserted in 
the government’s brief in the so-called 
rail-barge cases in the Supreme Court 
of the United States. 


Briefs of the appellants had been filed 
earlier in the rail-barge cases, brought 
to the Supreme Court on appeal from 
the federal district court for the north- 
ern Illinois district and now identified 
as No. 45, Alabama Great Southern et 
al., appellants, v. United States of 
America et al.; No. 46, Galveston Cham- 
ber of Commerce and Houston Port and 
Traffic Bureau, appellants, v. Same; No. 
47, Railroad Commission of Texas, ap- 
pellant, v. Same, and No. 48, Savannah 
Sugar Refining Corporation, appellant, 
v. Same (T.W., Oct. 21, p. 51). 


The railroad appellants have filed a 
reply brief, challenging assertions made 
in the government’s brief. 

Summarizing the argument in their 
brief; the Justice Department and the 
Commission said: 

“The rate differentials prescribed by 
the Commission are fully justified under 
the statutory standards and are reason- 
able. The Commission, in arriving at 
its expert judgment, has carefully con- 
sidered all material evidence presented 
in this voluminous record. It has taken 
into consideration the value of the re- 
spective services to shippers, the effects 
of rates upon traffic, applicable con- 
gressional policy, and all other relevant 
matters. It has excluded relative trans- 
portation costs from consideration be- 
cause of the inconclusive state of the 
record with respect to such costs. The 
attack of appellant-railroads on the or- 


der is grounded on the _ untenable 
hypothesis. that differentials can be 
justified only if there is an affirmative 
finding that rail-barge costs of trans- 
portation are lower than corresponding 
all-rail costs. There is no basis in the 
statute or decisions for such a restric- 
tive rule of rate making. 


“The argument of appellants that the 
assertedly lower all-rail costs are an ‘in- 
herent advantage’ of rail transportation 
which must be reflected in the rate 
structure cannot be sustained either 
factually or legally. ‘The Commission 
and the court below have correctly con- 
cluded that the record fails to estab- 
lish that present all-rail costs are lower 
than rail-barge costs. And there is no 
basis in law for the contention that 
barge rates must be kept artificially high 
to protect railroads from competition. 
Mississippi Valley Barge Line Co. v. 
United States, 292 U.S. 282. 

“The rate differentials here pre- 
scribed do not create unlawful or uncon- 
stitutional discriminations against par- 
ticular ports or shippers. The attack 
of the intervening shipper and port in- 
terests upon the order falls with the 
attack of the railroads. Geographical 
advantages do not constitute an undue 
preference. Rates otherwise lawful are 
not either unconstitutional (Louisiana 
Public Service Commission v. Texas & 
N. O. R. Co., 284 US. 125) or unlawful 
as discrimination (Interstate Commerce 
Commission v. Diffenbaugh, 222 US. 
42, 46) merely because shippers or ports 
which are favorably situated receive 
benefits from the rates not available to 
others.” 

Elsewhere in the government’s brief 
it was stated that for nearly 35 years 
Congress had encouraged the develop- 
ment of inland water transportation and 
had attempted to promote the inter- 
change of traffic between rail and water 
carriers. 

“The instant cases,” the brief con- 
tinued, “represent one aspect of the 
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long struggle over the role to be played 
by the inland water carriers in our 
national transportation system. To 
place the present controversy over rate 
relationships in perspective it is neces- 
sary briefly to trace the history of the 
struggle that has gone before.” 

The Justice Department and the Com- 
mission then recited legislative develop- 
ments since 1917 in the field of inland 
waterway transport. They reviewed the 
history of the Federal Barge Lines, the 
government-owned river carrier operated 
by the Inland Waterways Corporation. 
They noted that the Commission had 
directed connecting railroads to join 
with Federal in through routes and joint 
rates, except where the rail-barge 
through routes would result in undue 
circuity as compared with the all-rail 
routes. They said the Commission had 
adopted a 20 per cent differential (barge 
below rail rates) as a basis for the joint 
rates, except that where the water leg 
of the route was particularly short as 
compared to the rail leg, the prescribed 
differential was reduced to 10 per cent. 
They said similar orders had been issued 
with respect to applications of Missis- 
sippi Valley Barge Line Co. and Ameri- 
can Barge Line Co. 

Included in the transportation act of 
1940, the government’s brief continued, 
was a provision requiring the Commis- 
sion to precribe “such reasonable dif- 
ferentials as it may find justified be- 
tween all-rail rates and the joint rates 
in connection with such common carrier 
by water.” It said the 1940 act was 
“passed in an atmosphere of suspicion 
on the part of the advocates of water 
transportation because of fears that the 
natural advantages of such transporta- 
tion might be prejudiced under regula- 
tion by a Commission whose previous 
primary concern had been railroads.” 
It added that “to allay such general 
fears, and the specific fear that water 
carriers would be compelled to raise 
their rates to such an extent as to elimi- 
nate effective competition with railroads, 
Congress included in such act a number 
of provisions” considered in detail else- 
where in the government’s brief. 


Rails’ Share in Joint Rates 


Under the Commission’s order in No. 
26712, attacked by the appellants in the 
instant proceedings, the government 
said, the “entire burden of the differen- 
tials” was to be borne by the barge lines, 
and the connecting railroads were to 
receive substantially the same division as 
for the corresponding portion of all- 
rail service. 


“And,” it continued, “the differentials 
set forth in the order with respect to 
‘class’ rates represent merely an exten- 
sion, with modifications, of the prevail- 
ing pattern established by voluntary ac- 
tion or previously prescribed by the 
Commission. The differentials are stated 
in cents per hundred pounds, and are 
to be deducted from present first class 
all-rail rates. Thus subsequent changes 
in all-rail rates would have no auto- 
matic effect on rail-barge rates.” 


After observing that the three-judge 
district court, on January 12, 1950, had 
upheld validity of the Commission’s or- 
der, the Justice Department and I.C.C. 
said that.the district court’s opinion an- 


swered the principal contention of ap- 
pellants as follows: 

“In the instant case, assuming that 
the operating costs of the railroads are 
less than those of the barge lines, it 
does not follow that joint barge-rail 
rates should be equal to or greater than 
all-rail rates, for so to hold would be 
utterly to disregard the relative values of 
the respective services and, incidentally, 
to end effectively all joint barge-rall 
traffic, since that traffic depends on the 
existence of rates differentially lower 
than those charged by the railroads, 
which provide to the shipper a far su- 
perior service.” 


Status of Cost Factor in Rates 


It was asserted in the government’s 
brief that the appellants must argue, and 
did argue, that lower transportation 
costs were, as a matter of law, a “sine 
qua non” to a conclusion that differen- 
tials were justified. 

“We propose to demonstrate,” the 
Justice Department and I.C.C. said, 
“that there is no basis in the statute, 
its legislative history, or decided cases, 
for this arbitrary singling out as con- 
trolling of one factor among the many 
factors which go into rate-making. 

“It is also essential to a proper ap- 
praisal of these cases to recognize that 
they do not involve the imposition of 
rates upon rail carriers which those 
carriers assert are too low, or confisca- 
tory. In fact, they do not involve the 
fixing of rail rates at all .. . What the 
railroads are objecting to is competition— 
not the imposition of rates upon 
them. .. 

“The Commission has neither in- 
quired into nor reached any conclusions 
in the present proceeding with respect 
to the reasonableness of existing rail 
rates. It has simply determined that 
differentials between present all-rail 
rates and rail-barge rates are justified 
because, among other things, of the 
lower value of barge services, and the 
willingness of the barge lines to furnish 
such services at a cost of shippers lower 
than the rail rate. And the differentials 
which were prescribed were substan- 
tially as proposed by the barge lines, 
and were designed to establish a level 
of rates which would compensate the 
barge lines and provide a return upon 
investment. 


Railroads and Barge Competition 


“The railroad-appellants seek to es- 
tablish the principle that, as a matter 
of law, they are entitled to protection, 
under the guise of preservation of ‘in- 
herent advantages,’ from the legitimate 
competition of barge lines. The rail- 
roads make the curious argument that 
because they render a ‘superior’ service 
costing less than the ‘inferior’ service 
provided by the barge lines, the Inter- 
state Commerce Commission must forbid 
the barge lines to compete with the 
railroads by charging a lower rate for 
barge transportation—in other words, 
the Commission must keep the rail- 
barge rates as high as the all-rail rates 
in order not to deprive the railroads of 
their ‘inherent advantages of lower cost 
of service and superiority of service’... 
This reduces itself to a contention that 
the shippers and consuming public 
should not be allowed to obtain the in- 
ferior barge service for less, even though 
the barge lines are willing to receive 
less. ° 

“The railroads have made no conten- 
tion. in’ this proceeding that, in view 
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of their lower operating costs, the all- 
rail rates should be reduced to meet the 
competitive rail-barge rates. If the raii- 
roads were complaining that the Com- 
mission’s order compelled them to main- 
tain all-rail rates at an artificial, un- 
economic, unduly higher level in order 
to give the barge lines a competitive ad- 
vantage, the case would assume an en- 
tirely different aspect. But the railroads 
desire to eliminate the differentials not 
by reducing the all-rates but by increas- 
ing the rail-barge rates. And that is 
a crucial fact in this case .. .” 

The government’s brief quoted a pro- 
viso of section 305(c) of the act that 
“differences in the classifications, rates, 
fares, charges, rules, regulations, and 
practices of a water carrier in respect 
of water transportation from those in 
effect by rail carrier with respect to rail 
transportation shall not be deemed to 
constitute unjust discrimination, preju- 
dice, or disadvantage, or an unfair or 
destructive competitive practice, within 
the meaning of any provision of this 
act.” Congress would not have made 
that provision if it had intended that 
voluntary rates of water carriers should 
be tested for validity against correspond- 
ing rail rates, the government said. 

“If the Commission were to be re- 
quired to establish water and rail rate 
relationships on the basis of relative 
costs,” it continued, “it is obvious that 
section 305(c) would never have been 
enacted. The provision lays down the 
rule that water rates are not to be 
tested for validity against rail rates. 
Yet this is precisely what appellants 
seek to do here with respect to the water 
portion of rail-barge rates.” 

The Justice Department and the Com- 
mission averred that the order in No. 
26712 carried out the mandate of the 
national transportation policy “by estab- 
lishing rates which will make it possible 
for barge lines to continue to perform 
the useful function of providing inex- 
pensive service to the shippers on 
through routes.” 

“The Commission has refused to sound 
the death knell of rail-barge transporta- 
tion by requiring parity of rates for 
services which, though competitive, are 
economically unequal,” they added. 

They averred that, “surely, in arriving 
at an informed judgment the Commis- 
sion was entitled to consider the reiter- 
ated congressional determination that 
barge line operations and interchange 
of traffic should be encouraged.” 


Pertinent provisions of the interstate 
commerce act, the government’s brief 
averred, showed that, far from making 
relative costs of rail and water carriers 
the sole or controlling consideration in 
establishing joint rates, the statute made 
no mention of such a consideration. 

“The statutory standards with refer- 
ence to water rates generally look in the 
opposite direction,” it said. 

According to the brief, “the rule that 
costs should constitute the controlling 
factor in rate making would wreck 
havoc with the entire existing structure 
of rail rates throughout the country.” 


Views on F.B.L. Deficits 


“Appellants suggest,” said the Justice 
Department and I.C.C., “that the oper- 
ating deficits incurred by Federal (Barge 
Lines) somehow constitute a refutation 
of the Commission’s premise, accepted 
by the district court, that the barge di- 
vision of the proposed joint rates would 
be sufficient to cover barge costs and 
yield a return upon investment. But 
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the record does not indicate, and the 
Commission did not find, that the cause 
of Federal’s deficits was either the carry- 
ing of goods generally at less than cost 
or the handling of interchange traffic 
at rates below cost. We think that an 
examination into the history of Federal’s 
operations would reveal that its deficits 
have resulted from its pioneering devel- 
opmental work in areas in which private 
barge lines have been reluctant to oper- 
ate. But in any event it is clear that 
there is no basis in this record for the 
inference that rail-barge rates have not 
been compensatory. Accordingly, the 
suggestion that Federal’s deficits have 
any bearing upon the validity of the 
Commission’s order is wholly unwar- 
ranted.” 

Dealing with allegations by the Sa- 
vannah Sugar Refining Corporation and 
the Texas port interests that New Orleans 
would be unduly preferred over them by 
the Commission’s order, the Justice De- 
partment and I.C.C. said that the rate 
differentials prescribed by the Commis- 
sion did not prefer the ports of one state 
over another. 

“If there is a preference here,” they 
said, “it is in favor of ports on inland 
waterways irrespective of in what state 
they happen to be located .. . As the dis- 
trict court noted, ‘in this case, the pref- 
erence of which the intervenors complain 
is not given by a regulation of commerce 
but by a favorable geographic loca- 
Gon...” 

“Appellants ask this Court to substitute 
its judgment as to the relative weight 
to be attributed to various factors for the 
judgment of the Commission. It is a 
familiar rule that this Court will not 
assume such a function .. .” 


Railroads’ Reply 


The railroads, in their reply brief, as- 
serted that there were no findings in the 
Commission’s report in No. 26712 to in- 
dicate that the Commission was attempt- 
ing to determine the reasonableness and 
lawfulness of the joint rates and differ- 
entials according to the transportation 
standards of the act. 


“Repeated assertions of appellees that 
the order was based on applicable statu- 
tory standards do not, of course, take the 
place of the missing findings,” they said. 


“Throughout the brief of the United 
States and the Commission,” said the 
railroad-appellants, “reference is made 
to the ‘statutory standards’ as if only 
part III of the interstate commerce act 
were involved. But this court made it 
quite clear in Interstate Commerce Com- 
mission v. Mechling, 330 U.S. 567, 574- 
577, that section 307(d) of the act was 
subject to the specific limiting standards 
of other applicable sections of the inter- 
state commerce act. It is plain from the 
decisions of this court that the provisions 
of part I of the act are to be considered 
along with those of part III of the act. 
Furthermore, by section 1(1) of the act, 
the joint rates are subject to the pro- 
visions of part I of the act. Under sec- 
tions 1(4) and 1(5) (a), they are re- 
quired to be just and reasonable. They 
must not be unduly preferential or prej- 
udicial under section 3(1). Under section 
15a(2) the Commission is required to take 
into consideration various factors in the 
exercise of its power to prescribe just 
and reasonable rates. The brief does not 
discuss these ‘statutory standards.’ ... 

“To say that, when the Commission 
fixes differentials between competing car- 
riers, it shall consider the effect on only 
one of them does not make sense... 


No warrant in law or reason can be found 
for saying that the Commission should 
give no consideration to the effect of the 
differentials on the traffic of the rail 
carriers. 


‘Statutory Standards’ 


“The discussion of the ‘statutory stand- 
ards’ in the brief of the United States 
and the Commission arrives at the con- 
clusion that the Commission must ‘pre- 
serve the ability of water carriers to 
charge low rates,’ for which Interstate 
Commerce Commission v. Mechling, 330 
U.S. 567, is cited as authority. If the 
ability of the water carriers to charge 
low rates does not depend on their op- 
erating cost, upon what does it depend? 

“That was made very clear by this 
Court in the Mechling case when it said: 

““Although barge lines were much 
slower than railroads, they were less 
expensive to operate and therefore could 
afford to transport freight much more 
cheaply than railroads.’ 330 U.S. at 570. 

“The issue is thus very simple. If, 
with respect to this particular traffic, 
the barge-rail routes are ‘less expensive 
to operate’ and can afford to transport 
traffic ‘much more cheaply than rail- 
roads,’ they are entitled to differentials. 
If they are not, they are not entitled to 
differentials simply because their service 
is inferior.” 

According to the railroads’ reply brief, 
the entire argument of the United States 
and I.C.C. was based on “the assumption 
that the joint rail-barge rates are com- 
pensatory and reasonable” and that the 
railroads, to protect all-rail traffic, were 
trying to force the joint rates above a 
reasonable level. 

“This argument, which is a flagrant 
misstatement of appellants’ contentions,” 
said the railroads, “is based upon an 
assumption of fact which cannot be 
supported by the Commission’s findings. 
. . . Appellees have no right to state as 
a fact that the Commission established 
the rates on the premise that the com- 
pensation received by the barge lines will 
cover their costs and yield a return on 
investment. The Commission made no 
such finding. 


Position of Railroad-Appellants 


“ |. . We do not contend that a serv- 
ice is to be priced in total disregard of 
its values to the consumer. We do not 
contend that the consumer must pay 
just as much for an inferior service 
simply because there is no showing that 
it costs less to furnish the inferior serv- 
ice. Furthermore, we do not contend 
that costs are the sole determinative 
factor in rate-making, that either the 
all-rail or barge-rail rates must be based 
entirely on costs or that the differentials 
must accurately reflect costs. 


“Appellants contend that the Com- 
mission has no power to prevent a su- 
perior service from meeting the rates 
of an inferior service if it wishes to do 
so, unless the inferior service can be 
provided at a lower cost. 


“Assuming that he can do so at just 
and reasonable rates, it is perfectly 
proper for the operator of an inferior 
service to sell that service for less if he 
is willing to accept less than the opera- 
tor of a superior service, even though his 
service may not be less expensive to fur- 
nish. What appellants contend is that 
the Commission has no power to estab- 
lish a differential between the rates of 
the two services to prevent the superior 
service from meeting its competition un- 
less the inferior service can be furnished 
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at lower cost. There is a vast difference 
between what carriers may do voluntarily 
and what the Commission may compel 
them to do. 

“Appellants have no objection to the 
consideration of value of service and all 
other proper factors in the determina- 
tion of the measure of such differentials 
as are justified by economy of service. 
When no such economy is present, how- 
ever, the fixing of differentials between 
competing modes of transportation sole- 
ly on the basis of the value of their 
respective services is not only wrong in 
principle but is a mockery of the na- 
tional transportation policy. The whole 
philosophy of the national transporta- 
tion policy is by fair and impartial regu- 
lation to encourage, rather than pe- 
nalize, economy and efficiency of opera- 
tion. . .. Only where the Commission 
finds that barge-rail cost justify barge- 
rail rates lower than all-rail rates found | 
to be minimum reasonable rates may the 
Commission prevent the rail lines from 
meeting the barge-rail competition. But 
that is not this case... 


“Appellees continue to suggest that 
the barge lines are willing to bear the 
burden of the differential and do not 
seek -to impose it on the rail lines, as 
if this in some way constituted justifi- 
cation for the differentials. This is an- 
other variation on the value of service 
theme, which, as has already been 
shown, in and of itself does not consti- 
tute justification for the establishment 
of differentials.” 


The railroads said there was nothing 
in the Commission’s findings to show 
that the Commission designed the rail- 
barge joint rates to give the railroads 
substantially the same division they now 
received from corresponding all-rail 
routes. 


1.C.C. Seeks to Enjoin 
Chicago-Nebraska Motor 


The Commission has filed a com- 
plaint with the federal district court 
in Chicago, seeking to enjoin Frank 
Kornfeind and Sam J. Butera, doing 
business as the Chicago-Nebraska Mo- 
tor Express, from engaging in interstate 
commerce by common carrier truck be- 
tween Chicago and Omaha, Lincoln and 
Hastings, Neb., without having in force 
a certificate of public convenience and 
necessity. The complaint asserted that 
since May 1, 1950, Chicago-Nebraska had 
made a number of hauls between Chi- 
cago and Nebraska, handling such com.-- 
modities as candy, brass tubing, steel 
fittings, agricultural implements, paint, 
tires and tubes. 





Dollar Interests Regain 


Title to ‘President Line’ 


Denial of certiorari by the Supreme 
Court of the United States, November 
13, in No. 353, Emory S. Land et al., 
petitioners, v. Dollar Steamship Lines et 
al., had the effect of making conclusive 
a federal appeals court decision that 
stock of the American President Lines, 
Ltd., ownership of which has_ been 
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claimed by the Maritime Commission 
(since succeeded by the Maritime Ad- 
ministration and Federal Maritime 
Board in the Department of Commerce), 
was actually owned by the Dollar inter- 
ests (T.W., Nov. 4, p. 62). 

The Dollar interests (R. Stanley Dol- 
lar and others) had delivered the stock 
of the Dollar Steamship Lines, the 
name of which _ subsequently was 
changed to American President Lines, 
Ltd., to the Maritime Commission in 1938 
in return for release of Dollar Steam- 
ship Lines from certain obligations to 
the commission. The Dollar interests 
instituted litigation against Admiral E. 
S. Land, then chairman of the Maritime 
Commission, and other members of the 
commission when, in 1945, the commis- 
sion made a public offer to sell the stock 
of American President Lines to the 
highest bidder and received a bid of 
$8,000,000 for the stock. 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 


rosecutions, in federal courts, for vio- 
ations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 


below. 





Wyoming district, at Cheyenne. Pay- 
ment of a forfeiture to the United States 
was required, October 23, of Fordyce G. 
Pittman, dba Pittman Transportation 
Co., of Cheyenne, in the sum of $442, 
pursuant to a stipulation between the 
defendant and the United States at- 
torney for the Wyoming district, in a 
civil action charging the defendant with 
violations of section 222(h) of the act. 
The defendant, a Class I common car- 
rier of property, was charged with failing 
to file monthly reports of excess hours of 
drivers and reports of accidents within 
the time specified by the Commission. 


Eastern New York district, at Brooklyn. 
Herbert Malloy and Philip Malloy, dba 
Malloy Brothers, of Jamaica, N.Y., were 
fined $250, November 2, following their 
separate pleas of guilty to an information 
charging them with operating as a com- 
mon carrier of property for compensa- 
tion without a certificate authorizing the 
described operations. The fine was paid. 


Maryland district, at Baltimore. Serv- 
ice Trucking Co., Inc., of Federalsburg, 
Md., on October 27, was fined $1,575 and 
costs, following entry of its plea of guilty 
to an information charging it with fail- 
ing to require its drivers to keep drivers’ 
logs in the form and manner prescribed 
by the Commission. The fine and costs 
were required to be paid. It was shown 
that in some cases drivers showed them- 
selves on their logs to have been off 
duty for all or parts of certain days, 
and that the defendant knew that these 
drivers were not off duty during these 
periods; and in other cases it was shown 
that the defendant failed to obtain from 
its drivers logs containing all of the 
information required thereon. 

Texas southern district, Houston di- 
vision, at Houston. On October 4 and 
25, fines totaling $600 were imposed on 
J. A. Truelock and Sansaw Products, 
Inc., both of Houston, following entry 
by J. A. Truelock of his plea of guilty 


its plea. of nolo contendere to an in- 
formation charging each of them with 
violations. Truelock was fined $250 and 
Sansaw Products, Inc., was fined $350. 
The fines were required to be paid. True- 
lock was charged with operating as a 
common carrier of property for com- 
pensation without a Commission certifi- 
cate authorizing the described opera- 
tions. Sansaw Products, Inc., a shipper 
which utilized the services of the car- 
rier, was charged with aiding and abet- 
ting in the unauthorized operations. 


New Mexico district, at Albuquerque. 
Broome Furniture Co., of Albuquerque, 
on October 12, was fined $250 following 
entry of its plea of guilty to an infor- 
mation containing 15 counts charging it 
with violations. The fine was imposed 
on five counts of the information and 
imposition of sentence was suspended on 
the remaining 10 counts. The fine was 
paid. The defendant, a private carrier 
of property, was charged with permitting 
and requiring drivers in its employ to 
drive and operate vehicels for excessive 
daily hours, and with failing to require 
its drivers to keep drivers’ logs. 

Oklahoma western district, at Okla- 
homa City. On October 26, Cecil B. 
Yoder, of Mangum, Okla., was fined $200 
following entry of his plea of nolo con- 
tendere to an information charging him 
with aiding and abetting a motor car- 
rier to engage in unauthorized opera- 
tions, in violation of part II. The fine 
was required to be paid. 


Ohio northern district, western divi- 
sion, at Toledo. Riggs Dairy Express, 
Inc., of Versailles, O., on October 27, was 
fined $800 and costs following entry of 
its plea of guilty to an information 
charging operation as a common Carrier 
of property without a Commission cer- 
tificate authorizing the described opera- 
tion. The fine and costs were paid. 

Northern Mississippi district, Delta di- 
vision, at Clarksdale. Robert B. Nance, 
of Clarksdale, was fined $330, November 
7, following his plea of guilty to an in- 
formation charging him with operating 
as a common carrier of property for 
compensation without a certificate au- 
thorizing such operations. The fine was 
required to be paid. 

New Jersey district, at Trenton. 
Cooper Motor Lines, Inc., of Greenville, 
S.C., on November 6, was fined $2,000 
following entry of its plea of guilty to 
an information charging the defendant, 
a common carrier of property, with fail- 
ing to instruct its employes with respect 
to the Commission’s regulations apply- 
ing to the transportation of explosives 
and other dangerous articles, with failing 
to placard a vehicle which was trans- 
porting poisonous gas, and with trans- 
porting in the same vehicle a poisonous 
gas and an inflammable liquid, all in 
violation of the Commission’s explosives 
regulations. The fine was required to 
be paid. 

Texas northern district, Fort Worth 
division, at Fort Worth. Fines totaling 
$600 were imposed, November 7, on H. 
F. Proctor and Southern Asphalt & 
Petroleum Co., a partnership com- 
posed of Virgil E. Jackson and Mrs. 
Thomas E. Cole, all of Fort Worth, fol- 
lowing entry by defendant H. F. Proctor 
of his plea of guilty and entry by de- 


fendant Southern Asphalt & Petroleum’ 


Co. of its plea of nolo contendere to an 
information charging each of them with 
violations. Each defendant was fined 
$300. All fines were required to be paid. 


and entry by Sansaw Products, Inc., of H. F. Proctor was charged with engag- 
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ing in the business of a contract carrier 
of property for compensation, without a 
Commission permit authorizing him to 
engage in such business. Southern 
Asphalt & Petroleum Co., a shipper 
which utilized the services of the de- 
fendant carrier, was charged with aid- 
ing and abetting the carrier in such 
unauthorized operations. 


Texas northern district, Fort Worth 
division, at Fort Worth. On November 
7, Southern Asphalt & Petroleum Co., 
a partnership composed of Virgil E. Jack- 
son and Mrs. Thomas E. Cole, of Fort 
Worth, was fined $300 following entry 
of its plea of nolo contendere to an 
information charging the defendant, a 
private carrier of property, with per- 
mitting and requiring drivers in its 
employ to operate vehicles in the trans- 
portation of property for excessive daily 
hours and to remain on duty for exces- 
sive weekly hours, and with failing to 
have in its files doctors’ certificates of 
physical examination for its new drivers. 
The fine was required to be paid. 

Northern Mississippi district, Delta 
division, at Clarksdale. John W. Milam 
and Leslie F. Milam, dba Milam Broth- 
ers Truck Lines, of Glendora, Miss., 
were fined $960, November 7, following 
their separate pleas of guilty to an in- 
formation charging them with operating 
as a common carrier of property for com- 
pensation without a certificate authoriz- 
ing such operations. The fine was re- 
quired to be paid. 

Pennsylvania middle district at 
Scranton. Anthony C. Macri, dba A. C. 
Macri Transportation, Wilkes-Barre, Pa., 
on October 26, was fined $1,000 follow- 
ing entry of his plea of guilty to an 
information charging Operation as 2a 
common carrier of property for com- 
pensation without a Commission cer- 
tificate authorizing the described opera- 
tions. The defendant was required to 
pay $500 of the fine. Execution of sen- 
tence with respect to the remaining 
$500 was suspended and the defendant 
placed on probation for two years. 

Texas north district, Fort Worth divi- 
sion, at Fort Worth. On November 6, 
Fort Worth Poultry and Egg Co., Fort 
Worth, was fined $750 following entry 
of its plea of nolo contendere to an 
information charging the defendant, a 
private carrier of property, with failing 
to require drivers in its employ to keep 
drivers’ logs and with failing to have 
in its files doctors’ certificate of physical 
examination for its new drivers. ‘The 
fine was required to be paid. 

Texas northern district, Fort Worth 
division, at Fort Worth. On November 
7, D. C. Hall Transport, Inc., Fort Worth, 
was fined $500 following entry of its plea 
of nolo contendere to an information 
charging operation as a common Carrier 
of property for compensation without a 
Commission certificate authorizing the 
described operations. The fine was re- 
quired to be paid. 

Texas northern district, Fort Worth 
division, at Fort Worth. On November 
7, H. T. Priddy, Jr., of Fort Worth, was 
fined $375 following entry of his plea 
of nolo contendere to an information 
charging the defendant, a private carrier 
of property, with failing to require 
drivers in his employ to keep drivers’ 
logs and with failing to have in his files 
doctors’ certificates of physical examina- 
tion for his new drivers. The fine was 
required to be paid. 

New Jersey district, at Trenton. Lake- 
wood Sedan Service, Inc., of New York, 
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N.Y., on November 6, was fined $375 
following entry of its plea of guilty to 
an information charging it with operat- 
ing aS a common carrier of passengers 
for compensation without having filed 
with the Commission evidence of ap- 
proved security for protection of the 
public as required by the insurance rules 
and regulations. The fine was required 
to be paid. 













MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 
Cases Recently Decided by 








State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 











Court of Civil Appeals of Texas, San An- 
tonio 
Whenever the commission of acts de- 
nounced as wrongful by Penal Code 
results in invasion of property rights of 
another, the injured person may protect 
himself by injunction. 


The solicitation of claims against rail 
carriers for delays in transit, breakage 
of containers, failures to carry out ship- 
ping instructions and similar matters re- 
lating to shipment of fruit and vege- 
tables and instigating others to file 
claims and lawsuits against carriers and 
threatening instigation of claims and 
suits were in violation of barratry law 
and were an invasion of carriers’ prop- 
erty rights and would be enjoined, where 
some of the claims presented had no 
factual basis for liability or were for 
excessive amounts. Vernon’s Ann. P. C. 
art. 430. 


A bureau engaged in business of prose- 
cuting and presenting claims of fruit 
and vegetable shippers against rail car- 
tiers could ascertain facts relating to 
movements of a particular freight car 
without thereby engaging in unauthor- 
ized “practice of law”. Vernon’s Ann. 
P.C. art. 430. 

The repeal of statute relating to cor- 
poration or association practicing law 
did not deprive judicial department of 
government of power to define practice 
of law. Vernon’s Ann. P. C. art. 430; 
Acts 1949, c. 301. 

The provision in uniform straight bill 
of lading requiring notice of or the mak- 
ing or presenting of claims for loss, 
damage or injury is inserted for benefit 
of carriers, and its purpose is to give the 
carrier an opportunity to investigate or 
inquire as to movements or condition of 
certain shipment while the facts bearing 
on the justice of the claim are readily 
available. 

The rule limiting practice of law to 
tained and qualified persons is founded 
® principle of public benefit and pro- 
lection, and the rule does not go beyond 
such principle, and should not be ex- 
tended beyond the requirements of the 
a good. Vernon’s Ann. P. C. art. 

0. 

_A person is not entitled to an injunc- 
tion to restrain actions which he may 
prevent by acting for himself. 

_Under rule that one is not entitled to 
Injunction to restrain actions which he 
May prevent by acting for himself, rail 
Carriers were not entitled to injunction 
straining bureau from engaging in 
bractice of law by securing agreements 
ftom fruit and vegetable shippers au- 









































































thorizing bureau to settle claims and by 
accepting compromise offers, where car- 
riers’ agents entered into negotiations 
with bureau’s representatives and made 
offers of payment and agreed upon terms 
of settlement in conference in course of 
such negotiations. Vernon’s Ann. P. C. 
art. 430. 


Where various actions taken by bu- 
reau on conducting business of prosecut- 
ing and presenting claims of fruit and 
vegetable shippers against rail carriers 
were divisible, injunction would not is- 
sue to restrain those actions which were 
legal or those actions concerning which 
the carriers were in no position to com- 
plain. Vernon’s Ann. P. C. art. 430. 


Where bureau had for a number of 
years operated in the same way its busi- 
ness of prosecuting and presenting fruit 
and vegetable shippers’ claims against 
rail carriers, any cause of action the 
carriers may have had by reason of such 
methods of operation had fully accrued, 
and hence carriers were not entitled to 
declaratory judgment with respect to 
practice of law by bureau. Vernon’s 
Ann. Civ. Ct. art. 2524-1; Vernon’s Ann. 
P. C. art. 430. 


The Uniform Declaratory Judgments 
Act does not provide for the giving of 
merely advisory opinions on the part of 
courts, and in government this is a duty 
of the executive branch, and in private 
business it is the function of the legal 
profession. Vernon’s Ann. Civ. St. art. 
2524-1. 

A declaratory judgment should not be 
based upon facts which are particularly 
subject to mutation and change. Vern- 
on’s Ann. Civ. St. art. 2525-1. 

The fact that an agency of the state 
bar is not a party is a matter which may 
be properly considered in determining 
whether a declaratory judgment relating 
to the practice of law should be rendered. 
Vernon’s Ann. Civ. St. art. 2524-1, Sec. 6. 

In the absence of special circumstances, 
a court will not attempt to determine the 
admissibility of evidence which may be 
offered upon the trial of a lawsuit which 
subsequently may be filed (Southern 
Traffic Bureau v. Thompson, 232 S. W. 
2nd 742). 


United States District Court, E. D. Michi- 
gan, S. D. 


In action to enjoin violation of Inter- 
state Commerce Act, where alleged con- 
tract carrier claimed to be only lessor of 
vehicles and claimed that alleged shipper 
was in fact private carrier using leased 
vehicles, failure of purported private 
carrier to appear, plead and defend case 
raised presumption and created strong 
inference that its records and operations 
under lease agreements would tend to 
support charges that it was collaborating 
with purported lessor in unlawful trans- 
portation operations. Interstate Com- 
merce Act, Secs. 201 et seq., 206(a), 209 
(a), 222(b), 49 U.S.C.A. Secs. 301 et seq., 


| 306(a), 309(a), 322(b). 


Issue as to whether purported lessor 
of vehicles was in fact contract carrier 
subject to regulation would be deter- 
mined by how much of the service which 
goes with ordinary contract carriage for 
compensation was being furnished by 
such lessor in additions to leased ve- 
hicles and whether on the whole trans- 
portation service was being rendered to 
lessee rather than mere furnishing of ve- 
hicles for private operation. Interstate 
Commerce Act, Secs. 201 et seq., 206(a), 
209(a), 222(b), 49 U.S.C.A. Secs. 301 et 
seq., 306(a), 309(a), 322(b). 

In action to enjoin violation of Inter- 
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state Commerce Act, evidence negatived 
alleged carrier’s assertion that shipper 
was transporting property as private 
carrier using vehicles leased from alleged 
contract carrier. Interstate Commerce 
Act, Secs. 201 et seq., 204(a) (6), 222(b), 
49 US.C.A. Secs. 301 et seq., 302(a) (6), 
322(b). 

Motor Carriers Act of 1935, being a 
remedial statute, should be liberally in- 
terpreted to effect its evident purpose. 
Interstate Commerce Act, Sec. 201 et 
seq., 49 U.S.C.A. Sec. 301 et seq. 

In order for operations under purported 
lease to be those of shipper as private 
carrier, so as to relieve lessor from com- 
plying with regulations imposed upon 
contract carriers, it was necessary that 
shipper have had sole possession and 
control of leased motor vehicle equipment 
and to have exercised rights of owner- 
ship over such vehicles during existence 
of lease. Interstate Commerce Act, Secs. 
201 et seq., 206(a), 209(a), 222(b), 49 
U.S.C.A. Secs. 301 et seq., 306(a), 309(a), 
322(b). (Interstate Commerce Commis- 
sion v. Isner, 92 F.Supp. 582). 


United States Court of Appeals, Ninth 

Circuit 

Published tariffs are binding on both 
carrier and shipper and shipper’s liabil- 
ity under such tariffs cannot be waived 
by any arrangement, understanding or 
course of conduct between parties. In- 
terstate Commerce Act, Secs. 2, 3(1), 
6(7), 49 U. S. C. A. Secs. 2, .3(1), 6(7). 

Where if shipper knowingly appro- 
priated cars when it first took them into 
its own tracks, and if carrier willfully 
failed to charge demurrage computed 
from time appropriation first took place, 
both parties were guilty of crimes, in 
absence of substantial evidence to con- 
trary, it would be presumed that both 
parties conducted their business in com- 
pliance with law, and as it was undis- 
puted that demurrage was charged only 
from time cars were spotted for loading, 
it would be presumed that parties un- 
derstood and intended the cars not be 
considered appropriated until that time. 
Elkins Act, Sec. 1(1), 49 U. S. C. A. Sec. 
41(1). 

Under demurrage rules providing that 
disposition at point of detention deter- 
mines purpose for which a car is held 
and rule applicable thereto, and when 
detention occurs depends on when there 
is appropriation under demurrage rule 
which provides that if an empty car is 
appropriated without being ordered it 
shall be considered as having been so 
ordered and actually placed at time so 
appropriated, occurrence of appropria- 
tion rests on intentions and understand- 
ing of parties. 

Where for 20 year period carrier 
placed extra cars on shipper’s tracks 
for storage purposes due to carrier’s lack 
of facilities and both parties regarded 
cars stored on shipper’s tracks as being 
held benefit of carrier and subject to 
carrier’s control, and carrier computed 
demurrage charges from time when cars 
were spotted for loading by shipper, cars 
were appropriated by shipper within de- 
murrage rules at time they were spotted, 
and shipper could not be charged de- 
murrage prior thereto. Interstate Com- 
merce Act, Secs. 2, 3(1), 6(7), 49 
U. S. C. A. Secs. 2, 3(1), 6(7). (Pacific 
Portland Cement Co. v. Western Pac. R. 
Co., 184 F. 2d 34). 





It may seem a simple thing to transport a carload 
of cattle from farm to market— and in one sense it is. 
But to ship these cattle so they will arrive in top con- 
dition—that’s something else. 


i And this is where Rock Island 
— comes into the picture. 


Our livestock specialists know cattle 
and what it takes to keep them happy 


ing with cattle shippers for many a long 
year. Cars are modern, scientifically designed . . . schedules 
are adjusted to meet feeding and watering conditions... 
the ‘‘en route attention” is assurance of complete 

shipping satisfaction. 


May we tell you more? Get in touch with 
one of our representatives. He will be glad 
to give you detailed information concerning 
your shipping problems... without obliga- 
tion, of course ... or address........--) 


Rock 
Island 


TRAFFIC WoR:D 


K. D. McKENZIE 

General Live Stock Agent 

804 Live Stock Exchange Bldg. 
Kansas City 15, Mo. 

Phone Victor 3900 
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Rising Rail Baggage Service Losses 
Shown in I.C.C. Bureau's Report 


‘Monthly Comment’ Contrasts 1949 Revenue of $2.9 Million With 
Baggage Service Wages of $22.2 Million. Rail Financial Results 
Compared for Three Periods. Freight Commodity Data Shown. 


The November “monthly comment” of 
the Commission’s Bureau of Transport 
Economics and Statistics, discussing in- 
creasing annual losses in operating rail- 
way baggage service, says that in the 
calendar year 1949 the baggage revenue 
amounted to $2.9 million, but the wages 
alone as paid to road passenger baggage- 
men, supervising baggage agents, and to 
baggage agents and assistants, totaled 
$22.2 million, or more than 7 times the 
revenue received from the service. 


The comment, issued as information 
not considered or adopted by the Com- 
mission, also compared railway financial 
results for the first nine months of the 
years 1950, 1949, and 1948, and reported, 
among other things, on the net corpo- 
rate working capital of Class I railroads, 
the increase in rail employment, the re- 
placement of main track rails with 
heavier weight rail, freight commodity 
statistics for the first half of the years 
1950 and 1949, freight forwarder income, 
and the volume of intercity passenger 
traffic. 


The bureau said an examination of 
available figures for baggage service of 
Class I line-haul railroads “indicates 
something of the substantial and in- 
creasing annual losses in this service 
which contribute to the so-called ‘head- 
end’ (baggage, express, mail, and milk) 
deficit in passenger and allied services.” 

“In the calendar year 1949,” the bu- 
reau continued, “the baggage revenue 
amounted to $2.9 million, but the wages 


alone, which were paid to road passen- - 


ger baggagemen, supervising baggage 
agents, and to baggage agents and as- 
sistants, totaled $22.2 million, or more 
than 7 times the revenue received from 
the service. In 1945 these wages ag- 
gregated about 4 times the revenues. 
..., the amounts of baggage revenue 
declined successively each year from 
1945 through 1949 whereas the wages 
paid to the above mentioned classes of 
employes increased successively in each 
year. Revenues between the two years 
fell 214 per cent but the total wages 
rose by 44.0 per cent.” 


A table set forth in the bureau’s com- 
pilation showed baggage revenue and 
wages for handling passenger baggage 
for the years 1945-49. (See table repro- 
duced herein—Baggage Revenue— 
Wages). 

The bureau said that indeterminate 
amounts of additional wages in baggage 
Service, which could not be separately 
determined from the bureau’s wage sta- 
tistics, were not included in the figures 
In its table. 

“Presumably, however,” it continued, 


“several million dollars of annual com- 
pensation for this service are included 
in the $30.4 million in 1949 paid by the 
carriers to ‘baggage, parcel room and 
station attendants.’ Nor do the fore- 
going figures take any account of sub- 
stantial costs for maintenance, repairs 
and depreciation on baggage cars and 
on combination cars having baggage 
space, the cost of hauling and switching 
these cars, nor the cost of maintaining 
baggage room space. None of this in- 
formation can be developed from avail- 
able statistics. Conjecturally, total cost 
of baggage service is much less than 
that involved in mail and express serv- 
ices. Because the total baggage revenue 
is both absolutely and relatively insig- 
nificant in comparison with the revenues 
from the other classes of ‘head-end’ 
traffic, however, it seems possible that 
the relative loss on this service may be 
greater than in these other services.” 


Rail Financial Results 


In comparing selected items from the 
financial returns of Class I railways for 
the first three-fourths of the years 1950, 
1949, and 1948, the bureau said the car- 
riers’ net income after all charges 
amounted to approximately $465.0 mil- 
lion in the 1950 period as compared with 
$279.0 million in the comparable 1949 
period and $504.6 million in 1948. 


“Although the carriers’ operating rev- 
enues for the first 9 months of 1950 
increased $249.6 million or 3.8 per cent 
over those of 1949,” continued the bu- 
reau, “they were $403.8 million or 5.6 
per cent below the level of the same 
period in 1948. Federal income tax ac- 
cruals increased from $200.6 million in 
the 1949 period to $342.3 million in 1950 
or 70.6 per cent. This increase is largely 
the result of a combination of increased 
earnings and accruals for the 1950 in- 
crease in income tax rates. Accruals 
for federal income taxes were 6.3 per 
cent higher in the 1950 period than in 
1948. The combined operating expenses, 
taxes and equipment and joint facility 
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rents totaled $6,077.8 million in the 1950 
period as compared with $6,012.8 million 
in 1949 and $6,418.8 million in 1948. The 
resulting net railway operating income 
was $679.9 million in the 1950 period, 
which is 37.3 per cent above the 1949 fig- 
ure but 8.5 per cent under that of 1948.” 


It said that in each of the major ter- 
ritories the carriers’ net railway operat- 
ing income for the first 9 months of 
1950 was considerably above the level 
of the comparable 1949 period, the per- 
centages of increase ranging from 34.8 
in the Eastern District to 40.0 in the 
Southern Region. The 1950 “net” was 
below that of the 1948 period in each 
of the territories, it said. The smallest 
decline, 0.7 per cent, appeared in the 
Southern Region and the largest, 12.5 
per cent, in the Pocahontas Region, it 
said. 


‘Quick Assets’ 


The bureau presented a table showing 
for the Class I railways, by district or 
region, the amount of cash and tempo- 
rary cash investment, frequently referred 
to as “quick assets’, and the net cor- 
porate working capital including and 
excluding materials and supplies as of 
August 31, 1950 and 1949. In a footnote 
it said the term working capital should 
not be confused with amounts deter- 
mined in Commission valuation pro- 
ceedings as working capital used in com- 
mon carrier service. 


“For the roads as a whole,” it contin- 
ued, “‘quick assets’ increased from 
$1,599.7 million on August 31, 1949, to 
$1,900.9 million in 1950 or 18.8 per cent. 
This increase of about $301.2 million for 
all roads is a composite of increases in 
the districts or regions as follows: East- 
ern District $154.1 million, Pocahontas 
Region $4.3 million, Southern Region 
$32.0 million and the Western District 
$110.8 million. As of August 31, 1950 the 
‘quick assets’ of class I roads as a whole 
were sufficient to cover 96.0 per cent 
of the total current liabilities. The cor- 
responding percentage one year earlier 
was 849. In the Southern Region as 
of both dates ‘quick assets’ exceeded 
current liabilities. This was also true of 
Western District on the 1950 date.” (See 
table reproduced herein—Class I Roads 
‘Quick Assets’). 


“Net corporate working capital (total 
current assets less total current liabili- 
ties) for class I roads as a whole in- 
creased from $1,300.3 million on August 
31, 1949, to $1,502.1 million on the cor- 
responding date in 1950 or 15.5 per cent. 
By territories the increases ranged from 
4.5 per cent in the Southern Region to 
34.7 per cent in the Eastern District. 

“Excluding material and supplies, the 
net working capital, for the roads as a 
whole, increased from $490.8 million on 
August 31, 1949 to $800.9 million in 1950 
or 63.2 per cent. The percentages of 
increase varied greatly by territories, 
from only 20.5 per cent in the south 





BAGGAGE REVENUE—WAGES 


1 Includes revenue accounts 103 (Baggage) and 136 (Storage-baggage). 
aggage. 


by “red caps” for handling passengers’ 


Road passenger baggagemen, supervising Percent 
Year Baggage aggage agents, and baggage revenue 
revenue 1 agents and assistants of wages 
Number Wages 
1945 $3,710,038 4,437 $15,403,903 24.1 
1946 3,422,047 4,547 18,383,491 18.6 
1947 3,266,577 4,613 19,190,637 17.0 
1948 3,077,871 4,587 21,714,547 14.2 
1949 2,916,802 3 22,176,320 13.2 


Does not include collections 
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to 299.7 per cent in the Pocahontas 
region. 

The bureau said the aforementioned 
increases and also increases in net cor- 
porate working capital as of August 31, 
1950, and 1949, also shown in a table, 
were the first, as of August 31, that 
had occurred in either the “quick as- 
sets” or net corporate working capital 
of all Class I roads combined since 1945. 


Rail Employes 


The bureau said that a preliminary 
count of all employes of Class I line- 
haul railways as of the middle of Octo- 
ber, 1950, was 1,290,895, which was 18.3 
per cent above the October, 1949 total 
and 0.6 per cent above that of Septem- 
ber, 1950. It said that the number of 
railway employes reported for each of 
the first 5 months of 1950 was substan- 
tially below the level of the same months 
in 1949, but that in each of the months 
from June through October, 1950, em- 
ployment had risen above that of the 
corresponding months of last year. The 
October, 1950 employment, it said, ex- 
ceeded that of any month since Decem- 
ber, 1948, when 1,305,790 employes were 
reported. 


Weight of Track Rail 


During the period December 31, 1939- 
1949, said the bureau, Class I railways 
continued to replace large quantities of 
main track rails with those of heavier 
weights. It referred to a table showing 
the miles of all main tracks by weight of 
rail at the close of the years 1939 and 
1949. The bureau said it should be noted, 
however, that in this period the miles of 
main tracks declined from 256,173 to 
248,599 as the net result of construction 
and abandonment. 

“On December 31, 1939” the bureau 
continued, “40.33 per cent of the main 
track mileage was laid with rail weighing 
100 or more pounds per yard, while at 
the close of the year 1949 the percentage 
had risen to 54.59. Particular attention 
is called to the increase of 17,422 miles of 
track laid with rails weighing 110 to 114 
pounds per yard and to the increase of 
16,584 miles in the 130 to 139 pound class. 
The mileage shown for these two weight 
groups represents about one-third of the 
total miles of all main track at the close 
of 1949. The average weight of rail per 
yard in all main tracks increased from 
94.70 pounds in 1939 to 101.37 pounds 
in 1949.” 


Freight Commodity Statistics 

The bureau reported a total of 598.6 
million tons of revenue freight as origi- 
nated on Class I railroads in the first six 
months of 1950, as compared with 637.9 
million tons in the same period of 1949. 
It said the 1950 figure was 6.2 per cent 
under last year, and reflected, among 
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FREIGHT COMMODITY STATISTICS 


Tons originated and Gross freight revenue * 


Class | steam railways—first six months 1950 and 1949 


Millions 
of tons 
originated 


1949 


Commodity group 


Products of Agriculture ” 60.2 
6.6 7. 


Animals and Products 

Products of Mines 
roducts of Forests 

Manufactures and Misc. 

Forwarder Traffic 

Less-Carload Traffic . 
Grand total 


Percentage change 


Gross freight 
1950 from 1949 


revenue 
(millions) 
1950 1949 
$ 520.6 
130.0 136.8 
883.5 918.1 


J 1, 


$ 471.2 


3, 


1 Before adjustments for corrections and absorptions. 
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other things, the effect of short weeks 
in coal mining in the first quarter and 
the very late opening of the Great Lakes 
for navigation in the second quarter. 
The bureau referred to a table showing 
for each of the 7 major commodity 
groups the tons originated and gross 
freight revenue for the half years of 
1950 and 1949, as well as the percentage 
change from 1949 to 1950. 

“All groups except products of forests 
and forwarder traffic showed decreases 
from 1949,” the bureau continued. “The 
most substantial losses in terms of ton- 
nage were in products of agriculture and 
products of mines, while percentagewise 
the largest declines were in less-carload 
traffic (23.9 per cent) and products of 
agriculture (13.0 per cent). It may be 
noted that less-carload tons originated 
in the first six months of 1947 totalled 
11.7 millions, as compared with only 5.1 
million tons for the same period in 1950. 
With only minor qualifications, there has 
been a consistent downward trend in 1.c.l. 
tonnage since the first quarter of 1947. 
In the first half of 1940, the correspond- 
ing l.c.l. tonnage figure was 6.9 million. 

“Gross freight revenue (before adjust- 
ments for corrections and absorptions) in 
the first half of 1950 amounted to $3,689.5 
million, a decrease of 2.2 per cent from 
the corresponding figure for 1949. A gen- 
eral rate increase averaging about 3.7 
percent was authorized by the Commis- 
sion between the two periods. Freight 
revenue increased over the 1949 period 
in the groups products of forests (17.6 
per cent), manufactures and miscel- 
laneous (0.5 per cent) and Forwarder 
Traffic (c.l.) (3.4 per cent). Decreases 
in revenue for the other groups ranged 
from 3.8 per cent for products of mines 
to 21.6 per cent for less-carload traffic. 


“The smaller relative decreases in 
freight revenue than in tons originated 
is explained in part by the increase in 
rate level referred to above. Moreover, 
the average length of haul per ton, the 
United States considered as a system, is 
estimated to have increased from around 
407 miles in the first half of 1949 to about 
424 miles in the first half of this year, 
or roughly 4 per cent. This also would 


sss sentence 
CLASS | ROADS ‘QUICK ASSETS’ 


Class | roads 
Quick assets as of August 31, 1950 and 1949 


District 


region 
Thousands 
Eastern district ........ 
Pocahontas region 
Southern region 
Western district 866,770 
2 RES 1,900,921 


SSS 


Cash and temporary cash 
or investments (quick assets) 
1949 


Ratio of quick assets 
to total current liabilities 
1950 1949 
Percent 


Thousands Percent 


$446,003 68.7 
102,491 76.4 73.3 
295,253 . 107.0 
755,958 ; 92.2 

1,599,705 84.9 


tend to increase the revenue.” (See table 
reproduced herein—Freight Commodity 
Statistics.) 


Forwarder Revenues 


A summary of quarterly returns of 59 
large freight forwarders (those report- 
ing revenues of $100,000 or more a year) 
showed that for the first 6 months of 
1950 the total net income, after income 
taxes, amounted to $1,797,516 as com- 
pared with $242,790 in the same period 
of 1949, the bureau said. 


Intercity Passenger Traffic 


The bureau said the Commission’s 
1949 annual report, the latest issued, 
made estimates for the years 1948 and 
1947 of the volume of intercity passen- 
ger travel handled by rails, highways, 
inland waterways, and airways. Figures 
for 1948 together with preliminary esti- 
mates for 1949 were presented in a bu- 
reau table. Said the bureau: 


“Total intercity passenger-miles for 
1949 were estimated at 447.6 billion, an 
increase of 24.2 per cent from the level 
of 1948. This increase is attributable 
largely to an increase of 33.2 per cent in 
private automobile passenger-miles, 
which more than offset declines in pas- 
senger-miles by other modes of travel 
except airways. If private automobiles 
are excluded, there was an overall de- 
crease of 11.3 per cent in total passenger- 
miles. The decreases by agencies of 
transport were distributed as follows: 
railways, 14.7 per cent; motor carriers of 
passengers, 10.1 per cent; waterways, 
29.4 per cent. Airway traffic, however, 
increased 13.8 per cent. 


“Private automobiles are estimated to 
have accounted for 85.52 per cent of all 
intercity passenger-miles in 1949, as 
compared with 179.74 per cent in 1948. 
The percentage share of each of the 
other means of travel declined from 
1948 to 1949.” 


Rail Employment in October 
As of the middle of October, 1950, 


Class I steam’ railways, excluding 
switching and terminal companies, had 
a total of 1,290,895 employees, according 
to a compilation by the Commission’s 
Bureau of Transport Economics and 
Statistics. 

That number was an increase of 18.34 
per cent over the employes in October, 
1949, and an increase of 0.59 per cent 
over the number employed in September, 
1950. 

Employment by groups was reported 45 
follows: Executives, officials, and staff 
assistants, 15,311; professional, clerical, 
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PAGES FROM THE 


Monon Record of Progress 


Dieselized Class 1 Railroad 4 


MONON progress is a matter of record on two counts: 
(1) the MONON has the distinction of being America’s 
first completely dieselized Class I railroad. (2) More and 
more shippers are specifying MONON service-with-a-plus 
today than ever before in the road’s history—and new 
ones are being added every day. MONON means Business. 
A trial will convince you. 
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and general, 208,193; maintenance of 
way and_ “structures, 265,118; main- 
tenance of equipment and stores, 367,- 
679; transportation (other than train, 
engine, and yard), 152,249; transporta- 
tion (yardmasters, switch-tenders, and 
hostlers), 16,054; and _ transportation 
(train and engine service), 266,291. 





Nov. 4 Car Shortage Less 
Than in Preceding Week 


A slight easing-off in demands for 
freight car equipment is reflected in fig- 
ures on the car supply situation made 
available by the car service division of 
the Association of American Railroads 
for the week ended November 4, which 
show, based on carrier reports, an aver- 
age daily shortage of 32,639 freight cars 
for that period as against a daily aver- 
age shortage:of 34,236 cars for the week 
ended October 28. 


The major portion of the decline was 
with respect to box and hopper cars, 
with these types of car equipment ac- 
counting for 1,332 of the reduction total 
of 1,597 cars. The average daily short- 
age of box cars amounted to 18,092 (17,- 
861 plain box and 231 auto box) while 
the shortage of hopper cars totaled 7,599 
(includes 142 covered-type hoppers) for 
the week ended November 4 as compared 
with a daily average shortage of 18,766 
box cars (18,516 plain box and 250 auto 
box) and 8,257 hopper cars (includes 
150 covered) for the week ended Oc- 
tober 28. Little change was reported in 
the gondola situation, the shortage for 
the later period being 6,404 as against 
6,457 for the prior week. 


Reports of the U.S. railroads to the 
car service division showed that the 
total average daily shortage of cars for 
the week ended November 4, in addi- 
tion to box, gondola and hopper cars, 
consisted of 144 stock, 284 flat, and 116 
miscellaneous cars. There were no re- 
frigerator cars reported in short supply. 


Carrier reports also showed an average 
daily surplus of 4,304 freight cars for 
the week ended November 4, compared 
with 2,922 cars for the previous week, 
consisting of 20 auto box, 464 gondola, 
135 hopper, 30 stock, 71 flat, 3,256 re- 
frigerator, and 328 miscellaneous Cars. 
No plain box cars were reported surplus. 


Leased Car Data Issued 
For 1950 First Quarter 


The Commission, by its Bureau of 
Transport Economics and Statistics, has 
issued a summary of quarterly reports 
of persons furnishing cars to or on be- 
half of carriers by railroad or express 
companies, covering the first quarter of 
1950, statement Q-900. 

The data were compiled from 231 re- 
ports of car companies. They showed a 
total of 260,013 cars owned at the end 
of the period, consisting of the folowing: 
Refrigerator, 11,179; petroleum tank cars, 
123,540; other tank cars, 11,735; stock 
cars, 3,790; gondola and hopper cars, 
7,254; and other cars, 2,515. 

Of the cars owned by the reporting 
companies, a total of 13,309 were leased 





to railroad and express companies, and 
71,178 were leased to “all others,” making 
a total of 84,487. Cars leased by the 
reporting companies from railroad and 
express companies at the end of the first 
quarter of 1950 totaled 791, and from 
“all others,” 20,826, a total of 21,617, of 
which 1,195 were refrigerator cars; 8,941 
petroleum tank cars; 10,855 other tank 
cars; 62 stock cars; 454 gondola and 
hopper cars; and 110 other cars. 

Revenue received from hire of cars, 
based on mileage, rental basis, or other 
car service basis, was as follows: Refrig- 
erator, $26,262,146; petroleum tank cars, 
$12,746,736; other tank cars, $848,348; 
stock cars, $425,077; gondola and hopper 
cars, $409,534; other cars, $203,025; total 
$40,894,866. 





Rail Financial Data for 
Aug. ‘50 and ‘49 Shown 


At the end of August, 1950, Class I 
railroads, exclusive of switching and 
terminal companies, had total current 
assets of $3,482,329,658, including $971,- 
309,507 in cash and $929,611,819 in tem- 
porary cash investments, as compared 
with assets of $3,184,732,946 including 
$757,898,031 cash and $841,807,599 tem- 
porary cash investments at the end of 
August, 1949, according to a statement, 
No. M--125, selected income and balance 
sheet items of those roads, prepared 
by the Commission’s Bureau of Transport 
Economics and Statistics. 


The statement showed that $147,- 
079,490 of funded debt would mature 
within six months from August 31, 1950. 
This compared with funded debt of $122,- 
649,349 matured in the comparable pe~ 
riod of a year ago. 

Total current liabilities stood at $1,- 
980,181,608 at the end of August, 1950, 
as against $1,884,424,520 at the end of 
August, 1949. Included in the current 
liabilities was accrued tax liability of 
$704,825,535 at the end of August, 1950, 
as against $715,963,355 at the end of 
August, 1949. U.S. Government taxes 
accounted for $514,912,871 of the ac- 
crued tax liability at the end of August, 
1950, as against $538,221,434 at the end 
of August, 1949. 


Rail Cash Account Increase 


The August, 1950 statement was the 
first since the August, 1945 statement 
that showed higher cash and temporary 
cash investment totals than those of the 
year before. This situation is men- 
tioned further in the November “monthly 
comment” of the Bureau of Transport 
Economics and Statistics reported else- 
where in this issue. 


Rail Export Freight Data 


Carloads of export and coastal freight, 
except coal, unloaded at Atlantic, Gulf 
and Pacific ports in October totaled 
75,949, as against 68,198 in the same 
month last year, thus showing an in- 
crease of 11 per cent, according to a 
compilation prepared by G. C. Randail, 
manager of port traffic, Association of 
American Railroads. 

Export grain shipments moved by rail 
to the ports and there unloaded totaled 
14,265 cars in October, showing a de- 
crease of 29 per cent below the corre- 
sponding total of 20,015 for October, 1949, 
Mr. Randall’s report showed. Cars of ex- 
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port freight, other than grain, unloaded 
at the ports in October this year aggre- 
gated 51,365, compared with 39,426 in the 
same month of 1949, the increase 
amounting to 30 per cent. Coastal freight 
unloaded at the ports totaled 10,319 cars 
in October, 1950, as against 8,757 cars in 
October, 1949, representing an increase 
of 18 per cent. 











Motor Fire Accidents in 
‘49 Reported 7 Per Cent 
Under ‘48 All-Time High 


Motor carrier fire accidents in 1949, 
decreased slightly more than 7 per cent 
to 527 from an all-time high of 569 in 
1948, according to a report of the Com- 
mission’s Bureau of Motor Carriers, sec- 
tion of safety. The 47-page mimeo- 
graphed report, Motor Carrier Fire Acci- 
dents—1949, the bureau says, has not 
been considered in detail or approved by 
division 5 except for permission to pub- 
lish, and is not to be construed as an 
expression of its views. 


The report said the 527 accidents repre- 
sented only 2.4 per cent of all accidents 
compared with 2.7 per cent in 1948. The 
report continued: 


“Comparing 1949 fire accidents with 
1948, fatalities decreased from 177 to 
170 and injuries from 521 to 460, yet 
property damage increased from $5,112,- 
531 to an all time high of $5,421,427. 
This latter increase may be partly ex- 
plained by one accident which resulted 
In an extraordinarily large amount of 
property damage. 

“Passenger carriers reported 29 fire 
accidents and property carriers reported 
493 fire accidents during 1949. Five fire 
accidents involved both busses and prop- 
erty-carrying vehicles. Twenty-five of 
the 170 fatalities, 107 of the 460 injuries, 
and $163,475 of the $5,421,427 damage 
occurred in bus operations. 


“Class I motor carriers (those having 
operating revenues in excess of $100,000 
a year) experienced 89 per cent of the 
accidents, 84 per cent of the fatalities, 
78 per cent of the injuries, and 70 per 
cent of the property damage. 


“During 1949, 12 accidents in which 
damage exceeded $40,000 were reported. 
The most damaging of these was a prop- 
erty carrier fire which resulted in 7 
injuries and $1,122,817 in property dam- 
age. 

“Mechanical defects were responsible 
for 109 or 21 per cent of all the reported 
fire accidents. Fourteen of these in- 
volved busses and 95 involved property- 
carrying vehicles. Overheated tires with 
31 accidents and defective wiring with 
30 accidents were the most frequently 
occurring defects causing fire accidents. 

“Over one-third of the fires started at 
the fuel tank, about 14 per cent in the 
engine compartment, and ‘about 12 per 
cent in the passenger or cargo space. 

“In order of frequency, the most fre- 
quent types of cargo being carried were 
general commodities, combustibles, met- 
als, foods and beverages, and motor vehi- 
cles. Three accidents involving vehicles 
carrying explosives or compressed gases 
were reported. 

“The analysis again indicates the value 
of adequate fire extinguishers, properly 
constructed and located fuel tanks, and 
adequate inspection and maintenance. It 
also points out the dangers resulting 
from improperly trained drivers and 
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THE TEXAS LINE 


LOWER RATES 
CARLOAD LESS CARLOAD 


Dependable 
Weekly Service 


North Atlantic Ports 
BOSTON, MASS.* PHILADELPHIA, PA. 
PORT NEWARK, N. J. BALTIMORE, MD. 


Texas Ports 


HOUSTON BROWNSVILLE * 


NEWTEX STEAMSHIP CORP. 
52 Wall Street, 
New York 5, N. Y. 


* Alternate weekly service 
Schedule subject to change without notice 


BOSTON NEW YORK PORT NEWARK 
PHILADELPHIA CAMDEN BALTIMORE 
HOUSTON BROWNSVILLE DALLAS 


C.T.C. 


Centralized Traffic Control 


On heavy traffic areas along the 

Santa Fe, C. T.C. keeps freight 

trains rolling without delay. 
reais 


i 
/ . 


‘Santa Fe 


up 


Ship-Travel Santa Fe all the way 


nO 1 @) 2 aan > 42) @ 3 a 
INCORPORATED 


33rd St. and General Office 
S. Wabash Ave. 8th & Kentucky Sts. 
Chicago Louisville, Ky. 
Daily Package & Refrigerator Service Betw. 


Chicago Atlanta, Ga. Indianapolis, Ind. 
Middlesboro, Ky. Lexington, Ky. 
Louisville, Ky. Knoxville, Tenn. 
Connecting lines serving all points in Ken- 
tucky, Tennessee, North Carolina, South 
Carolina and Georgia. 





loaders, deficient equipment, and lack of 
adequate inspection and repair.” 

The report said a comparison between 
the records of passenger and property 
carriers showed that fire accidents were 
controllable. In the last 4 years, it said, 
fire accidents involving busses decreased 
from 68 in 1945 to a low of 32 in 1949. 
On the other hand, it continued, those 
involving property carriers increased 
from 418 in 1945 to a peak of 525 in 1948, 
and, “although down to 495 in 1949, are 
still excessive when compared with pas- 
senger carriers even when consideration 
is given to differences in mileages op- 
erated.” 

“During the same period,” it con- 
tinued, “all accidents increased so that 
for 1949 they were 1% times as numerous 
as in 1945 for passenger carriers and 
twice as numerous as in 1945 for property 
carriers. The record indicates, therefore, 
that, while both types of carriers showed 
improvement based on the ratio of fire 
accidents to all accidents, the improve- 
ment for bus operators was much the 
better on both a numerical as well as a 
percentagewise basis. The better record 
of passenger carriers can also be seen by 
noting that during 1949, one out of every 
34 property-carrying vehicle accidents 
involved fire, while only one out of every 
151 passenger-carrying vehicle accidents 
was similarly involved.” 





Truck Loadings in 
September Increase Over 


Same Month Last Year 


The volume of freight transported by 
reporting motor carriers in September, 
1950, decreased 9.3 per cent below August, 
1950, but increased 20.5 per cent over 
September, 1949, according to statistics 
compiled by the American Trucking As- 
sociations’ Research Department. 

“Comparable reports received by A.T.A. 
from 262 carriers in 41 states showed 
these carriers transported an aggregate 
of 4,039,690 tons in September, as against 
4,455,215 tons in August and 3,353,383 tons 
in September, 1949,” it said. 

“Approximately 76 per cent of all 
tonnage transported in the month was 
hauled by carriers of general freight. 
The volume in this category decreased 
9.3 per cent below August but increased 
21.7 per cent over September, 1949. 

“Transportation of petroleum products, 
accounting for about 13 per cent of the 
total tonnage, showed a decrease of 9.1 
per cent below August but increased 8.9 
per cent over September, 1949. 

“Carriers of iron and steel hauled 
about 6 per cent of the total tonnage. 
Their volume decreased 6.9 per cent be- 
low August but increased 31 per cent 
over September, 1949. 

“About 5 per cent of the total tonnage 
reported consisted of miscellaneous com- 
modities, including household goods, 
textiles, groceries, meats, heavy ma- 
chinery, agricultural products, tobacco, 
motor vehicles, motor vehicle parts, 
paver and chemicals. Tonnage in this 
class decreased 13.1 per cent below Au- 
gust but increased 24.4 per cent over 
September, 1949. 

“The September tonnage volume of 
carriers reporting from the Eastern dis- 
trict represented a decrease of 8.8 per 
cent below August but increased 21.4 
per cent over September, 1949. 

“Carriers in the Southern region re- 
ported a decrease of 10.9 per cent below 
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August but increased 17.2 per cent over 
September, 1949. 

“Tonnage from the Western district 
revealed a decrease of 9.7 per cent below 
August but increased 20.2 per cent over 
September, 1949.” 


New Record Seen by R.E.A. 


For Air Express Shipments 


More than 2,966,000 air express ship- 
ments were handled on the nation’s 
certificated air lines in the fiirst nine 
months of 1950, for a gain of 15.5 per 
cent over the same period in 1949, the 
air express division of the Railway Ex- 
press Agency reported. Gross revenue, 
up 29 per cent, topped $15 million for 
the same period, the agency said: 

Basing shipments and revenue aver- 
ages in the last quarters of 1947-48 and 
49, the air express division said it ex- 
pected to break all-time highs when 
the 1950 totals were tabulated. Con- 
tinuing, it said: 

“Air express shipments are estimated 
to top 4,200,000 while gross revenue is ex- 
pected to exceed $20,500,000. The pre- 
vious all-time highs were scored in 1948 
when 4,111,435 air express shipments 
were handled, grossing more than 18 
and a half million dollars. 

“Despite an embargo in New York the 
latter part of September which affected 
about 25 per cent of the nation’s air and 
rail business, September air express 
shipments throughout the nation were 
up 64 per cent with 332,551. Gross 
revenue rose 26.6 per cent with $1,957,292 
compared to September a year ago. 

“With the average weight pegged at 
19.2 pounds, there were approximately 
56,850,502 pounds of air express ship- 
ments carried on the nation’s certifi- 
cated airlines during the period between 
January-September 1950.” 


Private U.S. Merchant Fleet 
Status Reported by N.F.A.S. 


The privately-owned U.S. flag ocean- 
going fleet totaled 1,174 vessels on No- 
vember 1, as against 1,178 vessels on 
October 1, consisting of 726 dry cargo and 
combination vessels of 17,320,000 dead- 
weight tons and 448 tankers of 6,671,000 
deadweight tons, according to the 
monthly report of the National Federa- 
tion of American Shipping, Inc., Wash- 
ington, D.C., on the status of the Ameri- 
can merchant marine. 

The report attributed the decline of 
four vessels to the scrapping of two old 
ore carriers and removal of two overage 
tankers to storage use. It showed that 
a total of 191 government-owned vessels 
were scheduled on November 1 to con- 
tinue in bareboat charter operation, two 
less than on October 1. The number of 
vessels under general agency agree- 
ment, according to the report, increased 
in the month from 26 to 48. All of these, 
it said, were dry cargo vessels pending 
repair or sale. Forty-seven of these ves- 
sels were undergoing repairs, but would 
not be activated until further needs de- 
veloped. 

The national defense reserve fleet, ac- 
cording to the report, totaled 2,019 ves- 
sels on November 1, excluding tugs, con- 
crete ships, military auxiliaries, etc., and 
consisted in part of 1,604 Liberty and 110 
Victory-type vessels. 
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Stones used by the Scottish for the ancient game of Curling 
weigh 35 to 38 pounds, and if made of iron, 60 pounds. 
They are hurled, along a cleared path on ice, toward a 
mark 42 yards away. 


In the fast, safe movement of rail traffic and 
overall satisfactory transportation service, 
nothing is more important than tracks that are 
solidly built and properly maintained — good 
clean roadway! 


Heavy, rugged rails, weighing 131 and 132 
pounds to the yard . . . deep, topgrade ballast 
... deep ditching for drainage .. . efficient 
fencing ... overall construction and main- 
tenance know-how . . . plus regular inspection 
— these are the roadbed factors that help to 


create speed, safety and efficiency for shippers 
on the Norfolk and Western. 













































A special gyro track recorder car tests the 
roadway scientifically, checking alignment, track 
surface, and cross level and super elevation. 
Skilled maintenance-of-way gangs, with the will 
to do the job as perfectly as possible, safeguard 
proper condition of roadbed tracks and ditches, 
fences, road crossings and station grounds. 


The Norfolk and Western’s continuing efforts 
in maintaining modern, dependable roadway has 
made this railroad’s steel “highway” one of the 
best — an important factor in Precision Trans- 
portation. And that means a better shipping score 
for you! 


During the five post-war years the 
Norfolk and Western Railway has spent 
and authorized nearly $110,000,000 for 
improvements to its physical plant — all 
designed for better service. 


ana Westeoves 
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No need to tell you that time is money in the trucking 
business! 


And you'll save plenty of time by switching to trucks 
that fit your job— Dodge “‘Job-Rated”’ trucks. 


Your Dodge trucks will have engines that are “Job- 
Rated”’ to give you power to spare. In fact, every unit, 
from engine to rear axle, will be sized for hauling your 
loads over your roads. 


Little wonder, then, that you can count on Dodge 
**Job-Rated”’ trucks to spend more time on the road 
—less time in the shop! 

Take a look at the Dodge ‘“Job-Rated” truck advan- 
tages listed here. Then, see your Dodge dealer for 
trucks that save time, come hills or high water. 


uke he TIT GE: 


POWER: ... 8 grost truck en- 
“Jo 


gines—each -Rated’’ for 


PLUS power. 


ECONOMY: . . . priced with 
the lowest. “Job-Rated’’ for de- 


. pendability and long life. 


BIGGER PAYLOADS: . . . carry 
more without overloading axles 
or springs because of ‘“Job- 
Rated” WEIGHT DISTRIBU- 
TION. 


EASIER HANDLING: ... 
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sharper turning! Parks in tight 
places. “Job-Rated’” maneuver- 
ability 

COMFORT: . . . widest seats 
. . . windshield with best vision 
of any popular truck. Air-cush- 
ioned, adjustable ‘“chair-height” 
seats. 

SAFETY: . . . finest truck brakes 
in the industry .. . hand brake 
operating independently on pro- 
peller shaft on all models—/2-ton 
and up. 
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SHIPPER-CARRIER MANAGEMENT | 


AN INTERPRETIVE SECTION APPEARING 3rd ISSUE MONTHLY 


The Carl Raymond Gray Scholarships -- 
Rail Public Relations Among the Farm Youth 





Since 1921, the Union Pacific Has Awarded Scholarships 


To 5,708 Farm Boys and Girls, Helping Them To Obtain a 
College Education in Agriculture or Home Economics. 


By N. C. HUDSON 


HIRTY YEARS AGO the Union Pa- 

cific Railroad, in the interest of ad- 
vancing efficient and profitable agri- 
culture throughout the road’s 11-state 
territory, inaugurated a unique system 
of scholarships offered annually to farm 
boys and girls. Since its inception in 
1921, 5,708 farm boys and girls have 
been thus helped to achieve a college 
education in agriculture or home eco- 
nomics. This free-will contribution to 
the cause of agricultural education is 
recognized today as one of the most 
substantial efforts of its kind ever un- 
dertaken, and has made literally tens of 
thousands of enthusiastic friends for the 
sponsoring railroad. The agricultural 
development departments of other rail- 
roads could well study the 30-year rec- 
ord of the U.P.’s experiment, with the 
idea of sponsoring similar efforts in 
their territories. 

Inaugurated by the late President 
Carl Raymond Gray of the Union Pacific 
Railroad as something of an experi- 
ment, first in Nebraska, initially it was 
offered only to 4-H Club members. The 
Prompt and favorable response en- 
couraged Mr. Gray to extend the plan 
into other states traversed by his rail- 
road, and to enlarge its scope to include 
Students of vocational agriculture in 
high schools. 

The principle upon which the plan 
was based was the hope and expecta- 
ion that the winning contestants in the 
competition would be enabled, in part 
by the inducements offered by the 
Scholarship plan itself, but in the main 


through their own perseverance, to ac- 
complish something of permanent value 
to them through their lives. The validity 
of that principle lies in achievements 
which some thousands of boys and girls, 

















now men and women, have attained 
through the U.P.’s 4-H Club and vo- 
cational agriculture scholarships. 

In 1921, shortly after becoming presi- 
dent of the railroad, Mr. Gray began to 
investigate the educational opportunities 
for farm youth. Through the assistance 
of interested groups, a scholarship plan 
was developed to encourage farm youth 
to further their education in agriculture. 

The award—consisting of $100—was 
made on the basis of work done by farm 
boys and girls in 4-H Clubs in Nebraska 
under the direction of the agricultural 
extension service. One scholarship was 
offered in each Nebraska county served 
by the Union Pacific Railroad. As 





The Union Pacific Railroad has always 
been interested in agriculture and the 
agricultural territory in the West, which 
it serves, in the belief there is no finer 
way to improve the agriculture in an 
area and at the same time increase 
freight traffic revenue, than through 
training offered the young farm people. 

One of the most outstanding examples 
of cooperation with agriculture has been 
the Carl Raymond Gray scholarships of- 
fered annually by the Union Pacific Rail- 
road to students of Vocational Agricul- 
ture in high schools and members of the 
Boys and Girls 4-H Clubs in the 191 
counties served by the railroad. Two 
awards are offered annually in each 
county. This represents Union Pacific's 
free-will contribution to the cause of 
agricultural education in its territory and 
the company is recognized as one of the 
largest single donors to agriculture in 
the United States, through this method. 

Since its inception in 1921 by the 
late Carl R. Gray to date, 5,708 farm 
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A. E. Stoddard 
President, Union Pacific Railroad 
boys and girls have thus been aided to 


obtain a college education in agricul- 
ture or home economics. 








Union Pacific agricultural agents visit a phosphate mine. 


Left to right: E. B. Baxter, Pocatello; 


L. E. Fuller, Boise; W. D. Soulier (standing), Salt Lake City; Joe W. Jarvis, Omaha; F. D. Wentz, 
Denver, and G. L. Penrose (standing), Portland. Four of the men are former winners of the 
railroad’s scholarships. 


quickly as arrangements could be made, 
the project was extended to permit boys 
and girls in Kansas, Colorado, Wyoming, 


Nevada, Utah, Idaho, Oregon, Washing- 
ton and Montana to participate. 

By 1926 the scholarships were firmly 
established, and were then made avail- 
able to vocational agricultural students 
in high schools in the counties of the 
11 states served by the railroad. The 
scholarships were under the direction 
of the supervisor of vocational agricul- 
ture in each state. 

When W. M. Jeffers succeeded Mr. 
Gray as president, in 1937, the annual 
scholarship program was continued. Two 
years later President Jeffers ofiicially 
designated that the award thereafter be 
known as the Carl Raymond Gray 
Scholarship, in tribute to the memory 
of the founder of the program. Upon Mr. 
Jeffers’ retirement in 1946, G. F. Ashby 
continued the program as established. 
When he retired in 1949, A. E. Stoddard, 
his successor and present head of the 
railroad, also announced the continua- 
tion of the scholarship awards. Minor 
changes in the manner of payments 
and in the list of eligible courses, were 
made. 


Supervision of Program 


From 1921 until his retirement in 1936, 
Robert A. Smith, as the Union Pacific’s 
supervisor of agriculture and coloniza- 
tion, carefully nurtured the scholarship 
program and had the pleasure of watch- 
ing it grow into an annual event of sig- 
nificance to youth throughout the west- 
ern states. Earle G. Reed succeeded Mr. 
Smith as supervisor, and continued di- 
recting the scholarship program until 
his appointment as general live stock 
agent for the road, in 1941. From that 
time, Joe W. Jarvis, winner of the first 
Union Pacific scholarship awarded in 
Malheur County, Oregon, in 1926, and 
now the railroad’s supervisor of agri- 


cultural development, has been super- 
vising the scholarship program. 

Today the Carl Raymond Gray schol- 
arship is offered annually to the most 
outstanding vocational agriculture stu- 
dent and 4-H Club boy or girl in each 
of the 191 counties in states the railroad 


M. E. Brill 


A Union Pacific scholarship doesn’t always 
lead to a career of crops and cows. In 1932, 
Martha E. Brill won a scholarship for her 
4-H Club work at Westmoreland, Kan. The 
money enabled her to matriculate at Kansas 
State College. She graduated with a bache- 
lor of science degree in home economics and 
nursing, served with the Army Nurse Corps 
for nearly three years during World War Il. 
Since 1946 Miss Brill has been health spe- 
cialist with the Kansas State Extension Service 
at Manhattan, Kan. 


Roy Freeland, recently appointed secretary 
of the Kansas State Board of Agriculture, was 
awarded the Union Pacific Railroad’s Carl 
Raymond Gray vocational agricultural scholar- 
ship in 1928 from Atchison County, Kan., and 
attended Kansas State College, graduating in 
1937. Upon graduation he became an agri- 
cultural journalist for the Corn Belt Farm 
dailies, and in 1941 became associate editor 
of the Kansas Farmer magazine. He joined 
the state Board of Agriculture in 1945. 


Roy Freeland ot 
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serves. County scholarship committees 
select the winner and alternate, on the 
basis of project work, scholastic stand- 
ing and character. Their selections are 
approved by state supervisory Officials 
and are then reviewed by the Union 
Pacific. College administration of the 
scholarship is handled by the college 
president, dean of agriculture, or the 
registrar. 

Personal contact with scholarship win- 
ners and alternates is maintained by 
the road’s agricultural representatives, 
who work with county agricultural 
agents and vocational agricultural in- 
structors and assist college officials in 
administering the awards. 


What Awards Have Meant 


Probably only those who have lived 
amid the farming communities of the 
west can fully appreciate what the Un- 
ion Pacific’s annual scholarship program 
has meant to the youth, to agricultural 
education, and to the furtherance of 
modern techniques and tools on western 
farms. 

The annual awards have helped spread 
the desire for higher education among 
farm children—and their parents. For 
thousands of youths, the Union Pacific’s 
scholarships have literally meant the 
difference between a college education 
and dropping out of school. The award 
often has covered tuition, fees, and books. 
In many a home it has impelled the 
parents to find the means to permit the 
son or the daughter to start to college, 
and to continue in college. 

Payment is made for a four-year col- 
lege course, or for two-year or four-week 
short courses. 

Four of the seven present members of 
the railroad’s agricultural development 
department staff are former winners of 
the scholarships, especially qualifying 
them to further the advancement of the 





P. W. Ljiungdahl 


L. E. Klein 


L. E. Klein, Greeley County, Neb., 1926 
vocational agriculture scholarship winner of 
the Union Pacific award, was recently ap- 
pointed state supervisor of agricultural edu- 
cation in Nebraska. After attending the 
University of Nebraska two years, Mr. Klein 
farmed, was a school teacher, then attended 
the university another two years, graduating 
in 1939. He was made assistant state super- 
visor of agricultural education in 1947. 


Philip W. Ljungdahl, awarded a Union Pacific 
agricultural scholarship in 1930, today is serv- 
ing as manager of the Sunbeam Angus Farm, 
at Miami, Okla. It was through Angus baby 
beef projects that he earned his U.P. scholar- 
ship, enabling him to enter Kansas State 
College in 1930. He has served as county 
agricultural agent in several Kansas counties, 
and was extension beef cattle specialist with 
Kansas State College in Manhattan, until he 
became field representative with the American 
Aberdeen-Angus Breeders’ Association in 1947. 
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International Roadliners’ maneuverability 


PROVED AGAIW- 


at ATA National Truck Roadeo 


John Waldon, driver for Foster Freight 
Lines, Indianapolis, drove off with the na- 
tional championship in the single axle 
semi-trailer class at the ATA National 
Truck Roadeo, New York City, October 4. 
John piloted an International L-165 Road- 
liner to his victory —the same model he 
drives as his “everyday International” on 
his regular job, where he has over 330,- 
000 accident-free miles to his credit. 


Ever since the new International Trucks 
first rolled down the road, they’ve been 
winning widespread recognition for 
easy handling and maneuverability. 


On the toughest hauling jobs they 
have been proving again and again that 
it [S possible for a truck to be the tough- 
est in its class ... and still be as easy to 
handle as a well-trained show horse — 
and still have the maneuverability of a 
Swivel-hipped halfback. 


Now again—in competition that es- 


INTERNATIONAL 


INTERNATIONAL HARVESTER COMPANY 


tablishes top standards for driving skill 
and truck “controlability”—an Interna- 
tional Truck shares the spotlight with a 
champion driver. Under the top-notch 
handling of John Waldon, an Interna- 
tional Roadliner demonstrates what 
drivers everywhere are rapidly learn- 
ing: these new Internationals are 
mighty maneuverable, easy to handle, 
tops for driving control. 


In scoring 349.379 points out of a 
possible 380 in the competition, John 


IV 


[YE \ 
INTERNATIONAL 
VY 


Waldon topped all finalists at the 
Roadeo ... proved himself the cham- 
pion among champions, driving the 
truck among trucks. 


For real truck stamina, it’s always 
been Internationals. And now it’s Inter- 
nationals, too, for maneuverability, ease 
of handling, and control. What more do 
you want? 

International Harvester Builds (3 
McCormick Farm Equipment and Farmall . 
i 


Tractors . . . Motor Trucks 
Industrial Power... Refrigerators and Freezers 


TRUCKS 


CHICAGO 











That you could have 
a personal representative 
in Washington .. . 


to keep you up-to-the-minute on traffic 
matters pertaining to your products? 


Yes! ... and at a cost that would 
be less than the expense of sending a 
man from your office to Washington 
two or three times a year. 


As your representative in Wash- 
ington, our experienced staff at the 
Interstate Commerce Commission, 
The Maritime Commission and the 
CAB, examine all tariffs, reports, 
decisions, orders, and documents 
issued by these bodies. Any changes 
that affect your traffic will be sent 
on to you promptly by special de- 
livery, wire or telephone—as you 
wish. 


This service is voluntary insofar as 
we anticipate your needs, but we are 
always glad to receive a specific re- 
quest for watching a particular rate; 
the filing of a tariff, complaint, pro- 
test, etc. You can always rely on 
accurate and prompt information. 


There is no obligation, so why not 
talk it over with us? 


Just send us a list of your (1) 
products, (2) your raw materials in- 
bound, (3) the territory covered by 
your shipments, (4) how you ship— 
rail, water or truck, and (5) the ter- 
ritory covered by your principal com- 
petitors. We will be pleased to 
let you know what a service, tailored 
to meet your particular requirements, 
will cost. We believe that you will 
be pleasantly surprised at its reason- 
ableness. 


Write, phone or wire . . . today to: 


R. R. Lethem, Manager, Service Department 


The Traffic Service Corp. 


815 Washington Bldg., Washington 5, D. C 


Phone: Sterling 7325 








scholarship program. The four agricul- 
tural agents are LeRoy E. Fuller, Boise; 
Floyd D. Wentz, Denver; Wesley D. 
Soulier, Salt Lake City, and Mr. Jarvis, 
supervisor of agricultural development, 
with headquarters in Omaha. 


Comment on Awards 


Many college, state, county and com- 
munity officials cooperated with the 
railroad in laying the groundwork for 
awarding the scholarships, and gave 
much of their time in administering the 
awards. Their comments on the program 
are typical of public opinion throughout 
the west on the Carl Raymond Gray 
Scholarships. 

“These scholarships are an incentive 
for 4-H Club members and Future 
Farmers of America to do better work,” 
declares C. W. Hickman, head of the 
department of animal husbandry at the 
University of Idaho, Moscow. “Approxi- 





J. Chris Peterson, of Gering, Neb., used 
a Union Pacific scholarship to start his 
rise from Nebraska farm boy to one of 
the midwest’s major potato shippers. After 
winning the railroad scholarship in 1923, 
he attended college with the aid of the 
money. At Gering, Mr. Peterson built up 
his own potato business to the point 
where today he has a large warehouse 
in western Nebraska, shipping approxi- 
mately 9 per cent of the total tonnage 
of potatoes produced in that state. 


mately 550 boys and girls have attended 
the University of Idaho on the scholar- 
ships. Programs for youth need a goal 
and the scholarships have furnished this 
incentive. They have a stimulating in- 
fluence to encourage boys and girls to 
seek further education and serve a real 
need in helping many worthy boys and 
girls get started to college.” 

A. R. Bunger, supervisor of agricul- 
tural education, Denver, declares that 
“the Carl Raymond Gray scholarships 
have been of inestimable value to Colo- 
rado students of vocational agriculture. 
Not only have they served as an incen- 
tive for our farm youth ... but they 
have made it possible for many students 
to pursue further technical training. The 
tangible results of these awards are in 
evidence throughout the state and their 
influence is recognized in every com- 
munity where they have been granted.” 

J. Harold Johnson, state club leader, 
Manhattan, Kan., declares that “the far 
reaching influence of this scholarship 
program is a notable tribute to its found- 
er, the late Carl Raymond Gray.” 

Mark Nichols, state director, vocational 
education, Salt Lake City, states that 
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“approximately 260 former Utah Future 
Farmers have been recipients of school- 
ing opportunities afforded by Carl Ray- 
mond Gray scholarships. The group now 
includes college professors, experiment 
station workers, county agents, voca- 
tional agriculture instructors and farm- 
ers. Utah’s farming industry is profiting 
immeasurably from their agricultural 
leadership made possible by this scholar- 
ship award.” 


Results of Scholarships 


What happens to farm boys and girls 
who go to agricultural college on a 
scholarship? 

Most of them stick to the rural life 
after achieving  better-than-average 
scholarship and extra-curricular records, 
judging from the results of a thesis in- 
vestigation made by Mr. Soulier (pres- 
ently the road’s agricultural agent at 
Salt Lake City), while working toward 
a degree of master of science in educa- 
tion at Utah State Agricultural College. 

Under the present scholarship plan, 
each of 191 counties in 11 western states 
served by the U.P.—Nebraska, Kansas, 
Colorado, Wyoming, Utah, Idaho, Nevada, 
Montana, Oregon, Washington, and Cali- 
fornia—is entitled to two $100 scholarships 
each year, one to the outstanding voca- 
tional agriculture student, the other to 
the outstanding 4-H Club member. Both 
boys and girls in 4-H Club work are 
eligible. An alternate is designated in 
each case in the event the winner does 
not choose, or is unable to accept, the 
award. 


The railroad has expended $356,925 for 
a total 5,708 scholarships in the period 
1921 to 1949. 

Limiting his study to the 445 young 
men and women of the State of Utah 
who had used their scholarships, Mr. 
Soulier found that 90 per cent were farm 
reared. Fourteen per cent came from 
large farms, 65 per cent from medium- 
sized farms, and 21 per cent from small 
farms. 


Of 408 answering the questionnaire, 25 
termed the scholarship award the turn- 
ing point in their vocational career; 205 
said it was the difference between at- 
tending college and not attending, and 
175 said that it stimulated their college 
study. 

Of the 445 who used the U.P. award, 
154, or 34.4 per cent, were graduated with 
a Bachelor of Science degree and a grade 
average of B plus. Sixty-four per cent 
of the scholarship users are now in 
farming or occupations related to farm- 
ing. 

Building Good Will 

The railroad continues its relationship 
with scholarship winners after gradua- 
tion. It keeps up-to-date addresses of 
the recipients and mails them the Union 
Pacific’s bimonthly agricultural publica- 
tion, Traf-Fact, and other literature of 
interest. Former winners now reside in 
every state in the United States, and in 
India, South America, England, Mexico, 
Alaska, Panama, Hawaii, and the Phil- 
ippine Islands. Several scholarship win- 
ners are in military service overseas 
while others are on church missions in 
foreign lands. 

Here are a few of the many remarks 
made by former scholarship winners, re- 
sulting from a recent drive by the Union 
Pacific to bring its address list up-to- 
date. 

Wilbert Fritz, 1935 winner in Clark 
County, Wash., now a vocational agricul- 
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SAM ST. MARTIN IS HAVING HIS “SAY”: He’s a veteran freight handler at one 
of our freight stations. And he’s giving his co-workers some good, down-to-earth 
tips on how to prevent freight loss and damage. On the Southern, friendly, informal 
discussions of this sort go on all of the time. And from them comes a steady flow 
of suggestions and ideas that mean better service for your freight when it moves to, 


from and within the South via SOUTHERN RAILWAY SYSTEM. 























“T.P.&W. run across land 
that once belong to In- 
dian. T.P.&W. still good 
railroad. Indian say that 
without reservation.” 


Whe road shalt beitt.. Cache aatf and weit” 
TOLEDO, PEORIA & 
WESTERN RAILROAD 
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F.C. HOGUE 


Vice-President, Traffic 


DENVER « RIO GRANDE WESTERN 
F RAILROAD 


Rio Grande Building + Denver, Colorado 

















































THE PROGRESSIVE PORT OF 


San Francisco 


Owned and Operated by The STATE OF 
CALIFORNIA As a Public Utility for Shippers 


* 


MAJOR HARBOR FACILITIES INCLUDE: 


Foreign Trade Zone No. 3 (permits exhibit- 
ing, manufacturing, etc., stockpiling of 
mdse. including non-dutiable and quota- 
restricted). Also shipside bulk grain eleva- 
tor; refrigeration and bulk copra terminals; 
42 deepwater piers; 67 miles State Belt 
R.R. serving piers, and warehouses and 
industries adjacent to the waterfront. 


Re. TARIFFS: Write Traffic Dept. 
BOARD OF STATE HARBOR COMMIS- 


SIONERS FOR SAN FRANCISCO 
HARBOR 


Ferry Building, San Francisco 6, Calif. 

































ture instructor at Opportunity, Wash., 
wrote that “the scholarship was the de- 
ciding factor as to whether I could go to 
college. My finances were limited and 
my parents were skeptical. I have often 
been very thankful for having the oppor- 
tunity of competing and using your 
scholarship. 


Mrs. Leo F. Mermis, 1938 winner in 
Ellis County, Kan., is now secretary- 
treasurer and auditor for Creole Petro- 
leum Corporation, in Venezuela. In 
expressing her appreciation for the 
scholarship, Mrs. Mermis wrote that 
“it most certainly gave me a personal 
satisfaction and the ambition to go on 
to higher goals.” 


William H. Fletcher, 1933 winner in 
Wallowa County, Ore., now a creamery 
manager at Enterprise, Ore, stated that 
“this aid was my only means of being 
able to start college work. This to me 
was a keypoint in my career.” 


Donald J. Poulsen, 1929 winner in 


Madison County, Neb., is today a banker - 


at Santa Barbara, Calif. He wrote that 


Air Freight Transportation 


By G. Lloyd Wilson—Chairman, Transportation and Public Utilities Department, University 
of Pennsylvania; Vice-President—Education and Research, Associated Traffic Clubs of 
America and Director of Education, American Society of Traffic and Transportation, Inc. 


Air Freight Forwarders: Services and Charges 





“it is to be remembered that your in- 
terest and support of agriculture dates 
back to those times when agriculture 
really needed a friend.” 

Leon E. Wenger, 1930 winner from 
Brown County, Kan., now a farmer at 
Powhattan, Kan., said that “I know of 
no way to establish a value on my col- 
lege education (which probably wouldn’t 
have materialized without Mr. Gray’s 
scholarship) but I’m guessing it put me 
10 years ahead financially of where I 
would have been otherwise.” 

Harold S. Robertson, 1929 winner from 
Weld County, Colo. now manager of 
a farm supply store at Denver, said of 
his scholarship award: “That was the 
biggest $100 I have ever received.” 


Hundreds of similar letters are in the 
Union Pacific’s files, evidence of the far- 
reaching effect of the railroad’s scholar- 
ship program, and of the depth and ex- 
tent of the good will built for the Union 
Pacific, in return for the money and 
time and effort which the railroad has 
expended in furthering the education of 
farm youth in its territory. 







This is the eighth of nine articles by Dr. Wilson on the services and basis of 


charges for the transportation of goods by air. 


The last article will appear 


in the Shipper-Carrier Management Section in Traffic World of December 16. 


REIGHT forwarders perform in the 

air freight transportation field sub- 
stantially the same functions that their 
opposite numbers perform in the fields of 
railroad, highway and water freight 
transportation. The services they render 
consist of: (1) bringing together rela- 
tively small shipments of goods from sev- 
eral or a number of shippers at one or 
nearby points of origin by motor trans- 
portation services or couriers; (2) con- 
solidating or combining the small ship- 
ments into larger lots for movement via 
air freight services, as single shipments; 
(3¥ the acceptance of delivery of these 
shipments from the airlines at destina- 
tion; and (4) the delivery of the individ- 
ual small shipments to the consignees at 
destination by motor services or couriers. 
The air freight forwarders issue bills of 
lading or receipts for the small lots of 
goods to the individual shippers, and take 
delivery receipts from the individual 
consignees at destination. They bill the 
shippers or consignees for the transporta- 
tion services at rates provided in the air 
freight forwarders’ schedules of charges 
or tariffs. 

The airlines give the forwarders, as 
shippers, bills of lading to cover the con- 
solidated shipments at the airports of 
origin, and receives from the forwarders, 
as consignees, receipts for the lot ship- 
ments at destination. 

Thus, to shippers and consignees, the 
air freight forwarders act in the capacity 
of carriers; while to air transport and 
other carriers, they are on the same foot- 





ing as shippers and consignees. The for- 
warders select the routes and carriers to 
be used in transporting their shipments. 
The individual shippers do not know nor 
can they specify the routes or carriers to 
be used. The forwarders look to the 
carriers for reimbursement for loss or 
damage in transit in acordance with the 
carriers’ liability under their bills of 
lading contracts and carrier law. The 
forwarders, as issuers of bills of lading 
to shippers, are liable to the owners of 
the goods for the loss or damage to the 
shipments in accordance with their bills 
of lading contracts and the law. The 
air carriers do not know who the in- 
dividual shippers and consignees of the 
small lot shipments are, because, insofar 
as the airlines are concerned, the for- 
warders are Officially both the shippers 
and the consignees. The Supreme Court 
of the United States once referred 
to freight forwarders as “intercepting 
agents.” The term is somewhat vague 
but it is descriptive of the position of the 
forwarders as middle-men between the 
suppliers and users of air transportation 
services. 


The freight forwarders defray their 
costs of operation, traffic expenses, and 
general expenses of conducting business 
from the difference or “spread” between 
the rates they charge the shippers or 
consignees for the transportation of the 
small lot shipments and the rates the 
forwarders pay the air carriers for the 
transportation of the larger lots and the 
payments made to the motor or other 
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carriers for transporting the goods to 
the concentration points or from the 
break-bulk points. 

Freight forwarders in the air trans- 
portation field do not own or operate any 
airplanes, and they must purchase the 
transportation service they require from 
the airlines at the latters’ published 
rates. The freight forwarders generally 
cannot charge higher rates than the 
rates of the airlines or combinations of 
surface and air carriers’ rates. Their 
ability to operate profitably on the 
spread between their charges and that 
of the carriers depends upon the differ- 
ence between the rates applicable upon 


large aS compared with small lots of | 


goods. Large quantities of goods are 
rated at lower rate brackets or “break- 
downs” than smaller lots, or larger lots 
of goods may be subject to lower specific 
commodity rates while the smaller lots 
may be rated at relatively higher general 
commodity rates. They may likewise 
take advantage of the directional im- 
balance of airline freight traffic to de- 
velop traffic movements in the direction 
of the lower return-haul rates. Unlike 
the airline freight carriers to whom the 
unbalanced traffic flows are major prob- 
lems, the air forwarders can and do 
develop traffic in whichever direction it 
can be found. 


The Status of Air Freight Forwarders 

The status of The Railway Express 
Agency, Inc. was considered by the Civil 
Aeronautics Board in 1941. The service 
was found necessary in the public inter- 
est and permitted as that of an exempted 
“indirect carrier.” + 

In 1942 the board held in the Universal 
Air Freight Case that the forwarder was 
a common carrier although it used the 
Air Express Division of Railway Express 
Agency as an “intervening carrier.” 
Since it was in the opinion of the C.A.B. 
a common carrier, Universal could not 
lawfully engage in air freight forward- 
ing service without having obtained from 
the board a certificate of public conveni- 
ence and necessity. The application for 
a certificate to engage in air forwarding 
service was denied on the ground that 
the service was not shown to be in the 
public interest. The board found also 
that sufficient and compelling reasons of 
public interest had not been shown to 
warrant the board in granting to Uni- 
versal an exemption from the require- 
ment of obtaining a certificate of public 
convenience and necessity. ? 

The effect of the decision of the Civil 
Aeronautics Board in the Universal Air 
Freight Case was to restrict Universal 
and several other freight forwarders 
which had commenced operations during 
World War II to contract services to 
their patrons either as agents of ship- 
pers or consignees or of one or more 
“direct” air freight carriers. Some of 
the air freight forwarders arranged 
pickup and delivery services and per- 
formed other services of this limited 
character. 

The board instituted an investigation 
into the services of air freight for- 
Warders, and in 1948, entered an order 
finding that the public interest required 
the granting of exemptions as “indirect” 
Carriers to 58 of 78 air freight forward- 
ing enterprises.* Under this order air 


_—__. 


1 Railway Express Agency, Inc. Certificate of 
bile Convenience and Necessity, (2 C.A.B. 531), 

41, 

2 Universal Air Freight Corporation, Investiga- 
tion of Forwarding Activities, @ CAB. 698), 1942. 
ear” Freight Forwarder Case, (9 C.A.B. 473), 





A SYMBOL THAT MEANS 


“©The World’s Fastest 


Transportation Service”’ 


This is the symbol of Emery Air Freight... everywhere 
acknowledged as the “World’s Fastest Transportation 
Service.” 

Today... and every day... Emery is serving America’s 
leading corporations... making it possible for them to 
meet deadlines they once believed impossible. 

Emery coordinates and combines the facilities of many 
different carriers ... selects the fastest and most depend- 
able, both ground and air, for each individual shipment. 
And every shipment whether a multi-ton casting or a three 
ounce mailing piece, gets personalized handling ... all the 
way... from point of origin to destination. 

Emery is today answering America’s peacetime require- 
ments and new defense demands with maximum speed 
plus absolute control... control maintained through a na- 
tionwide network of offices and agents in over 200 cities. 

A call to your local Emery office or agent will bring 
instant action. The shipment you hope will arrive tomor- 
row may yet reach you today! 







@ Get the complete story of this nation-wide, | Lizzy. 
PERSONALIZED, high speed air forwarding | NAW eremay 
service—call your nearest Emery office Pe nrenn gee 
or mail this coupon today! 
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; EMERY AIR FREIGHT CORPORATION, Dept. TW-2 : 
a 314E. 39th St., New York 16, N.Y. ' 
: Telephone: ORegon 9-1020 
i Please send me, without charge, a copy of your new folder, “THE 4g 
: WORLD’S FASTEST TRANSPORTATION SERVICE.” : 
: Name ae; : 
i ' 
i Address a 
‘ i 
Y ; t 
a City State * 
: : 


EM ER Y ar FREIGHT CORPORATION 


“THE WORLD’S FASTEST TRANSPORTATION SERVICE” 


General Office: 314 East 39th Street, New York 16, ORegon 9-1020 


Offices in Boston, Buffalo, Chicago, Cincinnati, Cleveland, Detroit, Newark, Los Angeles, Milwaukee, 


Philadelphia, Pittsburgh, St. Louis, San Francisco, Washington, D. C. 
Agents in —1l other major cities and towns in the U.S.A. 
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Giant snowplows work around the clock to keep SP’s high 
mountain main line clear. It’s another reason why, when 
you want dependable, all-weather transportation, you can’t 
beat the West’s greatest transportation system. 


ege 
sHiP: Southern Pacific 
The West’s Greatest Transportation System 


Serving California * Oregon * Nevada * Arizona 
Utah * New Mexico * Texas * Louisiana 





For Rent 


Modern Office Space 


New York Union Motor Truck Terminal 
325 Spring Street, New York City 


(Canal Street vicinity—near Holland Tunnel) 


Units of 500 to 5,000 sq. ft. or multiples 


thereof. Convenient to all transportation. 


THE Port OF NEw YOrRK AUTHORITY 


111 Eighth Avenue New York 11, N. Y. 


Tel: Algonquin 5-1000 Ext. 205 
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freight forwarders are now operating 
under temporary Letters of Registra- 
tion. The policy of the C.A.B. is to pro- 
hibit direct carrier financial affiliations 
with air freight forwarders, just as it 
prohibits similar affiliation of surface 
and air carriers. The application of the 
Railway Express Agency incorporated 
in the Air Freight Forwarder Case for 
either a certificate of public convenience 
and necessity or an exemption order 
which would not be of the temporary 
character of its existing exemption, but 
subject to modification, suspension, revo- 
cation only after public hearing and 
finding by the C.A.B. was denied.+ The 
Railway Express Agency’s operations in 
the air freight field as an “indirect car- 
rier” are continued upon the basis that 
no operation was in effect prior to the 
effective date of the Civil Aeronautics 
Act, 1938. 

The Air freight forwarders operating 
under these temporary Letters of Regis- 
tration now perform the following serv- 
ices: 

1. Purchase of transportation service 
as shippers and consignees or as “in- 
direct carriers” from the “direct car- 
riers”’. 

2. The ground services necessary to 
bring the shipments to the airports or 
to move them from the airports, either 
through the use of their own motor 
vehicles or those of common or contract 
ground transportation carriers. 

3. The handling of the shipments at 
the airports, in order to effect transfer 
between the ground carriers’ and the 
“direct” air carriers’ facilities. 

4. The solicitation of the traffic. 

5. The consolidation of the small ship- 
ments into larger lots. 

6. The billing, claim handling and 
other clerical and administrative work 
incident to the performance of the serv- 
ice rendered. 


The air freight forwarders emphasize: 
(1) the speed of the service particularly 
the saving of time made possible through 
coordinating the services of the ground 
and “direct air carriers”; (2) the through 
responsibility for the foods from the 
place of business of the shipper to the 
place of business of the consignee; and 
(3) savings in charges, achieved by ship- 
pers or consignees in cases where the 
forwarders’ rates are lower than airline 
freight rates on small lot shipments, 
particularly shipments upon which the 
rates may be subject to minimum 
charges. 


Air freight forwarders place great em- 
phasis upon the arrangements for 
ground transportation services and air 
freight services. A spokesman of the air 
freight forwarders states their position 
in these words: 


“Another characteristic of air freight 
forwarding . .. is the special emphasis 
put on ground transportation and its 
coordination with plane schedules. Para- 
doxically, in air freight, ground trans- 
portation is at least as important as all 
transportation. Some think it even more 
important. This is because the airports 
between which planes fly are commonly 
remote by miles from the freight ship- 
ping platforms of air freight customers. 
Furthermore, much air freight originates 
at or is consigned to places which are 
still off-airline, making a surface haul 
of perhaps scores of miles, and a trams- 
fer from surface to air transportation, 
essential elements in air, transportation. 





4(9 C.A.B. 473, 476), 1948. 
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We are proud to feature 
one of southside Virginia‘s 
principal products of the soil 

... served by the 


Atlantic & Danville Railway. 


NORFOLK 


115 W. Tazewell St. 


ATLANTA 


901 William-Oliver Bldg 


DANVILLE 


650 Craighead St 


NEW YORK CITY 


500 Fifth Avenue 


From fields of harvest . . . 
in southside Virginia, 
to the markets of the nation... 
PEANUTS are served efficiently 
via the AGD. 


ATLANTIC & DANVILLE RAILWAY 


115 W. Tazewell Street, Norfolk 10, Va. 
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46 SC% 
“These surface moves, long or short, surface freight transpotation. In the the goods against loss or damage for in the 
do not occur automatically. They must over-all service the forwarder uses the which the carriers or forwarders might ice is 
be arranged, and the manner of their services of scheduled trunk airlines, not be legally liable. The freight is on sl 
arrangement determines whether the feeder airlines, cargo or freight air car- moved by the fastest transportation pounc 
performance of air freight service is to riers, motor carriers, Western Union services and by air for the maximum made 
be of the sort which attracts, holds, and motor delivery service, local motor cart- distance possible. If weather conditions weigh 
develops air freight tonnage. Forward- age operators, Railway Express, or its cause flights to be delayed or cancelled 
ers, most of whom have some back- own motor vehicles for collection and the shipments are moved by whatever 
ground of experience in rail, truck, or delivery, connecting or alternate serv- combinations of surface and air trans- 
express transportation, consider them- ices. portation will afford the fastest service. 
selves especially qualified to work out Two classes of service are offered a A comparison of the over-all transit 
effectively this necessary coordination “Blue Ribbon” service and an “Ex-_ time between representative cities indi- | 
of air and ground transportation. In  pedited” service. The two services differ cates the difference between the “Blue The 
fact, they believe they can manage it in speed. The “Blue Ribbon” service Ribbon” and “Expedited” services. The fiers 
more effectively than the airlines.” * offers pick-up at any hour, day or night, scheduled time under normal operating the st 
‘ , on short notice; and transportation to conditions is as follows: °® - 7 
Air Freight Forwarder Services the airport by fast courier or other sme, — Ribbo 
s : : e a HH an * a” : = 
The Civil Aeronautics Board in 1948 ° service; the dispatch via the fastest and Between And Gone 6 lee a ' 
authorized 58 air freight forwarders to 4+ available air freight plane; telee —<—~— pie ane an 
operate. The board’s order placed no : ‘ deli t f th New York Chicago 7 hours Overnight at th 
° ; " graphic notice to a delivery agent 0 € New York Los Angeles 14 Second must 
limit upon additional air freight for- forwarder at the destination airport; di- morning - 
warders who might seek Letters of ject delivery to the consignee at any -_ iii eke gettlivery : 
Ps $ ila- an Francisco con: > 
Registration for temporary authority to pour, day or night at which the ship- delphia morning aes 
operate or exemption orders. Less than ent will be received; and notice by ; ws _ delivery § 
a dozen air freight forwarders are NOW telegram notifying the shipper that de- Chicago Los Angeles 12 First. ell = é 
in operation. Their plans of operation jivery has been accomplished and the delivery note 
vary in some respects but the services Of time of the delivery The Air 
one may be described briefly to indicate The “Expedited” service offers pick-up The schedules are not guaranteed be- Air 
one plan of operation. > : h “? cause of the possibility of postponement 
. : , during regular business hours; consoli f flichts b f th dit appro} 
The Emery Air Freight Corporation gation of small shipments with others 2, 82'S Decause of weather conamons. | field c 
was organized in 1946 with headquarters ,; * ; The forwarder by selecting the carriers 
- : into larger lots; forwarding the day or d tes to b d divert shi forwal 
in New York and offices in large air traf- nicht the shipment is received by air fonts in 1 oe ae 
fic centers. It operates as a contract carrier service; delivery upon arrival at ents in the event of cancellations or 9 feign, 
of “indirect” carrier on a national scale. eae * é - and Postponement of flights by one air car- 
: destination during business hours; an to th t forwar 
It handles shipments of all types of ir mail notification of the fact and faco carrior in order to minimise delave | te tt 
goods which can be transported by air time of delivery. Cargo or freight planes SOE CREE SS SOE Sp eR See dated 
carriers and shipments of any weight. are usually but not always used to trans- Air Forwarders’ Charges transp 
je poh a pr gen ate ~ > — port goods moving in the “Expedited” The charges of air forwarders are pub- [ quanti 
QRS Giivery SHG COORGAIES GF ONO service. lished in memorandum schedules. The | ‘educe 
mt. Emery, Johe ie The freight Forwarder and the The freight forwarder’s —— ~ rates of one forwarder are made upon nt 
velopment of Air Freight, Law and Contemporary cjyde insurance coverage against a a F : i 
Nee ain ee a of Law, Durham, Jicks in order to protect the owner of What lt Dose Tew Yoon aw tet, is ont —— 
rates 
shipme 
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. ) ship tk 
QUESTION: ss 
What are the specific advantages to shippers, of the years of experience } tates t 
in coordinating switching and line haul facilities by the Peoria & Pekin io = 
Union Railway Company ? : ordinat 
| tion ai 
of the: 
ANSWER: SERVICE BETWEEN differe: 
‘ a In ¢: 
At no place along the freight-way of the nation is coordination more Gieaye & Minels Midland Ry. publish 
important than at interchange points between through lines. Efficient, Chicago & North Western Ry. ferent 
rapid service at interchange points maintains the smooth flow of freight Gulf, Mobile & Ohio RR. of frei 
to destinations without unnecessary delay. Illinois Central Railroad - 
The Peoria and Pekin Union Railway's goal for over 69 years has been to New York, Chicago & St. Lodis RR. Ps 
shorten in-transit time. The P. & P. U. Ry.’s interchange function in .the Sie Vast: Ganteel tent poo 
Peoria Gateway coordinates the service of fifteen line haul carriers serving wnat ere 
pny and indirectly the entire country. The Peoria Gateway offers the Pennsylvania Railroad a edu 
most avorable geographical location and the P. & P. U. Ry. supplies an Atchison, Topeka & Santa Fe Ry. ies te 
efficient physical layout and modern equipment—all are coordinated with Chicago, Burlington & Quincy RR. of pin 
skilled, well trained P. & P. U. Ry. personnel. : | 
Chicago, Rock Island and tween 
; : Pacific Ry. method 
For details on how the Peoria & Pekin Union Illinois Terminal Railroad portuni 
Railway Company can help you with your ship- eet consolic 
ping problems, write or call Mr. E. F. Stock, mane Wieseoways Comp. affordir 
General Traffic Manager. Minneapolis & St. Louis Ry. erate. 
Peoria Terminal RR. tween 1 
Toledo, Peoria & Western RR. must be 
warders 
consolic 
— Sc 
ead e& 
PEORIA AND PEKIN UNION RAILWAY COMPANY |Eee 
The ¢ 
“direct” 





UNION STATION ® ROOM 36 * PEORIA 2, ILLINOIS 
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46 scales of rates which cover all points 
in the United States between which serv- 
ice is rendered. Pound rates are made 
on shipments from under one to 100 
pounds, and “weight group rates” are 
made on shipments in the following 
weight brackets: 


100 through 149 pounds, 

150 through 199 pounds, 

200 through 499 pounds, 

500 through 999 pounds, and 
1,000 pounds and over. 


The Emery Air Freight Corporation 
offers special rates 10 per cent lower than 
the standard rates for scheduled “Blue 
Ribbon” service to shipments which are 
pick-up at the same hour on agreed days 
and forwarded to the same consignees 
at the same destinations. This service 
must be. arranged or revised at least 
three days in advance and adhered to 
fully. Delivery reports in this “Special 
Blue Ribbon” service are made by air- 
mail and not by, telegraph service as in 
the regular “Blue Ribbon” service. 











The Air Carriers and The Forwarders 

Air freight carriers do not look with 
approval upon freight forwarders in the 
field of air freight transportation. The 
forwarders often are in the position of 
competing with the certificated air 
freight carriers for traffic. If the freight 
forwarders are successful in attracting 
the traffic and shipments are consoli- 
dated into larger lots the air carriers 
transport the freight at the lower higher 
quantity rates and their revenues are 
reduced, excepting to the extent that the 
forwarders perform auxiliary services 
which otherwise would be performed by 
the air freight carriers. 

The elimination of break-down freight 
rates with successively lower rates for 
shipments of larger quantities between 
100 and 15,999 pounds, impedes the ef- 
forts of air freight carriers to consolidate 
' smaller lot shipments into larger lots 
and ship the goods at the lower rates ap- 
plicable to the larger lots. Unless air 
freight forwarders can consolidate a 
sufficient quantity of smaller shippers to 
) ship them as a single lot of 16,000 pounds 
or over, they must either charge higher 
' rates than the direct air freight carriers 
' or make their revenues from the co- 
» ordination of air and surface transporta- 
| tion and the spread between the rates 
of these carriers for shipments of the 
| different amounts. 

In cases where the direct air carriers 
publish special commodity rates on dif- 
| ferent rate levels for different quantities 
of freight, with lower rates for larger 
| lots, the air freight forwarders can 
function in consolidating smaller ship- 
ments of these commodities. The in- 
creasing competition among certificated 
Scheduled carriers and between these 
carriers and all-freight or all-cargo car- 
riers has resulted in the reestablishment 
of “break-down” rates for quantities be- 
tween 100 and 10,000 pounds. This 
method of rate making increases the op- 
portunities of air freight forwarders to 
consolidate shipments into larger lots by 
affording a spread within which to op- 
erate. The amount of the spread be- 
tween the rate break-downs or brackets 
must be sufficient for the air freight for- 
warders to cover solicitation, billing, 
consolidation and handling costs, and 
yield some balance for general or over- 
head expenses. If not, the forwarders 
must charge premium rates. 

. The air freight forwarders, unlike the 
direct” air carriers are not adversely 
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35 YEARS 


OF ACCURACY 
AND DEPENDABILITY 
IN FREIGHT RATES 


— NFRS — 


NATIONAL FREIGHT 
RATE SERVICE 


Dowagiac, Michigan 
The oldest general freight rate book. Con- 


tinuously under same management for 35 
years. 
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affected by the unbalanced flow of traf- 
fic. They purchase the transportation 
services they require, and the “direct” 
airlines must assume the burden of de- 
veloping return-loads. The air freight 
forwarders are located chiefly in the 
northern and eastern parts of the United 
States and chiefly in the larger cities 
in these areas. The predominant flow 
of air freight is from the east and north 
to the south and west. To the extent 
that the air freight forwarders develop 
westbound and southbound traffic from 
the north and east, they contribute to 
the imbalance of traffic. 

In the Air Freight Forwarder Case the 
Civil Aeronautics Board considered this 
point and other advantages and dis- 
advantages to shippers and to the 
“direct” air carriers of the existence of 
freight forwarders in the field. In its 
decision, the board stated: 

“The certificated air carriers oppose 
the authorization of the air freight for- 
warder applicants, but the all-cargo air 
carriers, all but one of the civic groups 
appearing in this proceeding, and prac- 
tically all the shipper witnesses support 
the claim of the freight forwarders that 
they serve a useful purpose in air trans- 
portation. 

“The surface forwarder has always 
been subject to open and active com- 
petition, and if authorization is granted 
by the board, the competitive aspect 
will be an important factor in securing 
to the public service of the highest 
quality at reasonable rates. The for- 
warder, on the basis of the amounts he 
must pay the direct carriers, will evolve 
and publish tariffs of his own, setting 
out the rates at which he is willing to 
serve the public. The shipping public 
will be in a position to compare the rates 
of the forwarder with the air freight 
rates of the direct carriers and, if the 
differential between the rate of the for- 
warder and the underlying carrier is 
too great, it is reasonable to conclude 
that the business will be transferred to 
the direct carriers. The ability of the 
air freight forwarder to continue in the 
business will be determined to a large 
extent by the character and cost of the 
service which is offered in the air freight 
operations of the direct air carriers. 


“In addition there will be competition 
among the freight forwarders them- 
selves. The fact that in this proceeding 
there are more than 70 applicants, many 
of whom have substantial finances with 
large organizations and ample facilities, 
is assurance that in air freight forward- 
ing there will be the same type of active 
competition that has existed in the sur- 
face field. 


“The opposition of the certified car- 
riers is based in part upon their belief 
that the air freight forwarders, in order 
to operate successfully, will require vol- 
ume spreads in cargo rates and that they 
will demand such spreads even though 
they may not be justified by differences 
in cost of service. If air freight for- 
warders operate, they will be required 
to ship the merchandise which they 
handle over the direct air carriers at 
tariff rates set by the air carriers them- 
selves. The fixing of the tariff rates 
of the air carrier is entirely in the con- 
trol of the air carrier and it cannot be 
presumed that a spread will be included 
in a tariff which does not represent a 
difference in actual handling costs. If 
rates are constructed properly they will 
give the carrier revenues sufficient to 
cover costs of operating the service and 


TRAFFIC WORL» 


a reasonable return on investment. We 
realize that the forwarders through their 
control of a substantial volume of traffic 
will possess power to exert pressure on 
the direct carriers to establish rate struc - 
tures with spreads favorable to the for- 
warders, irrespective of costs. However, 
under the act we possess ample authority 
to deal with any such situation that 
may arise. It has been pointed out here- 
tofore that so far as the direct air car- 
rier is concerned the forwarder will have 
the status of a shipper and under the 
Civil Aeronautics Act no shipper can be 
granted a preferential rate. Rates must 
be reasonable, non-discriminatory, non- 
preferential, and non-prejudicial as re- 
quired by Section 404 (b) of the act.”’ 

One of the bases of contention be- 
tween the air freight forwarders and 
the direct air carriers is the question 
of differences in the cost of handling 
small as compared with’ larger quantity 
shipments. 

A study made by anvair freight for- 
warder found that based upon the cost 
of loading and unloading cargo shipped 
in plane-load lots as the standard of 
comparison, the cost of loading and un- 
loading an equal quantity of consolidated 
less-than-plane-load cargo is 2.5 times 
greater and the cost of loading and un- 
loading the same volume of single ship- 
ments is 6.1 times greater. The Civil 
Aeronautics Board accepted the results 
of this study not as indicating the exact 
relative cost formula, but as showing 
that some differences do exist. 

The board stated, on this point: 

“The certified carriers deny that there 
are any significant differences in cost of 
handling air cargo due to variations in 
volume but this position is contradicted 
by the experience of the all-cargo carriers 
and by traffic experts. Only further ex- 
perimentation and experience will give a 
positive answer to this problem, and dur- 
ing the developmental period of the air 
freight industry there must continue to 
be much experimentation with regard to 
types of cargo service to be offered the 
public and rates at which that service is 
to be rendered. This experimentation 
may result in frequent rate changes af- 
fecting forwarders as well as other ship- 
pers, but will constitute an important 
factor in helping the industry to arrive at 
rates which are reasonably scientific. 
Admittedly, rate making in air transpor- 
tation is not a science and no uniform 
practice will be evolved until after more 
experience in the air transportation of 
cargo has been had. However, we believe 
that eventually the direct air carriers will 
work out a tariff which will meet their 
requirements and offer the public a work- 
able system of charges for transporting 
air cargo.” § 

The Board took cognizance in the Air 
Freight Forwarder Case of other prob- 
lems created by the direct carriers by the 
entrance of air freight forwarders, in- 
cluding: 

1. The possible accentuation of the di- 
rectional unbalance of air freight traffic 

2. The concentration of shipments of 
forwarder traffic in the late afternoon 
and early evening hours in order to for- 
ward traffic received after the close of 
business hours in one city for delivery in 
another city the next morning 

3. The possibility of the diversion of 
freight from one direct air carrier t0 





7(9 C.A.B. 473, 494), 1948. 
8 (9 C.A.B. 473, 494), 1948; C4 Air Freight Rate 
Investigation, (9 C.A.B B. 3403, 


Nov 





from 


will 


and ec 


VORLY 


We 
their 
raffic 
re on 
struc 
» for- 
vever, 
1ority 
that 
here- 
* car- 
have 
r the 
an be 
must 
non- 
is re- 
act.” * 


n be- 
; and 
estion 
adling 
antity 


t for- 
e cost 
1ipped 
rd of 
id un- 
idated 
times 
id un- 
ship- 
. Civil 
results 
exact 
lowing 


, there 
ost of 
ons in 
dicted 
arriers 
er eX- 
give a 
d dur- 
he air 
nue to 
‘ard to 
ed the 
vice is 
itation 
yes af- 
r ship- 
yortant 
rive at 
entific. 
nspor- 
niform 
r more 
sion of 
believe 
ars will 
t their 
, work- 
porting 


the Air 
- prob- 
by the 
rs, in- 


the di- 
. traffic 
ents of 
ernoon 
to for- 
lose of 
very in 


sion of 
rier t0 


ight Rate 


November 18, 1950 


will be handled with the speed 


and economy which result from the finest of port facilities.’ 


*Named after Samuel Plimsoll, an English reformer, who as a coal 
dealer, noticed that the owners would overload their heavily insured 
coal ships and send them to sea with the result that most of the ships 
were lost and the crews drowned but the owners profited from the 
insurance. Plimsoll ran for Parliament in 1868 and was instrumental 
in the passage of the Merchant Shipping Act of 1876 which, among 
other provisions, established the “Plimsoll Line” as the limit to which 
ships could be loaded. 
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Ecorse, Detroit 29, Mich. 
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And there’s a new FOREIGN TRADE ZONE 
to help build your profits 


THE EXPANDING PORT OF SEATTLE 
Department 161-5, Box 1878, Seattle 11, Wash. 














another or from air carrier to surface 
carriers by the carriers. - 

The Civil Aeronautics Board pointe 
out that air cargo spends a dispropor- 
tionately large part of the total time in 
transit in surface operations. In 1946 
more than 30 per cent of air express 
traffic moved part way via surface trans- 
portation carriers, excluding the air ex- 
press shipments which had to be moved 
by surface transportation because of 
postponement or cancellations of flights. 
In April, 1946, 6.9 per cent of air express 
was moved in this way. There are no 
data available showing the percentage of 
air freight or cargo handled by air cargo 
carriers. One month’s total freight ship- 
ments of one of the largest certificated 
carriers was handled: 26.9 per cent in- 
terline; 15.1 per cent interchanged with 
other air carriers; and 11.8 per cent in- 
terchanged with surface carriers. 

The certificated airlines contend that 
freight forwarders could perform all 
the services they proposed to offer the 
public as agents of the airlines. The 
forwarders, however, assert that they 
functioned as agents only because they 
were not certificated to operate as in- 
direct air carriers by the Civil Aeronau- 
tics Board. The board, after consider- 
ing the evidence and arguments of the 
direct air carriers, air freight forwarders, 
shippers and civic bodies, denied the 
freight forwarders’ applications for cer- 
tificates of public convenience and neces- 
sity, and that authority to engage in 
air transportation as an air forwarder 
should be extended under the exemption 
provisions of the Civil Aeronautics Act. * 
Exemption orders were issued authoriz- 
ing operation as “indirect carriers”, sub- 
ject to regulations adopted by the Civil 
Aeronautics Board. The exemptions are 
temporary, until the board shall find 
that the operations are not in the public 
interest, but in no event longer than 
five years from the date of the order. ?° 
Thirty-four air freight forwarders were 
issued authority to operate under Letters 
of Registration. 


Surface Forwarders 

The Civil Aeronautics Board held that 
surface freight forwarders are common 
carriers within the meaning of Section 
408 of the Civil Aeronautics Act and 
an air carrier under the act." The 
board found that the competition of a 
large number will deter the surface 
freight forwarders from diverting any 
substantial amount of traffic from air 
to surface transportation. The board 
found that the conduct of freight for- 
warding operations by the four surface 
freight forwarders would not be incon- 
sistent with the public interest. ‘The 
competition between independent air 
freight forwarders and the surface for- 
warders would not give rise to monopoly 
or restraint of competition adversely to 
the interests of the direct or indirect air 
carriers. Letters of Registration were 
accordingly issued to four surface freight 
forwarders. 

The controversial nature of the air 
freight forwarders is illustrated by the 
vigorous dissenting opinion of Commis- 
sioner Jones in the Air Freight For- 
warder Case. He stated: “I am firmly 
convinced that the demonstrated disad- 
vantages attending the authorization of 
air freight forwarders greatly outweigh 





® Civil Aeronautics Act, Sec. 1, (2). 
10 Decision and order of Civil Aeronautics Board, 
~ me No. 861, et al. decided September 8, 


11 Universal Air Investigation Forwarding Activi- 
ties, (3 C.A.B. 698) 1942. 
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the speculative benefits which have been 
so wishfully advanced and so uncritically 
received in this proceeding. It seeins 
clear that the operations of forwarders 
will, inter alia, (1) slow down air freight 
transportation, and thus tend to destroy 
its greatest advantage—speed; (2) limit 
the utility of cargo space on airline pas- 
senger schedules; (3) reduce air carrier 
revenues without materially reducing 
costs; (4) making lowering freight rates 
more difficult; (5) generate little new 
traffic; (6) provide unneeded and un- 
economic additional competition for air 
traffic; (7) unnecessarily complicate the 
air freight transportation system; and 
(8) provide the Board with an impossible 
administrative problem.” 7” 
















Economic Regulations Applicable to Air For- 
warders 

The Civil Aeronautics Board issued in 
1948 Economics Regulations applicable 
to air freight forwarders. These regula- 
tions provide detailed regulations gov- 
erning: 

1. Certificates and exemptions. 

2. Classification of air freight forward- 
ers as “indirect” air carriers. 

3. Exemptions of air freight forward- 
ers from enumerated provisions of the 
Civil Aeronautics Act. 

4. Duration of temporary operating 
authority limited to five years. 

5. Limitation of operation of air 
freight forwarders to aircraft operated 
in common carrier services by small ir- 
regular carriers or air carriers whose 
tariffs have been filed with the C.A.B. 

6. Restriction of service of air freight 
forwarders to places between places in 
the United States. 

7. Regulations governing 
registration. 

8. Requirement that air freight car- 
riers must cover the risks of loss or 
damage for goods transported by insur- 
ance, self-insurance fund or reserve, or 
surety bond. 

9. Requirement of public liability and 
property damage insurance. 

10. Limitations upon liability. 

11. Payment of transportation charges 
to direct air carriers by air freight for- 
warders within reasonable time after the 
transportation services have been ren- 
dered, but within a maximum period of 
seven days after the shipments are 
billed. 1* 

The president of one of the air freight 
forwarders has this to say about the 
status of the forwarders and their pro- 
spects. “To the certificated air lines, he 
is a pariah, a middleman, a cream skim- 
mer—to be harassed and fought at every 
turn and, if possible, stamped out. To 
the shipper, the air freight forwarder 
is a doubtful quantity, with some theo- 
retical promise of usefulness but of only 
partly proven worth. To the Civil Aero- 
nautics Board, he is a problem child, not 
to be suppressed exactly but to be han- 
dled gingerly and tentatively pending 
further developments. 

“To himself, the forwarder is an es 
sential cog in the air freight mechanism; 
an expert in overcoming the uncertaln- 
ties of a form of transportation which 
is still unsure; a coordinator of different 
kinds of transportation in a field wheré 
the air alone is not enough; a salesmal 
who can accelerate sharply the develop- 
ment of the air freight potential; an 
finally, a laborer fully worthy of his hiré. 


12 (9 C.A.B. 473, 526), 1948. ‘ 
18 Civil Aeronautics Board, Economic Regulations, 
Amendment Sec. 292.6, adopted September 8, 1943 
effective October 15, 1948. 
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ONE DOZEN 
FREIGHT TRAINS! 


In the 60 seconds it will take 
you to read this, an average of 
one dozen heavily-loaded freight 
trains will start on their way. 
And that figure holds true for 
every minute of the day and 
night! 

That adds up to about 17,000 
trains every day — hauling not 
only the major portion of all the 
things Americans use in their 
daily life and work but also most 
of the material and machinery of 
our national defense. 

The railroad freight fleet is do- 
ing a big job these days. And it’s 
good to know that the railroads 
have moved swiftly to provide 
additional transportation for this 
vastly increased load. 

New cars are coming along in 


OF Yucca Prononos 


ever-increasing numbers. For the 
railroads have ordered more than 
100,000 new freight cars— more 
than 500 million dollars worth — 
and, every day, railroad shops 
are sending back to duty hun- 
dreds of repaired and rebuilt cars. 

In addition, heavier loading 
and quick loading and unloading 
of cars by shippers are having the 
effect of increasing the number 
of cars — for every day that’s cut 
from the average “turn around” 
time of the railroad freight car 
fleet is equal to adding 100,000 
cars! 

Your railroads are busy — busy 
day and night—busy in fair 
weather and foul — carrying the 
things it takes to make this na- 
tion strong! 


WASHINGTON 6, D.C. 


THE RAILROAD HOUR 
every Monday evening 


TRAFFIC WORLD 





Noven 


“Sor 
tremes 
the a 
in ai 
provec 
positic 
of the 
nied b 
have 1 
carrie! 
of the 
prove 
fulfillr 
freigh' 


14 Em 
Develop 
Contemy 
Law, W 


service 
and tk 


C. & 
To 7: 


For 
Club y 
counti 
served 
Railro 
$1,850 
nounc 
dent, 1 
of the 
Chicag 
Club ¢ 
this t 


Seen] 








November 18, 1950 


“Somewhere in between these ex- 
tremes, perhaps, lies the true picture of 
the air freight forwarder. His future 
in air transportation remains to be 
proved. It may be inhibited by the op- 
position of the airlines and the doubt 
of the C.A.B. It may be assured or de- 
nied by the conclusions of shippers, who 
have the power of life or death over all 
carriers. It may be clouded by abuses 
of the forwarder himself. Or it may 
prove to be bright with promise and 
fulfillment for the forwarder and the air 
freight business of which he is a part.” ** 


14 Emery, John C., The Freight Forwarder and the 
Development of Air Freight, Air Cargo Law and 
Contemporary Problems, Duke University School of 
Law, Winter, 1950, p. 29. 
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P.R.R. Tunnel-Elimination 


Project in Ohio Completed 


As it called attention to the official 
opening on November 15 of a new 
“streamlined” section of its Panhandle 
division betwen Steubenville and Deni- 
son, O., following completion of a $9 
million tunnel-elimination project, the 
Pennsylvania Railroad said that “freight 
in the biggest box cars, and in oversize 
open loads,” now could flow without re- 
striction over “the shortest rail route be- 
tween the east and the Mississippi River.” 

To establish the new route a straighter 
right-of-way was blasted, with the use of 
more than 2,000,000 pounds of dynamite, 
through rugged hills, to by-pass four 
outmoded tunnels and break “a bottle- 
neck. which has forced diversion of 
thousands of big cars annually,” the 
Pennsylvania said. A fifth tunnel, it 
stated, had been modernized to ac- 
commodate the roomier, higher payload 
cars. A huge cut, 600 feet across the top 
and “53 feet deeper than Niagara Falls,” 
took the new route past Tunnel No. 10, 
just west of Bowerston, O., the Pennsyl- 
vania said. It added that the tunnel- 
elimination project brought to $81 mil- 
lion the amount spent by it in a 10-year 
program of facility betterments on its 
lines between Pittsburgh, Pa., and St. 
Louis, Mo. As a result of this project, it 
said, its over-all through service would 
be improved materially between the east 
and south, southwest and west, through 
the St. Louis, Cincinnati and Louisville 
gateways, and its on-line intermediate 
service between these cities, Pittsburgh 
and the east also would be improved. 


C. & E. I. Makes Awards 
To 74 4-H Club Members 


For outstanding achievement in 4-H 
Club work, 74 boys and girls from the 37 
counties in Illinois, Indiana and Missouri 
served by the Chicago & Eastern Illinois 
Railroad will receive awards totaling 
$1,850 from the C. & EQ.JI., it is an- 
nounced by H. R. Sampson, vice-presi- 
dent, traffic. The winners will be guests 
of the railroad for a three-day visit to 
Chicago where they will attend the 4-H 
Club Congress on November 28-30, and 
this trip will constitute a part of the 























DON’T SAY “BEST WAY”—ROUTE IT MARION 





Why? Because we provide speedy, direct, flexible 
service and interchange trailers with reliable connect- 





ing carriers in Intrastate, or Interstate, movements. 





We solicit inquiries. Let us send you our Points List. 





HOME OFFICE: P. O. Box No. 866 MARION, INDIANA 






- FAST ACTION 


~ "TL 


LTL is important business with us. 
Our terminals are organized to give 
such freight fast and efficient atten- 
tion. Our new, main terminal at St. 
Louis covers a city block (has 54 
dock doors)—speeds LTL shipments 
through the St. Louis Gateway. 


* VIKING FREIGHT COMPANY 


FT. woaTH General Offices: 614 S. SIXTH ST., ST. LOUIS, MO. 


N. Y. SALES OFFICE: 277 BROADWAY; F. J. TULLY, REPRESENTATIVE 
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Fast Freight Service on the M. & 
agents PRE-PLAN and-switch engines aré added 
every year to the big M. & St. L. 


St. L. More of the handy road- 
every move fleet of Diesel power. 









See your classified direc- 
tory for the nearest United 
agent, or wire Moving Head- 
quarters, United Van Lines, 
Inc., St. Lovis 17, Mo. 
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awards. This is the third consecutive 
year that the C. & EI. has rewarded 
farm boys and girls for outstanding ac- 
tivity in 4-H projects, in recognition of 
the important role youth plays in the 
growth and development of the nation’s 
railroads, Mr. Sampson states. 





Truck Line’s New Terminal 
In Chicago ‘Most Modern’ 


Merchants Motor Freight, Inc., has. an- 
nounced that its new terminal at 2901 
W. Thirty-first Street, Chicago, described 
as “one of the most modern if not the 
most modern of its kind in the country,” 
will be opened officially November 20. It 
said that traffic men and other invited 
guests would be “flown in, on special 
chartered flights,” to see a “spectacular 
array of materials handling methods” 
featured at the terminal. 

Situated on a 4%-acre tract, the ter- 
minal building is of concrete block and 
brick construction, with spacious offices, 
a large garage and a 310-foot loading 
dock, according to Stanley L. Wasie, 
president of Merchants Motor Freight. 
On the center of the loading dock, he 
said, the latest type of “in-the-floor tow- 
veyor” had been installed, to distribute 
the four-wheel platform trucks to the 
proper loading doors. At each door and at 
each station where a city pickup truck 
would back against the dock was an air- 
operated dockboard (a total of 52), self- 
adjusting to the height of any truck or 
trailer floor, he said. He added that a 
pneumatic tube system had been installed 
for sending the original bill of lading into 
the rate department; that the garage 
was equipped with a new trailer power 
washer, capable of washing a 34-foot 
trailer in 50 seconds; that there was a 
ramp, 10 feet wide, for driving “even a 
passenger car” up onto the dock for 
loading into a trailer; that facilities had 
been provided for a 10-ton overhead 
monorail electric hoist for handling ma- 
chinery and other heavy items, and that 
a 40,000-pound axle load scale had been 
installed. Trucking association officials 
and thousands of shippers in the Chicago 
area had been invited to attend the “open 
house” on November 20, according to the 
announcement. 

Included in an expanded sales and pro- 
motional campaign of Merchants Motor 
Freight, Inc., is a current advertisement 
program in TRAFFIC WoRLD. 


Frisco To Expand 
Springfield Diesel Shop 


Plan for building a $300,000 addition to 
the Frisco Railway’s new diesel shops at 
Springfield, Mo., to help take care of the 
railroad’s growing fleet of diesel locomo- 
tives, are announced by President Clark 
Hungerford. The new project will add 
four more trucks, two of them with 
servicing pits, in an addition to be con- 
structed along the north side of the pres- 
ent building. The present shops, com- 
pleted last spring, have five tracks and 
handle 131 diesel units. 





United Fruit Houston Service 


Effective with the sailing of the SS 
Avenir from Puerto Barrios, Guatemala, 
December 9, United Fruit Co. will offer 


a weekly service between Guatemala, 
Houston and New Orleans, according to 
an announcement by W. V. Harloe, gen- 
eral manager of the. company’s freight 
department, Pier 3, North River, New 
York, N.Y. 

The SS Avenir, according to the an- 
nouncement, will arrive at Houston on 
December 14, leave there December 15 
and arrive in New Orleans December 
17. Weekly services will be maintained 
by that vessel, the SS Mayari and the 
SS Admiral Fraser. Northbound, the 
vessels will offer a new coffee service 
to Houston as well as New Orleans. 
Also, at Houston, as well as at New 
Orleans, the company will accept gen- 
eral cargo for Belize, British Honduras; 
Tela and Cortes, Honduras; and Puerto 
Barrios, Guatemala. The Houston activi- 
ties will be under the jurisdiction of 
E. L. Meier, freight traffic manager of 
United, New Orleans. 





Orders for Reconditioned 
Steel Drums Highest Ever 


Orders for reconditioned steel drums— 
used for shipping petroleum, chemicals, 
paints, and some food products—are the 
greatest in history, according to Morris 
Hershson, president, National Barrel and 
Drum Association. Speaking at the open- 
ing session of the group’s three-day an- 
nual convention, in the Waldorf-Astoria 
Hotel, New York City, Mr. Hershson said 
that the record number of orders was 
due to two factors: The reconditioned 
drums were economical and of high qual- 
ity, and unfilled orders for new steel 
drums were now in excess of 7,000,000, 
with every indication that the backlog 
would be greater by the end of the year. 

A number of companies in the indus- 
try had mechanized their operations in 
the past year, “with the result that we 
not have greater production (of recon- 
ditioned steel drums) and better prod- 
ucts,” said he. Approximately 75 per 
cent of all steel drums used today were 
reconditioned ones, and companies using 
such containers would be severely han- 
dicapped were it not for the drum-re- 
conditioning plants, said he. 

R. A. Cabrey, president, General 
Cooperage Co., Philadelphia, was ap- 


PERSONAL 


Several promotions and appointments 
in the organization of Spector Motor 
Service, Inc., of Chicago, in connection 
with expanded activities of the com- 
pany, have been announced by Si Fisher, 
president of Spector. Al Greene, 
formerly vice-president in charge of 
terminal operations, has been appointed 
executive assistant, in which capacity he 
will coordinate activities between ter- 
minal managers and heads of depart- 
ments (operations, safety, claims, traffic, 
etc.) in the Spector headquarters. Les 
Lunt, manager of Spector’s Union, N.WJ., 
terminal, has been appointed eastern 
operations supervisor of the company. 
Harry Guimond, formerly chief account- 
ant, has been promoted to the position 
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pointed chairman of a special committee 
to draw up industry-wide standard 
specifications. 





Hansen Warehouse 


A new large general merchandise 
warehouse now under construction for 
the Hansen Storage Co., in Granville, 
Wis., estimated to cost approximately 
$500,000, is expected to be completed by 
December 15, according to the company. 
The new structure, being built on an 
eight-acre tract, will have 50,000 square 
feet of storage on one floor and will 
accommodate 10 million pounds of mer- 
chandise. In addition to indoor space, 
the company will maintain several acres 
of paved outdoor storage area for ma- 
chinery and other equipment that would 
not be damaged by weather. Founded 
46 years ago, the company now operates 
18 warehouses and when the new ware- 
house is completed will have available 
seven million cubic feet of storage space. 





Seattle Trade-Zone Activity 


In the first year of its operation—Sep- 
tember 1, 1949, through August 31, 1950 
—the foreign trade zone at the port of 
Seattle, Wash., handled 8,402,000 pounds 
of cargo with an evaluation of $2,111,000, 
according to J. A, Earley, president of 
the Port of Seattle Commission. Ton- 
nage totals for September, October and 
November this year would be slightly 
higher than for preceding months, he 
said. The foreign trade zone at the 
Seattle port had been the means of at- 
tracting hundreds of inquiries from all 
parts of the world, he reported. 





Milwaukee Locomotives 


A profusely illustrated brochure titled 
“100 Years of Locomotive Progress on 
the Milwaukee Road” depicting varied 
types of motive power the road has used 
since it made its first run out of Mil- 
waukee, Wis., November 20, 1850, has just 
been placed in circulation..Copies may be 
obtained free by writing to the Mil- 
waukee Road Public Relations Depart- 
ment, 356 Union Station, Chicago 6, Il. 


of company controller, while James 
Casey and Joe Obermaier have been ap- 
pointed chief accountant and auditor, 
respectively. Placed in charge of Spector 
operations is Adam Stancik, who will be 
assisted by Irwin Gable, as control dis- 
patcher. Ray Leuser, formerly in charge 
of the claims department, has been ap- 
pointed head of Spector’s over-short- 
and-damage division. Assisting him, 4s 
O. S. and D. control supervisor for the 
company, will be Nick Capwell, who 
heretofore has served as O. S. and D. 
manager at Chicago. John Birch suc- 
ceeds Mr. Lunt as manager of the key 
terminal ot Union, N.J. Carl Richter, 
Spector manager at Philadelphia, an- 
nounced appointment of William Lemon 
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Commission of Public Docks 


PORTLAND, OREGON 


208 S. LaSalle St., Chicago, Illinois 
D. J. McGarity, Gen. Mgr. 
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For helpful counsel, call on 
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offices throughout the country. 


Si Fisher Al Greene 

to the post of Philadelphia operations 
manager. The re-staffing and the ex- 
pansion plans of Spector were discussed 
at meetings in Chicago and New York 
by W. Stanhaus, executive vice-presi- 
dent, and Ted Baker, sales and traffic 


chief, of Spector Motor Service. 
ok * On 


The election of Henry F. McCarthy, 
of Brookline, Mass., former vice-presi- 
dent of the New York, New Haven & 
Hartford Railroad, 
as vice-president, in 
charge of traffic, 
and as a director of 
Seatrain Lines, Inc., 
with headquarters 
in New York City, 
has been an- 
nounced by Gra- 
ham W. Brush, 
president of the 
company. Mr. Mc- 
Carthy assumed his 
new duties Novem- 
ber 9. Mr. Brush, 
in his announce- 
ment, said Mr. McCarthy “joins our 
management to participate in our pro- 
gram of growth and greater service to 
industry in its commerce between the 
east and Gulf areas.” Seatrain, he said, 
had recently placed orders for the con- 
struction of two additional ships, in order 
to expand and intensify its “unique sys- 
tem of through rail and water trans- 
portation service” between New York, 
New Orleans and Texas. Until last Au- 
gust, Mr. McCarthy was vice-president 
of the New Haven. Previously he was 
passenger traffic manager of the Bos- 
ton & Maine Railroad and of the Maine 
Central Railroad. He recently had 
served as transportation consultant in 
Washington, D.C., to the National Secu- 
rity Resources Board, and also to the 
director of Military Traffic Services. In 
World War II he served in Washington, 
D.C., as assistant director of the Office 
of Defense Transportation, in charge 
of the traffic and railroad divisions. For 
his services, he was awarded the Presi- 
dential certificate of merit by President 
Truman. A graduate of Harvard Col- 
lege in 1927, Mr. McCarthy was awarded 
a degree in transportation by Yale Uni- 
versity in 1930. 

* 


H. F. McCarthy 


* * 

Mrs. Lee K. Jaffe, director of public 
relations of the Port of New York Au- 
thority, has received, on behalf of the 
Authority, the 1949-50 silver anvil of 
the American Public Relations Associa- 
tion for the year’s “most notable public 
relations performance in the field of 
government (federal, state or local).” 
The presentation was made at the as- 
sociation’s annual awards luncheon in 
Washington, D.C., November 14. A 
former Washington newspaper corre- 
spondent, Mrs. Jaffe has been with the 
Port Authority for more than six years 
and is vice-president of the Association 
of Municipal Public Relations Officers. 
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She is a member of the Public Relations 
Society of America and of the Women’s 
National Press Club. 


ca * * 


W. W. Imboden, assistant traffic man- 
ager, Indiana Farm Bureau Cooperative 
Association, Indianapolis, Ind., has been 
appointed by Butler University as in- 
structor in a new course in tariff prac- 
tice and interpretation. The new course, 
added to the curriculum of the evening 
division, College of Business Adminis- 
tration, will meet each Thursday eve- 
ning in the university’s main building, 
Jordan Hall. 


* * * 


Appointment of M. J. Angolia as gen- 
eral freight agent for the Lone Star 
Package Car Co., Inc., in charge of the 
company’s New York and New England 
territories, with headquarters in New 
York, has been announced by W. B. Rob- 
inson, general traffic manager. 

* * x 


George T. Hench, sales manager of 
the Port of Stockton, Calif., has been 
promoted to the position of executive as- 
sistant to the director of the port, E. E. 
Ferrari. Mr. Hench will continue to 
handle the duties of his prior position 
in combination with his new office. Ex- 
cept for services with the army in the 
last war, he has been with the port since 
1934. 

* aK ~ 

At ceremonies held November 15 in the 
Pacific coast traffic headquarters of the 
Pennsylvania Railroad Co., William F. 
Blood, traveling freight and passenger 
agent of the Pennsylvania, San Fran- 
cisco, received the company’s bronze 
service button, in honor of his 25 years 
of service with the railroad. The pres- 
entation was made by Benjamin D. 
Rhodes, Pacific coast traffic manager of 
the Pennsylvania. 

7 * 7” 

Appointment of C. A. Moore as mana- 
ger, traffic and warehousing of the cus- 
tomer service operations for the General 
Electric Company’s 
construction ma- 
terials department, 
Bridgeport, . Conn., 
has been an- 
nounced by A. W. 
Gilmore, manager 
of marketing. Mr. 
Moore joined Gen- 
eral Electric in 
1930. In 1937 he was 
appointed assist- 
ant manager of 
warehousing for 
the appliance and 
merchandise de- 
partment at Bridgeport. Prior to his 
present appointment, he was manager 
of traffic and transportation for the 
Bridgeport Works. In his new position, 
he will be responsible for traffic and 
warehousing for the construction materi- 
als department’s six regional ware- 
houses located at Bridgeport, Conn., 
Lowell, Mass., Charlotte, N.C., Houston, 
Tex., Chicago, Ill., and Los Angeles, 
Calif. 


C. A. Moore 


* * * 


Appointment of Guy DeVany, of 
Yankton, S.D. as executive secretary of 
Associated Motor Carriers, Inc., of South 
Dakota, has been announced by Earl 
Mayhew, president of the organization. 
He succeeds H. Lauren Lewis, executive 
secretary for the last three years, who 
resigned to become affiliated with the 
Sioux Falls, S.D., law firm of Bielski, 
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Elliott & Lewis. Mr. Lewis was formerly 
with the Regular Common Carrier Con- 
ference of the American Trucking Asso- 
ciations, Inc., Washington, D.C. A news- 
paper man, Mr. DeVany is a former vice- 
president of the South Dakota Press 
Association. 
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* * + 


The election of David O. Mathews, 
general counsel for the Chicago & East- 
ern Illinois Railroad, as vice-president 
of the C. & E. L,, 
has been an- 
nounced by Clair 
M. Roddewig, presi- 









DENVER 







dent of the road. gol ta 
Mr. Mathews, a % ri 8 
native of Blair, east : 





+. 


ST. LOUIS 





Neb., who lives in 
Evanston, Ill., is a 
graduate of the 
University of Ne- 
braska. Engaged in 
the general practice 
of law in Qmaha, ; ; 
Neb., from the time D. O. Mathews 

of his admittance 

to the bar following his graduation in 
1925, he went to Washington, D.C., in 
1942 as senior attorney for the general 
counsel of the Office of Defense Trans- 
portation. He maintains a home in 
Bethesda, Md., a suburb of Washington. 
After his services with O.D.T., he be- 
came a special assistant to the United 
States Attorney General and handled 
special transportation law suits for the 
government. He joined the C. & E. I. 
as general counsel on May 23, 1949. Mr. 
Mathews will remain in charge of all 
legal affairs of the railroad. 

oe oe * 
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Appointment of K. R. Finnell as dis- 
trict sales manager at Denver, Colo., for 






Pacific Intermountain Express Co., has vw — MARK IT me 

been announced by O. R. Roberts, dis- cS Don't mark It RUS RCWayy. 
trict manager for the company there. ea 740N'S sore — 

Formerly sales representative for the a M 3 RACHANTS 

company in Chicago, Mr. Finnell joined a tS 

the organization in 1948 after having ar 71 

been associated with the Ziffrin Truck * Cf aie -. 00 MOTOR FREIGHT INC. 





Line in Chicago. Melvin T. Hopper, HOME OFFICE ST. PAUL, MINNESOTA 


former district sales manager at Denver 
for Pacific Intermountain Express, has 
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been promoted to the position of assist- 
ant branch manager and is presently 
assigned to the Kansas City terminal. 


* * x 


From the headquarters of the Northern 
Pacific Railway at St. Paul, Minn., came 
the announcement, November 12, that 
C. E. Denney would 
retire as president 
of that railroad on 
December 31 and 
would be succeeded 
by Robert S. Mac- 
farlane, 51 years old, 
executive vice-pres- 
ident of the road. 
Mr. Denney, con- 
tinuing as a direc- 
tor of the company, 
will serve in a con- 
sulting and advis- 
ory capacity and 
will make his head- 
quarters at the Northern Pacific offices 
at 630 Fifth Avenue, New York City. Mr. 
Macfarlane entered the service of the 
company February 1, 1934, and was 
elected executive vice-president October 
1, 1947. Mr. Denney had served ten 
years as president of the Erie Railroad 
when he became chief executive of the 
Northern Pacific September 28, 1939. 
After having attended Pennsylvania 
State College he went to work for the 
Union Switch & Signal Co. and later 
served with the New York Central and 
the Nickel Plate before going to the Erie. 
His railroad career and service with 
Union Switch Co. span 51 years. Mr. 
Macfarlane, a native of Minneapolis, at- 
tended Brown University, served in the 
Navy in World War I and attained the 
rank of lieutenant (j.g.), was graduated 
from the University of Washington Law 
School in 1922 and then began law prac- 
tice in Seattle, was elected a county 
superior court judge in Seattle in 1930, 
and resigned in 1934 to become assistant 
western counsel of the Northern Pacific. 
He is a past president of the Seattle 
Chamber of Commerce and has been a 
member of the Seattle school board since 
1933. In that year he received the U.S. 
Junior Chamber of Commerce distin- 
guished service award. 

* oe * 


Leslie P. Jennings has joined the staff 
of Michigan Express, Inc., Grand Rapids, 
Mich., as safety and personnel director, 
Fred G. Timmer, president of the organ- 
ization, has announced. Mr. Jennings 
was previously employed by Grand Rap- 
ids Motor Coach Co. and Yellow Cab Co. 
He is on the commercial fleet executive 
committee of the National Safety Coun- 
cil, the board of directors and the safety 
engineering division of the Greater 
Grand Rapids Safety Council. 


* * * 


Melville E. Stone, who joined Pan 
American World Airways in 1946 and 
soon thereafter became assistant to the 
vice-president in charge of ocean divi- 
sions, has been appointed advertising 
manager of the company, Willis G. Lips- 
comb, vice-president for traffic and sales, 
has announced. Mr. Stone was sales pro- 
motion manager prior to his present 
appointment. 


R. S. Macfarlane 


* * cal 
Ralph M. Steiner has been appointed 
district manager, perishable freight 
service, of the Texas & Pacific Railway 
at Chicago, succeeding S. I. Miller, who 
retired November -1 for reasons of health 
after many years of service. Mr. Steiner, 
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who joined the railroad in 1928, had been 
perishable freight agent at Chicago for 
the last three years. 


* * + 


Appointment of George E. Kelley, of 
Boston, Mass., and Robert J. Cahill, of 
Cleveland, O., as sales representatives 
for Middle Atlantic Transportation Co., 
Inc., has been announced by Sherman §, 
Marr, general sales manager. 

- + * 


R. Metivier, traffic manager, Laclede- 
Christy Co., St. Louis, Mo., has an- 
nounced removal of the company’s gen- 
eral offices and traffic department to 310 
South Michigan Ave., Chicago, Ill. 


* * * 


Guern D. Royster, truck driver for the 
Los Angeles division of the Pacific In- 
termountain Express Co., has been se- 
lected by a panel of trustees appointed 
by the American Trucking Associations, 
Inc., to receive the “pro meritis” award, 
one of the trucking industry’s highest 
honors, for saving the life of a motorist 
whose car had crashed and caught fire. 


% % # 


E. F. Goudelock has been appointed 
commercial agent at Milwaukee, Wis., 
for the Kansas City Southern Lines. 


* * % 


Willard Adamson, former general 
agent for the Northern Pacific Railroad 
at Detroit, Mich., who was furloughed 
in August because of ill health and re- 
tired November 1, after 40 years of serv- 
ice, has regained his health and has been 
appointed representative for the Road- 
way Transit Co. in Detroit, Bruce J. 
Cook, vice-president of the Roadway, 
has announced. 

* * ok 

The election of Gene E. Holmes, presi- 
dent of The Gray Line, Inc., San Fran- 
cisco, Calif., as president of the Airline 
Ground Transportation Association, at 
the association’s annual convention re- 
cently held in New Orleans, has been 
announced by Wallace X. Aron, of the 
traffic department of Gray Line. Mr. 
Holmes has served as president of Gray 
Line, Inc., Fialer’s Limousine, Inc., and 
the Airport Limousine Co. in San Fran- 
cisco for the last four years. 


Correction 


The name of S. D. Schell, who retired 
November 15 as vice-president of the 
National Federation of American Ship- 
ping, Washington, D. C., to engage in 
general private law practice, was in- 
correctly shown in the TRAFFIC WoRrLD, 
Nov. 11, p. 78, as S. D. Scheff, due to a 
typographical error. 


nA eR REO SEINE ES A TR AEA I a 


OBITUARIES 
i asasieteneinnien 


Andrew P. Titus, 77, former president 
of the Illinois Terminal Railroad Co., and 
chairman of its executive committee, 
died November 9 at the Missouri Pacific 
Hospital, St. Louis, Mo., after a brief 
illness. Mr. Titus began his railroad 
career in 1892 as a clerk with the Wheel- 
ing & Lake Erie Railroad. He later served 
with the Alton Railroad Co., now part of 
the Gulf, Mobile & Ohio Railroad, and 
joined the Illinois Terminal in 1929 as 
vice-president in charge of operations. 
Three years later he was elected presi- 
dent. He resigned in 1948 becoming 
chairman of the executive committee and 
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continuing as director. During his ten- 
ure as president he was in charge of the 
development of the railroad’s St. Louis 
terminal and subway facilities. 

* * oo 


William W. (Judge) Adams, chief, rail 


NEWS OF 
TRAFFIC CLUBS 


R. J. Eckenrode, district manager, 
Fowler and Williams, Inc., Wilkes- 
Barre, Pa., has succeeded L. O. Holt, as 
president of the Wyoming Valley Traffic 
Club, the latter having been transferred 
by the Pennsylvania Railroad from 
Scranton, Pa., to Akron, O., where he will 
serve as district freight agent. Fred 
R. Roberts, freight agent, Delaware 
& Hudson Railroad, Wilkes-Barre, re- 
places Mr. Eckenrode as vice-president. 
Mr. Eckenrode presided at the club’s 
regularly monthly meeting November 
8 in the Hotel Jermyn, Scranton, which 
was designated as “Railroad Night.” The 
principal speaker was E. J. Dean, assist- 
ant vice-president—traffic, Erie Rail- 
road, New York, N.Y., who discussed 
“Railroad Problems.” Other speakers 
were C. L. Palevitch, Jr., manager, Fow- 
ler and Williams Freight Lines, Scranton, 
who spoke for motor carriers; A. E. 
Stecker, Sr., traffic manager, Eureka 
Specialty Printing Co., Scranton, who 
discussed shipper problems; and T. C. 
Warner, agent, Acme Fast Freight, 
Scranton, who spoke on the operation 
of forwarding companies. The club’s 
next meeting will be held December 6 at 
the Kingston House, Kingston, Pa. It 
will be a dinner meeting. 

co * ok 

The New York University Chapter, 
Delta Nu Alpha Transportation Frater- 
nity, held its annual dinner meeting 
November 12 at the Hotel Barbizon. E. 
C. Morgan, national president, installed 
the following officers: Frank J. Costanza, 
president; James T. Carr, first vice- 
president; Bernard B. Strauss, second 
vice-president; William Wagner, secre- 
tary; and James Dobbin, treasurer. 
George L. Barnes, supervising safety 
agent, New York Central Railroad, spoke 
on accident prevention and safety pro- 
grams of the railroads. 

K * * 


At the October 24 meeting of the San 
Francisco (Calif.) Region Chapter of the 
Association of Interstate Commerce 
Commission Practitioners, the following 
officers were elected to serve for the en- 
Suing year: Jack E. Hale, Standard Oil 
Co., president; E. Ludwig Van Dellen, 
Western Pacific Railroad Co., vice- 
president; and Larry E. Binsacca, M.J.B. 
Co., and Western Can Co., secretary- 
treasurer. 

* * * 

Leland James, president of Consoli- 
dated Freightways, who is also presi- 
dent of the American Trucking Associa- 
tions, Inc., Washington, D.C., will ad- 
dress the Los Angeles Traffic Manager’s 
Conference at its annual dinner meet- 
ing to be held December 7, at 7 p.m., in 
the Rodger Young Auditorium, Los An- 
geles, Calif. The theme of his talk will 
be “Modern Day Transportation and Its 
Effect Upon the Growth of the West.” 
The meeting promises to draw one of 


’ rates and service, Freight Traffic Service 


Co., Detroit, Mich., died November 10. 
Prior to joining the company, Mr. Adams 
was associated with Allied Packers, of 
Chicago, and Hygrade Food Products 
Co., of Detroit. 


the largest gatherings of traffic managers 
and carrier officers and representatives 
ever to meet in Los Angeles, according 
to T. W. Brandes, president of the con- 
ference. Reservations are being made 
through Ralph Crandall, executive sec- 
retary of the conference, 755 Pacific 
Electric Building. 
* HE * 

The Traffic Club of New York, Inc., 
will hold its annual “Members’ Dinner” 
November 28, at 6:45 p.m., in the grand 
ballroom of the Commodore Hotel, New 
York City. The following officer candi- 
dates, selected by the nominating com- 
mittee, will be voted on at this meeting: 
President, J. W. Brennan; first vice- 
president, E. D. Sheffe; second vice- 
president, R. J. Wood; secretary, G. H. 
Burtis; treasurer, H. H. Houston; direc- 
tors, all for three-year terms, C. E. Coyle, 
J. L. Seiler, and H. D. Vail. H. H. Meyer 
is chairman of the dinner committee, as- 
sisted by T. P. Connors. 

oo * * 


Daniei A. Hackett, city freight agent, 
New York Central Railroad, was elected 
president of the Traffic Club of Brooklyn, 
Inc., Brooklyn, N.Y., for the 1950-51 
term, at the club’s regular monthly 
meeting November 2 in the Hotel 
Granada, Brooklyn. Formerly vice-presi- 
dent, he succeeds Benjamin Kaplan, of 
Valentine & Co., Inc., who became 
a member of the board of governors 
for a three-year term. Other officers 
elected were: Vice-president, Vincent 
Choucherie, of Waring Central Co.; sec- 
retary, Benjamin J. Guarino, of Bush 
Terminal Railroad Co.; assistant sec- 
retary, Joseph Hiller, of Sitroux, Inc.; 
and treasurer, Paul K. Cleveland, of 
Trans World Airline. Others named to 
the board of governors included J. C. 
Dennington, for a three-year term, and 
E. L. Emery, for a one-year term. 

cs * * 

The thirty-seventh anniversary frolic 
of the Commercial Traffic Managers of 
Philadelphia will be held December 5 
in the Crystal ballroom of the Benjamin 
Franklin Hotel, Philadelphia, Pa., Gordon 
P. Smith, traffic manager, Worth Steel 
Co., Claymont, Del., has announced. The 
program includes dinner, entertainment 
and prizes. Reservations are to be made 
through W. N. Gallagher, Wirt Co., 522 
Green Street, Philadelphia 44, Pa. 


* * * 


The Traffic Club of Washington, D.C., 
has issued invitations for its “Ladies 
Night” dinner-dance to be held Decem- 
ber 6 at the Statler Hotel, Washington, 
D.C. Dinner will be served at 8 p.m. 
There will be prizes for all the ladies. 
Reservations are to be made through 
Robert W. Phillips, 1136 Woodward 
Building, Washington 5, D.C. 

* * * 


Horace C. Willson, member of the Na- 
tional Classification Board, American 
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Trucking Associations, Inc., Washington, 
D.C., will speak on the subject “Classifi- 
cation—What It Means to You,” at the 
next Motor City Traffic Club of Detroit 
Forum meeting November 27, at 7 p.m., 
in the Detroit-Leland Hotel. A. L. Rich, 


general traffic manager of Fruehauf 
Trailer Co., will be guest chairman. 
” * * 


The Eastern North Carolina Traffic 
Club, of Goldsboro, N.C., held its annual 
fall and winter meeting November 8 in 
the Virginia Dare room of the Sir Wal- 
ter Hotel, Raleigh, N.C., with R. Gilliam 
Johnson, president, presiding. The 
meeting was sponsored by the Southern 
Railway. Sidney S. Alderman, vice- 
president and general counsel of the 
Southern, Washington, D.C., was guest 
speaker. J. T. Lee, assistant freight traf- 
fic manager of the Southern, Cincinnati, 
O., acted as master of ceremonies. 

a * * 

Leslie E. Bowman, passenger repre- 
sentative for the Pennsylvania Railroad 
at Des Moines, Ia., was elected president 
of the Des Moines Passenger Club at its 
election meeting held October 26. He 
succeeds R. E. Hollingsworth, city pas- 
senger agent for the Milwaukee Rail- 
road. Other officers are W. H. Pfister, 
district passenger agent, Great Northern 
Railway, vice-president; and H. J. An- 
derson, city passenger agent, Santa Fe 
Lines, secretary-treasurer. 

* ok * 


The Harrisburg Traffic Club observed 
“Motor Carrier Night” with its meeting 
held November 14 in Harrisburg, Pa. The 
principal speaker was Edward Cogolin, 
vice-president and general manager of 
the Pennsylvania Motor Truck Associa- 
tion, who discussed industry-wide prob- 
lems facing the motor truck industry, 
including taxes and accident prevention 
activities. Thomas McCahan, of the 
Pennsylvania Railroad, also addressed 
the club. He discussed the impact of 
Defense Transport Administration car 
service orders on the Harrisburg area. 
“Express Highway”, a new sound color 
film prepared by the Pennsylvania Turn- 
pike Commission, illustrating truck op- 
erations on the superhighway, was 
shown. 

ae * * 

Officers elected to serve for 1951 by 
the Oklahoma City Transportation Club, 
Oklahoma City, Okla., at its meeting No- 
vember 16 in the Biltmore Hotel, will be 
installed at the club’s annual dinner- 
dance December 6, at 6:30 p.m., in the 
Persian room of the Skirvin Tower Hotel. 

cs of a 

The Nassau Suffolk Traffic Club, Levit- 
town, Hicksville, N.Y., planned to observe 
“Ladies Nite,” with dinner, the evening 
of November 18 at Trott Inn. 


* x * 

The hospitality committee of the 
Women’s Traffic Club of Pittsburgh is 
making arrangements for the club’s fif- 
teenth anniversary dinner celebration on 
November 21, at 6:30 p.m., in the Royal 
York Hotel. Miss Olive Dennis, research 
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engineer for the Baltimore & Ohio Rail- 
road, Baltimore, Md., will speak on 
“Railroad ’Rithmetic.” Miss Mercedes B. 
Coleman, of American Steel & Wire 
Co., Pittsburgh, Pa., will act as toast- 
mistress. 
+ ok ok 
Jack Eyre, assistant chief of the ma- 
rine departmental bureau, New York 
Port Authority, will be the speaker at 
the monthly meeting of the transporta- 
tion division of the Hartford Chamber of 
Commerce November 21, at 6 p.m., at the 
City Club, Hartford. He will give a 
brief outline of the history of the New 
York Port Authority and discuss the 
current dock situation relative to coastal 
and intercoastal shipments. 
ak co ok 
E. H. Williams, regional sales man- 
ager at Chicago for the Railway Exoress 
Agency, will discuss the mutual relation- 
ship of railway express to hotels and the 
benefits derived by hotels from using 
that service at the thirty-second an- 
nual meeting and convention of the 
Minnesota Hotel Association November 
25 in Minneapolis, the agency has an- 
nounced. 
* * oa 
The Bridgeport (Conn.) Traffic Asso- 
ciation will observe “Father & Son 
Sports Night,” sponsored by its freight 
forwarder members, November 21, at 8 
p.m., in the ballroom of the Stratfield 
Hotel. The club’s next meeting will be 
its annual Christmas party sponsored by 
local truckmen. 
* * ed 
The New Haven (Conn.) Transporta- 
tion Club observed “Carriers’ Night” 
with its meeting November 13 in the 
ballroom of the Hotel Garde. The 
speaker was Leo Golden. 
* * * 


The Traffic Club of Syracuse will hold 
a dinner meeting and election of offi- 
cers November 20, at 6:30 p.m., at the 
American Legion, Syracuse, N.Y. Alex- 
ander F. Jones, executive editor of the 
Syracuse Hearld-Journal, will speak on 
“World Affairs.” 

* * ak 

The Birmingham (Ala.) Traffic and 
Transportation Club will hold its first 
“Motor Transportation Night,” honoring 
the motor carrier industry, the evening 
of November 28 at the Tutwiler Hotel. 
There will be dinner and dancing. W. 
D. Sellers, Jr., is chairman of the com- 
mittee in charge of arrangements. The 
club’s annual ball will be held Decem- 
ber 18 at the Pickwick club, followed by 
its Christmas luncheon December 21 at 
the Thomas Jefferson Hotel. 

* te * 


The Transportation Club of Des 
Moines, Ia., Inc., will observe “Railroad 
Night,” sponsored by rail lines represent- 
ed in Des Moines, with its meeting No- 
vember 20, at 6:30 p.m., in the American 
Legion Hall. The club has called atten- 
tion to a series of classes in freight 
rates and transportation management 
being conducted by it in cooperation 


~—y, 
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with the adult education program of the 
Des Moines Public Schools. Two weekly 
evening classes are now in progress. 
Persons interested in the courses are 
asked to contact H. C. Shirer, general 
agent, Chicago Great Western Railway, 
Des Moines. 
* * ok 

The Mark Twain Hotel, Elmira, N.Y., 
was the scene of a buffet dinner and 
turkey raffle of the Elmira Area Traffic 
Club November 16. J. C. Durkin, presi- 
dent of Niagara Motor Express, was the 
speaker. 

+ Ok * 

The Traffic Club of Minneapolis, Min- 
neapolis, Minn., will hold a dinner-dance 
December 1 at the Officers Club, Fort 
Snelling. A talk on Canadian railroad 
operations, with an open forum, will 
feature the program of the November 
21 meeting of the club. December 7 has 
been set for the club’s thirty-fifth annual 
dinner, to be held at the Hotel Nicollet. 


* * * 


W. S. Mercer, secretary and assistant 
chairman of the Illinois Freight Associa- 
tion, spoke on “History of the Illinois 
Freight Association, Its Importance, 
Functions, and Procedures,” at a meet- 
ing of the Chicago Chapter, Delta Nu 
Alpha Transportation Fraternity, No- 
vember 15 in the Palmer House. The 
chapter is advancing its December 
meeting one week to December 13 so as 
not to conflict with the Christmas holi- 
day season. 

* * * 

A color and sound motion picture of 
the Port of Houston will feature the 
program of entertainment at a luncheon 
meeting of the Cincinnati Traffic Club, 
November 21, in the Gibson Hotel, Cin- 
cinnati, O. 

* * * 

John Peters, traffic manager, Delco 
Remy division of General Motors Cor- 
poration, Anderson, Ind., will speak on 
“Tariff Improvement” at the November 
29 open meeting of the Indianapolis 
Chapter, Delta Nu Alpha Transportation 
Fraternity, in the assembly room of the 
Citizens Gas & Coke Utility Co. At its 
October meeting the chapter heard a 
report on the recent annual meeting of 
the fraternity held in Wilmington, Del. 


* * * 


Officers and board members of the 
Associated Traffic Clubs of America are 
voting on the membership - application 
of the Transportation Club of Freeport, 
Ill. Club president is J. S. Lawbaugh 
agent, Milwaukee Road. 

ok * * 

The Woman’s Traffic Club of Milwau- 
kee will hold its annual “Bosses Night” 
dinner meeting November 20, at 6 p.m., in 
the Schroeder Hotel, H. J. Gramlich, 
general agricultural agent, Chicago & 
North Western Railway System, will 
speak on “Who Is Your Boss?”. 

* a * 


The Traffic Club of Pittsburgh will 
hold its winter dinner-dance December 
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9 at the Hotel Schenley, Pittsburgh, Pa. 
R. M. Boyd, general traffic manager of 
the Pittsburgh Plate Glass Co., is general 
chairman of the committee in charge. 
J. P. Gilbert, general agent, Alton & 
Southern Railroad, Pittsburgh, is han- 
dling reservations. 










ICC DOCKET 
ee ee 


A star appears before all docket numbers 
that have been added under a hearing date in a 
period included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearings in I. & S. 5841 and 30667, as- 
signed November 20, at Washington, D. C., 
cancelled and reassigned January 3, at Wash- 
ington, D. C., before Examiner Dishman. 

Hearings in 30238 and 30324, assigned No- 
vember 27, at Washington, D. C., cancelled 
and reassigned January 23 at Washington, 
D. C., before Examiner McGrath. 

Hearings in 29377, Subs. 2 and 3, 29459, 
29513, Sub. 1, 29518 and Sub. 1, 29581, 29596 
and 29610, assigned November 28, at Tulsa, 
Okla., cancelled and reassigned for pre- 
hearing Conference December 13, at U. S. 
Ct. Rms., Springfield, Mo., before Examiner 
Glenn. 


























November 20—Belle Plaine, Ia.—City Hall— 
Commissioner Mitchell: 

Finance 13907—Second Amended and Sup- 
plemental Application of Chicago and 
North Western Railway Co. for a Cer- 
tificate of Public Convenience and Ne- 
cessity Permitting Abandonment of 
Branch Line Extending from Belle Plaine 
to What Cheer, in Benton, Tama. 
Poweshiek, and Keokuk Counties, Ia. 

November 20—Washington, D. C.—Examiner 
Dishman: 

I. & S. 5841 and ist Sup.—Commodities, 
East to West Clipper Carloading Co. 
30667—Forwarder Rates—East to West 

Points. 

mage 20—Washington, D. C.—Oral argu- 
ment: 

I. & S. 5800 and ist Sup.—Increased Ex- 
press Rates on Fruits & Vegetables. 
November 21—Chicago, Ill.—Hotel Morrison 
saad Patterson and Examiner 

oy: 

* Ex Parte 171—Rules, Standards and In- 
structions for Installation, Maintenance 
and Repair of Automatic Block Signal 
Systems, Interlocking, Traffic Control 
Systems, Automatic Train Stop, Train 
Control, and Cab Signal Systems, and 
other Similar Appliances, Methods and 
Systems. 

November 21—Chicago, I1l.—Hotel Morrison 
—Examiner Hoy: 

13413—In the Matter of Automatic Train 
Control Devices (Joint Application of 
the Chesapeake and Ohio Railway Com- 
pany and the New York, Chicago and 
= Louis Railroad Company, Filed Sept. 



























November 21—Helena, Mont.—U. S. Ct. Rms. 





—Commissioner Cross and Examiner 
Walsh: 

30674—-Mont. Intrastate Freight Rates and 
Charges. 





November 21—Richmond, Va.—Hotel King 
Carter—Examiner Gray: 
30631—Halifax Paper Co. v. A. & R. RR. 


et al. 
21—Washington, D. C.—Oral 


November 
Argument: 
I. & S. 5758—Woodpulp, Houston, Tex. to 
Cincinnati & Hamilton, Ohio. 
November 21—Washington, D. C.—Examiner 


Walsh: 
30454—-Western Electric Co., Inc. v. A. G. 


S. et al. 
30261—-National Electric Products Corp. v. 
P. R. R. et al. 
November 27—Washington, D. C.—Oral Argu- 


ment: 

Finance 16872—Application of Atlantic 
Coast Line Railroad Co. for a Certifi- 
cate of Public Convenience and Ne- 
cessity under paragraph (18) of Section 
1 of Interstate Commerce Act, as 
amended authorizing abandonment of 
a line of railroad between Alma and 
Anguilla, in State of Ga. 













sovemier 27—Washington, D. C.—Examiner 

Oat: 

% 29946 and Sub. 1—Reconstruction Finance 

Corp v. A. C. & Y. et al. 
November 27—Bellingham, Wash.—U. S. Ct. 
Rms.—Examiner Walsh: 
30650—Whatcom County Traffic & Rates 
Bureau et al. v. C. M. S. P. & P. et al. 
November 27—Washington, D. C.—Examiner 
McGrath: 
30238—Virginia Gasoline & Co. et al. v. 
A. & S. et al. 
30324—-Sun Oil Co. v. A. C. & Y. et al. 
November 28—Tulsa, Okla.—Hotel Mayo— 
Examiner Brown: 

29377 Sub. 2—Sinclair Refining Co. v. 
B.R.I. et al. 

29377, Sub. 3—Same v. A. R.R. (Henry A. 
Gardner, Trustee) et al. 

29459—Cy Carney v. C.R.I. & P. (Joseph B. 
ae at and Aaron Colnon, Trustees) 
et al. 

or +” ae Petroleum Corp. v. K.C.S. 
et al. 

29513, Sub. 1—Shell Oil Co., Inc. et al. v. 
—— & W. (Guy A. Thompson, Trustee) 
et al. 

29518—Delta Gas Co. v. A.T. & S.F. et al. 

29518, Sub. 1—Butane Motor Fuel Co. v. 


Same. 

29549—Cities Service Refining Corp. v. T. 
& N.O. et al. 

1" me Oil Co. v. A.T. & S.F. 
et al. 


29596—Humburg Co., Inc. v. C.RI. & P. 
(Joseph B. Fleming and Aaron Colnon, 
Trustees) et al. 

29610—Pan American Refining Corp. v. A.T. 
& S.F. et al. 

November 28—Washington, D. C.—Examiner 
Mohundro: 
30688—Icing Allowances at Laredo and 
Brownsville, Tex. 
November 28—Washington, D. C.—Examiner 
Dishman: 

F. S. A. 25118—L. C. L. Exception Rates in 
Official Territory. 

November 28—Washington, D. C.—Examiner 
Dishman: 

30578—Consolidated Rendering Co. et al. 
v. A. T. & 8. F. et al. 

30579—International Minerals & Chemical 
Corp. et al. v. A.C.L. et al. 

30579, Sub. 1.—Frederick Mehring Fertil- 
izer Works, Inc. v. A. T. & S. F. et al. 

30579, Sub. 2.—Baugh & Sons Co. et al. v. 


Same. 
30579. Sub. 3.—Davison Chemical Corp. v. 
P.R.R. et al. 
30579, Sub. 4.—American Agricultural Chem- 
ical Co. v. Same. 
November 29—Seattle, Wash.—Fed. Off. Bldg. 
—Examiner Walsh: 
30644—Van Waters & Rogers, 
R. R. et al. 
November 29—Washington, D. C.—Commis- 
sioner Mitchell and Examiner Mullen: 
9200—Railway Mail Pay. 
November 29—Washington, D. C.—Examiner 
Corbin: 
F.S.A. 25427—Asbestos Fibre from Quebec 
to La. 


Ine. v. E. 





The Following Assignments 
Have Not Heretofore Appeared 





November 30—Boston, Mass.—Hotel Lenox 
—Examiner Boisseree: 
I. & S. 5859—Soaps, Compounds-Boston, 
Providence to N. Y., N. J. 
November 30—Seattle, Wash.—Fed. Off. Bldg. 
—Examiner Walsh: 
ay aes Meal Co. v. A. T. & S. F. 
et al. 
November 30—Washington, D. C.—Examiner 
Dishman: 
I. & S. 5825—Confectionery within South- 
ern Territory 
30691—Candy Between South & Central 
Territory—Rail. 

November 30—Washington, D. C.—Commis- 
sioners Alldredge, Rogers and Cross: 
Section 5a Application 21—Illinois Freight 

Association Agreement. 
November 30—WasShington, D. C.—Examiner 
Mohundro: 
I. &. S. 5861—Sewing Machines—Texas 
Shippers Association, Inc. 





WATER, 
FREIGHT FORWARDER, 
PIPELINE 


December 5—New York, N. Y.—641 Washing- 
ton St.—Examiner Boisseree: 
W-36, Sub. 1—Conners-Standard Marine 
Corp. Extension—Great Lakes. 
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For expert help with your shipping 
problems, call New York Central’s 
nearest Freight Traffic Representa- 
tive. Or ask your local 
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General Offices: Atlante, Ga 
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Why not route your freight 
to, from or within the South 


via the Southern Railway 
System? 


This modern, Diesel- 
powered 8,000-mile railway 
system will welcome an op- 
portunity to prove that it's 
“at your service” when you 
want efficient, dependable 
transportation service. 
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MOTOR TRANSPORT SECTION 


PUBLISHED IN THE THIRD WEEK’S ISSUE EACH MONTH 


Maps ae Med Drata Unique 


The maps in this section are different from maps and the allied data are unique in that 
maps published in any other medium. Theyare the material is presented in a way shippers all 
special maps designed by TRAFFIC WORLD’S over the country told TRAFFIC WORLD it 
map department and keyed in accordance with would be most helpful to them in selecting 
the specifications of shippers. Hence, these highway carriers and routing freight. 


Key fo Maps in This on 


Daily INTER- and INTRAstate service 
Daily INTERstate service (no INTRAstate) 


Daily coordinated rail-motor service 








il 


Irregular or special service routes 


eeesene: Connecting lines 
eeeeeece Ferries 


® O Principal points served 
B. Terminal Cities 


Unless otherwise noted on maps, motor lines offering an intrastate service 
are also interstate operators when their routes extend into other states. 


CENTRAL & EASTERN STATES 


e OHIO TERMINALS—Akron, 560 E. South St. (Franklin 5195); 

Bellevue (Phone 24144); Cleveland, E. 33rd & Hamilton (Pros- 

orw a ru Cc ine pect 15350); Clyde, 402 Spring St. (Enterprise 2835); Defiance, 
(Phone 7332); Elyria, 124 Maple St. (Phone 3484); Fremont, 

109 E. State St. (Main 2825); Lorain, 1120 Colorado Ave. 





‘“ ° ° (Phone 8274); Mansfield, 399 N. Main St. (Ph 21606); 

Satisfy your Customers with Medien, 254 Smith Rd. (Phone '22181); Napoleon, (Phone 
e ; Norwalk, 3 (P 2-4321); Sa 

Norwalk Service’’ dusky, 30 W. Perkins Ave. (Phone'2276); Shelby, (Phone 


32911); Toledo, 210 City Park (Adams 4291); Warren, 171 
Forrest St., N.E. (Phone 23546). 

MICHIGAN TERMINALS—Adrian, 939 E. Beecher St. (Phone 
105); Ann Arbor, 2330 Dexter Rd. (Phone 5990); Battle Creek, 
220 S. McCalmy St. (Phone 31511); Bay City, foot of First 
St. (Phone 6228); Detroit, 175 S. Campbell St. (Vinewd 
2-1435); Flint, 915 S. Dort Highway (Phone 41659); Grand 
Rapids, 610 Century Ave., S. W. (Phone 8-1459); Jackson, 
227 E. Wesley (Phone 29353); Kalamazoo, 1229 3rd St. 
(Phone 4-0133); Lansing, 904 E. Hazel St. (Phone 49401); 
Monroe, 715 S. Telegraph Rd. (Phone 1032); Pontiac, 853 
Woodward (Federal 29201); Saginaw, 142 Davenport St. 
(Phone 27107). 

INDIANA TERMINALS—Auburn, 204 S. Union (Tel. 618); Elk- 
hart, 1401 W. Beardsley Ave. (Tel. 4338); Ft. Wayne, 1122 
Sherman St.(Anthony 4363) ; Goshen 611 W. Lincoln Ave.(Tel.111); 
Hammond, 844 150th St.(Sheffield 3070); Kendallville, Drake Rd. 
(tel. 300); South Bend, 1040 W. Sample St. (Tel. 39321). 
ne TERMINALS—Chicago, 2500 W. Taylor St. (Monroe 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. 
(Phone 745); Pittsburgh, 839 Lockhart (CE 1-3253). 


: | 









J. F. Ernsthausen —— a, 
President Midd Ga] WS 


C. W. Hoke COMMON CARRIER jail 
Vice-President 1.C.C. Certificate No. 71096 S 
Established 1921 
Incorporated (Ohio) 
36 Woodlawn Ave. 
Telephone—2-4321 
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INSURANCE oo). ome ee we! 
Car , $25/75,000 (The Connecticut (Fidelity asualty Co.). Also bonde 
“A Co.). ‘Public | Lisbility, by new A. T. A. bond. pee Sy ae alate 
ae Mgr e *Liabtity moar TARIFF AGENCIES 432 trailers (all company owned); : 
ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (139 company 


Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau. owned). 
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CENTRAL & EASTERN STATES 














DECATUR CARTAGE CO., INC., OF INDIANA 


DECATUR 






































































































- CARTAGE CO 
all 7 
- 20th St. & Wentworth Ave., Chicago 16, IH. 
it Telephone—Victory 2-6000 
ng i WALTER MULLADY, President R. A. BAENSCH, Ex. V.P. 
COMMON CARRIER—I. C. C. Contts, =. $8909; PS. c 1. No. 418A-1-10; 
PSC, No. 1597-A-1; P. S. C. T-3406; P. U. C. O. No. 485 
mA "ic Bond. Estcblished “1926. INSURANCE: Cargo, $25,000- 
$235:600; Public Liability, $50,000-$100,000; Property Damage, $50,000. 
Route it ‘‘DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, 
Indianapolis, St. Louis, Quincy, Peoria and a i and one other 
spots in the great area shown on the map... ny day and night 
‘ by our great fleet of modern transports . a transportation 
Watch Display advertisements oppo- service whose dependability amply proves that WOR "SHIPMENTS MIDWEST, 
site lead page of LATE NEWS section. DECATUR IS BEST.” 
Clemans Truck Line, Inc. 
Established 1929 Incorporated 1934 
Flow more than CVverP «+++ 815 Pennsylvania Ave., Som Bend, oot 
A. C. Clemans, Pres., A. Cc. Scheetz, ‘T. M. 
is the time to keep the details of your operation H. C. ear eee Gen. Mer. 
. . COMMON CARRIER-—I. C. C. Certificate No. M-2136— 
before the leading shippers of the country. P. S. C. |. Nos, 692-A-2-3-4-10 Intrastate Indiana—M. P. 
C. No. C-548 Interstate Michigan. 
a i ‘ A SERVICE, Overnight service between Elkhart, Indianap- 
Listings in this motor transport section are set SS So Loocmeport, te gen oun 
Grand Rapids, Kalamazoo, Three Rivers, Mich., and 
up in accordance to specifications of shippers. Grand Raph Se a Se 
NUMBER UNITS: 101 Tractors, 122 Trailers, 100 Vans, 
195) Advertising rates are extremely low. Write for Fa SURANGES Congo 100,000 und 100,000 [Murine Office of 
ee nt (00680 eee yon and rae ——- 
H E. rvice, Inc.); r 
— full details. Goneumean (Mic a Mutual Liability Gao 
Ave. SAFE—COURTEOUS—SERVICE 
506) ; 
hone 
San- 
hone 
171 
sa Motor TRANSPORT Maps 
eek, 
First 
ewd 
rand 
son, 
St. 
PREPARED TO SHIPPER SPECIFICATIONS 
853 
St. 
122 
11); Shippers from all over the country set up the specifications for the motor transport maps 
“: PP y P P P P 
used in this section. They are specially designed by Traffic World’s map department and 
_ keyed in accordance with their specifications. Leading shippers find this section helpful 
 &. in routing their highway freight. Recently, an industrial traffic manager of a leading 
industrial manufacturing company in Milwaukee, Wisconsin, wrote the following: 
. “In the issue of Traffic World which is published in the third week 
of each month, you have a Motor Transport Section. We find that 
the maps and information which are published in this section to be 
2 Cry 






superior to any other publication of this type, which we have seen.” 







Write now for complete details about how you can have your route map prepared 
in accordance with shipper specifications and placed monthly before the leading shippers 
across the country. 






TRAFFIC WORLD 


Advertising Department, State-Madison Bldg., 22 West Madison St., 





Chicago 2, Ill. 





Advertisers 
IN THIS ISSUE 


November 23, 1950 


Aero Mayflower Transit Company 
pe a ere oo 11 
Association of American Railroads 
The Atchison, Topeka & Santa Fe Rail- 
way 
Atlantic & Danville Railway 
Baltimore & Ohio Railroad 
Chevrolet Motor Division, 
Motors Corporation 
Chicago & Eastern Illinois Railroad 
Chicago, Indianapolis & Louisville Ry. .. 
Chicago & North Western System 
College of Advanced Traffic 
Cotton Belt Route 
Crooks Terminal Warehouses, Inc. 
Inside front cover 
Davidson Transfer & Storage Company 88 
Delta Air Lines 
Denver & Rio Grande Western Rail- 
road 
Dodge Division, Chrysler Corporation .. 
Eaton Manufacturing Company, Axle 
Division 
Emery Air Freight Corporation 
Erie Railroad 
Peete, Peet BW, UG. ....-....25500.0ccssccesseeee 
Ford Motor Company 
Frisco Railroad 
Fruehauf Trailer Company 
General Electric Company 
GMC Truck & Coach Div., General 
Motors Corporation 
The General Tire & Rubber Company .. 81 
Great Lakes Steel Corporation 
ET WII. ss s-sesenessenenesacecesoerns 95 
Gulf, Mobile & Ohio Railroad 
Hayes Freight Lines, Inc. 
Inside back cover 
Huber & Huber Motor Express 
Illinois Central System 
International Harvester Company 
Port of Long Beach 
Port of Los Angeles 
Marion Trucking Company, Inc. ............ 83 
Mathews Trucking Corporation 
Merchants Motor Freight, Inc. ................ 87 
Mid-States Freight Lines, Inc. ................ 
Minneapolis & St. Louis Railway 
Missouri Pacific Lines 
Monon 
Motor Transport Section 
National Freight Rate Service 
Newtex Steamship Corporation 
New York Central System Back cover 
The Port of New York Authority 
Norfolk & Western Railway 
Port of Oakland 
Pennsylvania Railroad 
Peoria & Pekin Union Railway Co. 
NEE Gr I WIIDe snccccsseeccnssscsenasceosesenes 95 
Port of Portland 
Richmond, Fredericksburg & Potomac 
Railroad 
Rock Island Lines 
Port of San Francisco 
Port of Seattle 
Southern Express, Inc. ............................ 88 
Southern Pacific Company 
Southern Railway System 
Port of Stockton 
Toledo, Peoria & Western Railroad 
Trans-Canada Airlines 
United Van Lines, Inc. 
Viking Freight Company 
The White Motor Company 





1.C.C. Docket (Contd.) 


MOTOR 
CHANGES IN DOCKET 


Current cancellatiens and postpone- 
ments announced too late te show the 
change in this docket are noted below. 


Hearing in MC-93224, Sub. 16, assigned No- 
vember 20, at Norfolk, Va., is cancelled. 

Hearings in MC-2130, Sub. 29 and MC- 
102567, Sub. 20, assigned November 28, at 
Shreveport, La., cancelled and reassigned 
December 18, at Washington-Youree Hotel, 
Shreveport, La., before Jt. Bd. 218. 


November 20—Albany, N. Y.—Fed. Bldg.— 
Examiner Hollander: 


MC-110796, Sub. 1—Russell G. Gobel, 
Napancho, N. Y., contract carrier ap- 
plication. 


MC-112311—Robert D. May, Dover Plains, 
N. Y., common carrier application. 
November 20—Cincinnati, Ohio—Fed. Bldg.— 

Examiner Gaffney: 
MC-112262—Southern Farms Express, Can- 
ton, Ohio, common carrier application. 
November 20—Harrisburg, Pa.—State Comm. 
—Examiner Whitehouse: 
MC-109763, Sub. 3—Wolf’s Bus Line., York 
Springs, Pa., common carrier applica- 


November 20—New York, N.Y.—641 Wash- 
ington St.—Examiner Bateman: 

MC-6415, Sub. 4—Feuer Transportation, 
Inc., Yonkers, N.Y., common carrier ap- 
Plication. 

MC-92976, Sub. 4—Ray’s Express, Inc., 
Lyndhurst, N.J., common carrier appli- 
cation. 

November 20—Norfolk, Va.—U. S. P. O. and 
Ct. Rm.—Examiner Colfer: 

MC-93224, Sub. 16—White Motor Lines, 
Inc., Norfolk, Va., common carrier ap- 
Plication. 

November 20—St. Paul, Minn.—Fed. Ct. Bldg. 
Examiner Rannells: 

MC-111878—Frank Babbitt, Bloomer, Wis., 
common carrier application. 

November 20—Washington, D. C.—Examiner 
Hume: 

MC-16650, Sub. 2—Waugh Trucking Co., 
Berkeley Springs, W. Va., common carrier 
application. 

November 20—Washington, D. C.—Examiner 
Lawton: 

I. & S. M-3500—Middle Atlantic Ship- 

ments Less Than 2,000 Pounds. 
November 21—Atlanta, Ga.—State Comm.— 
Examiner Yardley: 
MC-110878, Sub. 2—Argo Trucking Co., 
—e Ga., common carrier applica- 
on. 
November 21—Binghamton, N. Y.—U. S. Ct. 
Rms.—Examiner Hollander: 

MC-112347—E. C. Rice, Rome, Penna., con- 
tract carrier application. 

November 21—Harrisburg, Pa.—State Comm. 
—Examiner Whitehouse: 

MC-30022, Sub. 78—Paul S. Crebs., North- 

umberland, Pa., common carrier applica- 


tion. 
MC-65916, Sub. 6—Ward Trucking Corp., 
aeons. Pa., common carrier applica- 
on. 
November 21—Newark, N.J.—State Comm.— 
Examiner Bateman: 
MC-48039, Sub. 1—B & F Oil Co., Newark, 
N.J., common carrier application. 
MC-59561, Sub. 3—Garo Transportation Co., 
Union, N.J., common carrier application. 
November 21—St. Louis, Mo.—Mark Twain 
Hotel—Examiner Rannells: 
MC-112055—Ill.—Pac. Coast Transportation 
Co., Madison, Ill. 
November 22—Binghamton, N. Y.—States Ct 
Rms.—Examiner Hollander: 
MC-96073, Sub. 1—Paul Dressler Extension 
—Cinder Blocks (Oxford, N. Y.) 
November 22—New York, N.Y.—641 Wash- 
ington St.—Examiner Bateman: 
MC-1976, Sub. 7—John Newton, Kearn, 
N.J., common carrier application. 
November 22—Washington, D. C.—Examiner 
Naftalin: 
*I. & S. M-3485—Paint Material—Atlanta, 
Ga. to Memphis, Tenn. 


November 24—New York, N. Y.—641 Wash- 
ington St.—Examiner Silverman: 
MC-110263, Sub. 15—Joseph Peter Nuzzi, 
Jackson Heights, L. I., New York, con- 
tract carrier application. 
November 27—Boston, Mass.—New P. O. Bldg. 
—Examiner Naftalin: 
MC-C-1115—Motor Carrier Rates New York 
City Area—New England. 


November 27—Boston, Mass.—New P. O. 
Bldg.—Examiner Silverman: 

%* MC-39099—Old Colony Motor Lines, Inc., 

New York, N. ¥., common carrier ap- 

Plication. 
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November 27—Chicago, lll.—U. S. Custom 
Hse.—Examiner Hinely: 

MC-F-4617—Archibald H. and Hazen H. 
Stevens—Purchase—Harve H. Heldreth. 

MC-F-4618—Same — Purchase — Wil- 
liam Wernicki. 

MC-F-4619—S a m e—Purchase (Portion)— 
Pople Transfer & Storage Co. 

MC-F-4620—S a m e—Purchase (Portion)— 
George E. Perkins. 

MC-F-4621—S a m e—Purchase (Portion)— 
Bert Hendricks. 

—— eee urchase—Wm. F. 
eall. » 

November 27—Columbus, Ohio—New Fed. 
Bldg.—Examiner Sullivan: 

MC-78062, Sub. 17—Beatty Motor Express, 
Inc., Washington, Pa., contract carrier 
application. 

November 27—Denver, Colo.—State Comm. 
—Examiner Lippman: 

MC-9895, Sub. 74—R. B. Wilson, Denver, 
Colo., common carrier application. 
November 27—Newark, N. J.—State Comm. 

—Jt. Bd. 42: 

% MC-112308—Pocono Sedan Service, Inc., 
New York, N. Y., common carrier ap- 
Plication. 

% MC-112379—Hensz and Kuen, Narrowsburg, 
N. Y., common carrier application. 

November 27—Pittsburgh, Pa.—City-County 
Bldg.—Examiner Cunningham: 

MC-37840, Sub. 6—Thomas C. Conley, Pitts- 
burgh, Pa., common carrier application. 

MC-38756, Sub. 1—Sam Rose Transfer, 
Brownsville, Pa., common carrier appli- 
cation. 

November 27—Raleigh, N.C.—Sir Walter 
Hotel—Examiner Riegner: 

MC-83854, Sub. 4—E. L. Jones, Durham, 
N.C., common carrier application. 

November 28—Biloxi, Miss.—Buena Vista 
Hotel—Examiner Simms: 

MC-67308, Sub. 3—Monroeville Bus Co., 
Monroeville, Ala., common carrier ap- 
Plication. 

November 28—Buffalo, N. Y¥Y.—Buffalo Hotel 
—Examiner Cox: 

MC-F-4652—Roland O. Haines—Control; 
Haines Car-Riers, Inc.—Purchase—Fran- 
cois LaFlamme. 

November 28—Charlotte, N.C.—Fed. Bldg.— 
Examiner Riegner: 

MC-108838, Subs. 149 and 150—Barnes Food 
Express, Charlotte, N.C., common carrier 
application. 

November 28—Columbus, 
Bldg.—Jt. Bd. 117: 

%& MC-42329, Sub. 82—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 
Plication. 

% MC-66562, Sub. 1042—Railway Express 
Agency, Inc., New York, N. Y., common 
carrier application. 

November 28—Denver, Colo.—State Comm. 
—Examiner Lippman: 

% MC-112247—Jim Chelf, Englewood, Colo., 
common carrier application. 

November 28—Pittsburgh, Pa.—City-County 
Bldg.—Jt. Bd. 65: 

% MC-488, Sub. 2—Breman’s Express, Leech- 
burg, Pa., common carrier application. 
November 28—Pittsburgh, Pa.—City-County 

Bldg.—Examiner Cunningham: 

*%& MC-108456, Sub. 4—Brown Brothers, Cur- 

— Pa., contract carrier applica- 

on. 


November 28—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 28: 


Ohio—New Fed. 


' ¥¢ MC-102567, Sub. 20—Earl Gibbon Petroleum 


Transport, Bossier City, La., common 
carrier application. 

November 29—Boston, Mass.—New P. O. 
Bldg.—Examiner Silverman: 

%*& MC-4941—Quinn Freight Lines, Inc., 
Brockton, Mass., common carrier appli- 
cation. 

November 29—Columbus, 
Bldg.—Jt. Bd. 117: 

%* MC-3971, Sub. 3—Zane Transit Lines, 
Zanesville, Ohio, common carrier appli- 


Ohio—New Fed. 


cation. 
November 29—Denver, Colo.—State Comm. 
—Jt. Bd. 125: 


%* MC-112383—Questa Transfer, Questa, N. 
Mex., common carrier application. 
November 29—Madison, Wis.—State Comm.— 
Examiner Hinley: 

* MC-F-4639—Ray E. Thompson & Sons— 
Purchase (Portion)—L. Hinshaw (Charles 
H. Liner Administrator). 

November 29—New York, N. Y.—641 Wash- 
ington St.—Examiner Kaplan: 

% MC-31400, Sub. 8—Madison Transporta- 
tion Co., Orange, Conn., common carrier 
application. 


November 29—Pittsburgh, Pa.—City-County 
Bldg.—Examiner Cunningham: 

% MC-19201, Sub. 63—Pennsylvania Truck 
Lines, Inc., Pittsburgh, Pa., common car- 
rier application. 

November 29—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 32: 

% MC-112294-—-Conlee Bros., Bryan, Tex., con- 

tract carrier application. 
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November 18, 1950 


CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box ——— Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 


Classified Advertisements 
Payable in Advance 
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Help Wanted 


ttt iene 
FREIGHT AUDITOR for Traffic Service firm 
in Chicago loop. Must know Rail, Truck, 
and Forwarder rates in all territories. Sub- 
mit complete details. Box 145. 

———————————————————— OO 


Situations Wanted 


GENERAL IND. TRAF., 4 yrs. TRACER, 
EXPEDITER, CLAIMS. RECEIVING & SHIP- 
PING. TRAF. SCHOOL, KNOW RATES. AGE 
33. Box 141. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAFFIC 
for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can 
developed as understudies for positions of 
responsibility. 


Also included are specialists in many dif- 
ferent phases of Traffic—Practitioners—Tariff 
Compilers—Solicitors—and Claim  Agents—as 
well as men with varying degrees of experi- 
ence in  Rates—Routes—Transit—Demurrage— 
Storage—Claims—Classifications. In fact, any 
and all duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement. Manager 


COLLEGE OF ADVANCED TRAFFIC 
14 E. Jackson Blvd. Chicago 4, Illinois 








Wanted to Buy 


WANTED—Used Set of I. C. C. Reports. 
State Number of Volumes and Price. Box 
137. 





Employment Agencies 


CHARLES D. MACKNEE, The Transporta- 
tion Man’s Agency, 2 East 23rd St., New 
York 10. Serving carriers, shippers and 
warehouses only. 


Educational Books or Courses 


I.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 12 E. Jackson Bivd., 
Chicago, Ill. 


REGULATION OF TRANSPORTATION 
$6.00. This is the book used by the author 
J. H. Tedrow, LLB. in the University of 
Kansas City, with record of 90% admitted 
to practice. Compact, simple, comprehen- 
Sive. Covers Acts, history, practice, evidence, 
Quizzes and pleading forms. Over 250 lead- 
ing cases discussed. A complete practi- 
tioners’ course for class or individual study. 
Endorsed by well-known traffic men and 
lawyers. Study for 10 days and if not satis- 
factory your $6.00 refunded. Wm. C. Brown 
Company, Publishers, Dubuque, Iowa. 


The Following Assignments 
Have Not Heretofore Appeared 


November 28—Shreveport, La.—Washington- 
Youree Hotel—Jt. Bd. 218: 

MC-2130, Sub. 29—Coach Motor Lines, 
Inc., Shreveport, La., common carrier 
application. 

November 28—Washington, D. C.—Jt. Bd. 108: 

MC-64600, Subs. 3 and 4—Wilson Trucking 
Corp., Waynesboro, Va., common carrier 
application. 

November 28—Washington, D. C.—Examiner 


Lawton: 

I. & S. M-3466—Classification of Sheet 
Steel Cans. 

November 29—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Cox: 

MC-F-4683 — Joseph Tomlinson — Control; 
Standard Transport & Sales Limited— 
Control; Consolidated American Truck 
Lines, Inc.—Purchase—Elmer J. Vander- 
=. 

November 29—Washington, D. C.—Examiner 
Hume: 

MC-69281, Sub. 35—Davidson Transfer & 
Storage Co., Baltimore, Md., common car- 
rier application. 

November 29—Washington, D.C.—Examiner 
Konigsberg: 

MC-C-1126—Eastern Central Motor Carriers 
Ass’n. v. Chicago Express, Inc., et al. 
November 30—Cleveland, Ohio—Old P. O. 

Bldg.—Jt. Bd. 61: 

MC-2202, Sub. 61—Roadway Express, Inc., 

Akron, Ohio, common carrier application. 
November 30—Cleveland, Ohio—Old P. O. 
Bldg.—Jt. Bd. 27: 

MC-112184, Sub. 4—Manfredi Motor Trans- 
it Co., Novelty, Ohio, contract carrier 
application. 

November 30—Columbia, S.C.—Wade Hamp- 
ton Hotel—Examiner Card: 

MC-F-4661—T. G. Griggs Co.—lIease (Por- 
tion)—Jordan’s Truck Line. 

November 30—Columbus, Ohio—New Fed. 
Bldg.—Examiner Harrison: 

MC-43060, Sub. 7—Bray Highway Express, 
Zanesville, Ohio, contract carrier appli- 
cation. 

November 30—Denver, Colo.—State Comm. 
—Examiner Lippman: 

MC-109431, Sub. 4—Frank C. Klein & Co., 
Inc., Denver, Colo., common carrier ap- 
Plication. 

November 30—New York, N. Y.—641 Wash- 
ington St.—Examiner Kaplan: 

MC-111202, Subs. 4 and 6—Richard H. 
Bullock, Ellenville, N. Y., contract car- 
rier application. 

November 30—Salt Lake City, Utah—State 
Comm.—Examiner Pettis: 

MC-F-4600 — J. W. Ringsby — Control; 
Ringsby Truck Lines, Inc.—Purchase— 
Jack B. Blondo. 

November 30—Shreveport, La.—Washington- 
Youree Hotel—Examiner Koberhusz: 

MC-100666, Sub. 22—Royce T. Nix., Texar- 

kana, Tex., common carrier application. 
November 30—Washington, C.—Exam- 
iner Saltzman: 

MC-112372—Windsor Transfer, Middleburg, 
Va., common carrier application. 

December 1—Albany, Ga.—U.S. Ct. Rms.— 
Examiner Riegner: 

MC-95540, Sub. 190—Watkins Motor Lines, 
Inc., Thomasville, Ga., common carrier 
application. 

December 1—Buffalo, N. Y.—Buffalo Hotel— 
Examiner Cox: 

MC-F-4654—Francis Farwell—Control; The 
Canada Coach Lines, Limited—Purchase 
—Van Dyke Sightseeing, Ltd. 

December 1—Chicago, Ill.—U. S. Custom Hse. 
—Jt. Bd. 397: 

MC-1122-, Sub. 50—Gordons Transports, 
Inc., Memphis, Tenn., common carrier 
application. 

December 1—Chicago, I1l.—U. S. Custom Hse. 
—Jt. Bd. 60: 

MC-42329, Sub. 80—Hayes Freight Lines, 
Inc., Mattoon, Ill., common carrier ap- 
Plication. 


December 1—Columbia, S.C.—Wade Hampton 
Hotel—Examiner Card: 
MC-F-4650—J. W. Huckabee — Control: 
Huckabee Transport Corp.—Purchase— 
Service Express, Inc. 


sesqees, 5—Deteatt, Mich.—Fed. Bldg.—Jt. 


Bd. - 
MC-106914, Sub. 4—American Cartage Co., 
—— Ohio, common carrier appli- 


December 1—North Platte, Nebr.—Fed. Bldg. 
—Examiner Hinely: 

MC-F-4637—Walter W. Petersen et al.— 
Control; Petersen @& Petersen, Inc.— 
Purchase (Portion)—C. E. Courtright. 

December 1—Salt Lake City, Utah—State 
Comm.—Jt. Bd. 207: 

MC-105956, Subs. 3 and 4—Seamons Truck 
Line, Salt Lake City, Utah, common 
carrier application. 


SHIP VIA 


BE 
CE&EI 
a” 


—for dependable freight 
handling and on-time deliv- 
eries, to and from the great 
gateways of the Midwest— 
Chicago, Evansville, St. 
Louis, and Thebes. Ship- 
pers know—freight moves 
on theC & EI. 


CHICAGO & EASTERN 
ILLINOIS RAILROAD 
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GREYVAN iINES, CHICAGO 10, ILLINOIS 
Affiliated with Greyhound Lines 
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PACIFIC 
COAST 
PORTS 
To 


PUERTO 
RICO 


Fast, efficiently-operated ships of 
the P&T fleet make regular calls at 
all leading Puerto Rican ports. Ask 
for schedules; also market-building 
data. Offices in principal cities. 


Pacific-Argentine-Brazil Line 
Pacific West Indies-Puerto Rico 
Pacific and Atlantic Intercoastal 
Executive Offices « San Francisco 4 
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EDITORIAL 


TRAFFIC WORLD 


An Encouraging Claim Prevention Move 


HIRTY YEARS have passed since the railroads were 
g Rol to private management after the First World 
War. In the meantime, well over a billion dollars has been 
paid out by management in claims for freight loss and 
damage—representing only in part the penalty American in- 
dustry and American transportation has paid for its failure 
fully to master the technique and to learn the lessons of good 
shipping. 

It has taken that long and cost that much to bring into 
being a concerted effort effectively to combat the evil. Surely, 
here is a case of mills grinding slowly. And yet . . . well, 
the information brought out at the meeting of the National 
Industrial Traffic League in San Francisco this week will, 
perhaps, cause that small, persistent group that has been ham- 
mering in and out of season for a rational, adequate claim 
prevention program to forget the cost and delay and to retain 
only the hope that the railroads have now taken the first 
tentative steps toward an all-out effort to eradicate the evil 
of lost and damaged freight. 

The letter written by Mr. Faricy, president of the Associ- 
ation of American Railroads, to Mr. Schwietert, the chairman 
of the League’s committee on transportation policy, comes as 
a tremendous “‘lift’” to those who, like ourselves, were dis- 
appointed at his earlier reply to the recommendation of its 
freight claims and claim prevention committee, adopted by 
the League a year ago. Whatever may or may not have been 
the implications of that earlier letter, and regardless of 
whether or not our comment on it was based on a full under- 
standing of it, it certainly conveyed to the League no sug- 
gestion that the Association of American Railroads intended, 
even indirectly, to implement a nationwide study of the 
subject at the hands of a group representing the railroads 
in all territories. 

Just because so many interested in the problem drew 
nothing but discouragement from the earlier letter, the letter 
made public for the first time at this week’s League meeting 
was particularly encouraging. It would be easy to read into 
the organization of a committee of review more than that 
action implies. Of course, the only thing by which this 
action will eventually be judged will be its end result. There 
has at least been one earlier gesture in the direction of a 
national committee on the subject out of which nothing con- 
structive came. 


E have a feeling, however, that a committee includ- 

ing such men as Mr. Kilker, of the Burlington; Mr. 
Love, of the New York Central, and Mr. Fromby, of the 
Southern, to say nothing of their six operating and account- 
ing colleagues, will attack the task assigned to them with 
intelligence and thoroughness. 
too, that, although President Faricy’s letter indicates their 
duties merely to be to “review the organizational set-up of 
the association’s activities in the field of loss and damage 
to freight, with particular reference to freight claim preven- 
tion and all related activities,” and to make a report on those 


subjects to the A.A.R. board of directors, they will not hesi- 


And we have a feeling, 


tate to interpret these instructions as including the broader 
duties of making recommendations as to how to increase the 
activities, augment the organizational set-up, and perhaps to 
add to it, so that the hundred-million-dollars-a-year problem 
will get the treatment it deserves. 


Our own feeling in the matter is one of such deep sat- 
isfaction and such deep conviction that what has been done 
is merely the prelude to a lot of effective work in the preven- 
tion of freight loss and damage, that we hesitate even to 
suggest how the committee should proceed with its work. 
What we voice here, in that connection, is more in the 
nature of a hope than a suggestion. 


HAT hope is that the committee will avail itself of the 

great body of experience and study that already has been 
gained and made, much of it outside of railroad circles. It 
could accumulate the data and the suggestions best, we 
believe, through a series of public hearings at which those 
who have for years given of their time and effort in attempts 
to reduce hazards to freight in transit might be heard. 
There are some shippers, for instance, who probably come as 
near being experts on claim prevention as some of the 
accepted railroad authorities on the subject. And there are 
some technically skilled men who have discovered some 
details of protective packaging and loading that even the 
railroad claim men haven't as yet added to their knowledge. 


We have in mind, for instance, the long studies made 
and considerable sums spent a few years ago, by R. R. Don- 
nelley & Sons, printers, of Chicago, in the safe loading of 
printing papers. It is true that the committee newly ap- 
pointed can hardly be expected to go so deeply into details 
that it will have time to examine closely every such com- 
modity and industry study. But by listening to the men who 
have helped to make them, it may, perhaps, be able to get a 
better over-all understanding of what needs to be done, in 
the way of organization, for the railroads wisely to avail 
themselves of work already done. Another way of saying 
it is that the committee ought to know what resources are 
available that they can be put to immediate use as integral 
parts of a complete program. 


We are not suggesting that the committee be required, or 
even be expected to base its recommendations on what it may 
be able to develop in such a series of hearings. Indeed, it 
will hear many crackpot schemes in the course of them, 
and some people with things to sell will try to use the hear- 
ings as sales forums. With what it gets, it will have to do 
a lot of winnowing; but the sound grains it may thus sal- 
vage will be useful; and, besides, it will through this pro- 
cedure give to earnest students the satisfaction of knowing 
that the work they have been doing, without recognition, 
many of them for years, has at least reached attentive ears. 

For the rest, naturally, the committee will have to act in 
its own wisdom and according to its own lights, to return to 
the body that created it the results of its studies. We con- 
gratulate the A.A.R. on its creative decision; and we wish 
its creature outstanding success in its labors. 
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HALF A a OF 


‘Ste Century” 


Flagship of New York Central’s Dreamliner Fleet! 


FIRST 20TH CENTURY LIMITED, June 15, 
1902, cost $115,000 . . . about the price 
of one streamlined car of today’s Century! 


. . and the Gibson Girl was America’s sweet- 
heart . . . when the first 20th Century Limited took 
the rails behind one of New York Central’s fast ten- 
wheelers. And through many a transformation, the 
atmosphere of that age of elegance has lived on 
aboard the world’s most famous train. 

Yet, for all its luxury, the Century, rather than 
standing alone, has paced the NEW in New York 


5 ion WERE COMMON ... tallyhoes not unusual 


THE MID-CENTURY ‘‘CENTURY,” an all- 
private-room Dreamliner, links Chicago and 
New York between business and breakfast. 


NEW YORK CENTRAL 


Central. And from the much admired electric lights 
of 1902 to the latest bit of streamlining, Century 
innovations have spread to other Central trains. 


So it is that today’s Century leads, not simply as 
a train, but as the flagship of a great new luxury 
fleet. A fleet in which Central, since 1945, has in- 
vested $73,000,000 for new streamlined cars and 
$23,000,000 for Diesels...nearly $100,000,000 in 
the continuing cause of PASSENGER PROGRESS! 
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\ SYSTEM 
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